
President’s Message 

As we mentioned in our winter 2013 message we’re now implementing some 

practical changes to the focus of the NWBS. We sent out a survey to every 

member asking what they would like to see for events, whether they would 

prefer one day or weekend events, and how much they saw themselves 

participating in the future. Overwhelmingly the responses indicated that we 

should focus on single day events. In fact a few folks were a bit beyond 

adamant about this. 

The responses to the level of participation were mixed with some members not 

even responding while others suggested that if we could find interesting venues 

they would like to attend. Others said that if there were more events in their area 

they would attend more frequently. There is a very easy way to make this 

happen; come up with an idea for an event in your area then call or email one of 

the NWBS officers and we’ll work with you to bring it off.   

The challenge to offer interesting events is our goal and Eileen & I will lead off 

the year by hosting a brunch in our hangar in Olympia on Saturday, April 20
th
.  

The weather alternate date is Saturday, April 27
th
. This will be purely a social 

event, no selling, no presentations, just good food and camaraderie.  All you 

have to do is let us know you’re coming by email at Dale@nwbonanza.org or by 

phone at 360-705-9073, then fly or drive in. 

As of now the menu consists of waffles, scrambled eggs, sausage, juice, milk, 

coffee. If we have sufficient numbers RSVP we’ll likely expand the menu to 

include bacon, fruit, and maybe even some Mickey Mouse pancakes for the 

kids. 

You can’t even complain about the price, it’s whatever you would like to 

contribute to the club. If you’re concerned about fuel costs you’re in luck 

because the cheapest fuel in western Washington is just 18 miles south at 

Chehalis (KCLS) where you can fill up for $5.65 per gallon including taxes.  

This will also be a celebration for me since my CT scan in early February 

showed that I was cancer-free. According to my treatment protocol I continued 

to receive four more rounds of chemotherapy and completed those March 6
th
. 

Thank God!   

I know that I am not by any means the first, only, or last person to face this 

challenge but I do want to share my good news with you and let you know that 

the treatment is a lot more tolerable now than it was even a few years ago and 

the outcomes are much better as well. I plan to have another CT scan in early 

April then apply for a special issuance medical which I could have in hand by the 

end of the month.   

One thing I’ve learned during this process is that as long as your medical has 
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not expired, if you have a medical condition that grounds you do not need a new 

medical to get a special issuance (SI) medical. If you meet the FAA’s criteria you 

can submit your diagnostic records, treatment history, lab reports, and a letter 

from your treating physician the FSDO and they can give you an SI medical that 

will expire when your original medical would have expired up to one year out. 

Another reason for celebration is the return of our Baron from the upholstery 

shop in Prescott, AZ, scheduled as of now for April 11th. We will have it open for 

everyone to inspect at brunch on the 20th. In the coming months I’ll submit some 

photos to Tad in case he would like to include them in the newsletter and we 

encourage you to do the same for any project you may have undertaken in 

yours. 

Again, we ask each of you to share your ideas with us and participate in 

upcoming events as much as you can. We hope to see you April 20
th
. 

Dale & Eileen Hemman 
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May Fly-In Destinations 
 

We’re seeking your input for our May fly-in destination. Please look over the 

airports below and choose which you would like to see us visit for our May fly-

in. the email dale@nwbonanza.org with your preference. We’ll look at all the 

responses and inform you  of the arrangements well in advance. 

 

Washington 
Burlington – (KBVS) Lunch at Kitty Hawk Café 

Hoquiam – (KHQM) Lunch at Lana’s Café  

Wenatchee – (KEAT) Lunch at the “Café at Airport” 

 

Oregon 
Salem – (KSLE) Lunch at Flight Deck; if there’s sufficient interest we could 

arrange transportation to the nearby Woodburn Outlet Mall. 

Sun River – ( S21) Lunch at the Sun River Resort about  a half mile away.  

We’ll need to arrange for a shuttle 

 

Please let us know your choice by April 15
th
. In fact, don’t wait, just let us know 

right away so you won’t forget. 

 

Also, please let us know what you think of an overnight trip at the end of the 

summer to Cactus Pete’s in Jackpot, NV (06U). 
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This quarter’s article is all about tires. Another item that is approved for 

owners to do themselves is to remove and replace the aircraft tires and tubes.  

The process of changing a tire on an aircraft split rim usually includes 

repacking of the wheel bearings at the same time but not always, however 

repacking the bearings is also owner allowed maintenance item. 

Aircraft tires have a completely different task than the tires on our cars and as 

such the construction is entirely different too. Our car tires are driven by the 

engine and drive train so the traction requirements dictate what the tread 

pattern and sidewall build up has to be. Aircraft tires have a different job.  

Although they are required to operate in adverse conditions, most of the time 

they are on dry ground and in pretty much a straight line at landing speeds. 

So the sidewalls must be strong enough to take the impacts of landings but 

still flexible and light. The tread pattern on an aircraft tire is usually just a 

couple of grooves along the outside tread area, no big knurly looking lugs like 

an off road truck tire.   

Most people think that once the two grooves of the tire have worn down to 

where they are not present anymore, it is time to change the tire. I recently 

talked with a mechanic I know and trust and he told me that most of the tire’s 

strength is in the part of the tire that contains no grooves.  This is why tire 

manufacturers allow you to have a couple of layers of threads showing before 

the tire is considered worn out.   

Aircraft tires do sometimes take a pretty good beating, after all not all of our 

landings are perfect rollers. This produces flat spots as does trying to make 

the first turn off and sliding the tires. The balance of the tire/tube/rim have a 

huge effect on the flat spots that we see. When assembling the entire wheel 

assembly, it is important to get the balance as close to neutral as we can 

without special equipment. 

There have been many articles and manuals written about the process of 

changing the tire but here is a quick overview with the emphasis on the 

importance on balance. First make sure you have all the necessary items.  

Obviously you need the new tire and tube (there is always a debate on 

whether to change the tube every time but it is hard for me to throw away a 

perfectly good tube), the right tools, safety wire for safeting the caliper bolts, 

and do not forget a new cotter pin for the wheel nut as it is very hard to get a 

used one back into the wheel hub even if it is in pretty good shape. Make sure 

to let all the air out of the tire before trying to split the rim, there will be a huge 

surprise and perhaps injury if you don’t. Take off the three through bolts 

holding the two halves together and remember which way they went on. After 

they are separated the bead will have to be released from the tire and the 

wheel halves taken loose from the tire. Pull the tube out of the old tire and 

(hopefully the red dot is still visible) then try and squeeze out more of the air 

so it is more flexible when slid into the new tire. The red dot on the tube is the 

lightest part of the tube and as such must be aligned with the heaviest part of 

the tire which is usually the yellow dot. Most owners do not have a bubble 

balancer but using one would be the ideal way to get the entire assembly 

perfectly balanced. I have found that aligning the dots produces a pretty 

successful balance. Be sure to sprinkle a bit of talcum powder in the tire 

before you try and put the tube inside as it makes it a lot easier to slide 

around and align the dots.  With the tube inside the tire and the dots properly 

aligned, find the wheel half with the valve stem hole and slide the valve stem 

through the hole. One of the most important things to be sure of is not to 

pinch the tube in between the wheel halves. I always listen for the metal to 

metal contact sound and then slide the wheel halves a bit to align the through 

bolts. Adding just a bit of air to the tube makes it a bit more round so there are 

no folds to get caught in between.  Insert the three through bolts and torque 

them to the proper value (listed in maintenance manual, they are all a bit 

different) and then add about 20 psi to the tire assembly. Roll the tire around 

and bounce it on the ground a few times to be sure the beads have seated 

properly and then add the proper amount of air, usually around 28-30 psi. Be 
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are no folds to get caught in between. Insert the three through bolts and 

torque them to the proper value (listed in maintenance manual, they are all a 

bit different) and then add about 20 psi to the tire assembly. Roll the tire 

around and bounce it on the ground a few times to be sure the beads have 

seated properly and then add the proper amount of air, usually around 28-30 

psi. Be sure to put a bit of grease on the wheel hub and tighten the wheel 

bearing nut so that the wheel will still roll smoothly but is tight. Some manuals 

call for tightening the wheel bearing nut until the wheel won’t move and then 

backing it off until the cotter pin holes line up—and that procedure works too.  

Put the new cotter pin in and be sure to bend it over so it does not contact 

anything outside of the wheel. Put the brake caliper bolts back in and safety 

wire them if they have drilled heads. One thing you can do if you find that one 

side of the tire is wearing more than the other is when one of the grooves is 

worn down to where it is not visible anymore, take the assembly apart and 

reverse the tire on the wheel assembly, now you have the strongest part of 

the tire still useable and will get twice the life out of it. Wheel bearings and 

brakes are a discussion for future articles but may be things you want to do at 

the same time. 

 

Ask Pat continued… 
 

NTSB Report of  Interest 
 

On March 19, 2011, about 1140 Pacific daylight time, a Beech G35, was 
substantially damaged during a recovery from an unintended unusual attitude 
near Whidbey Island, Washington. The certificated private pilot/owner was not 
injured. VMC prevailed. 
 
According to the pilot, he was on a personal flight, cruising at an altitude of 
4,500 feet, and was engaged in correlating the indications of two panel-
mounted navigation receivers in the cockpit. He also had a third navigation 
receiver, a handheld global positioning system (GPS) mounted on the flight 
control yoke assembly, in the lateral center of the cockpit. During the 
correlation effort, the pilot noticed that he was about to intrude into the 
restricted airspace for Whidbey Island, designated R-6701. He initiated a turn 
to the right, with a bank angle that he estimated to be about 45 degrees, in 
order to avoid the restricted airspace. During the turn, the pilot referred to the 
GPS to ensure that he would clear the restricted area. When he returned his 
attention to the airplane's attitude, he noticed that the bank angle had 
increased to about 75 degrees right wing down, and the pitch attitude had 
decreased to about 20 degrees airplane nose down. At that point, the pilot 
noted that the airspeed was about 190 mph, which was in the yellow (caution) 
range of the airspeed indicator scale. 
 
The pilot stated that he leveled the wings, and then initiated a pull-up. During 
the pull-up, he heard three or four "thumps" in rapid succession. After 
recovery to level flight, the airplane continued to "fly fine," but the pilot was 
concerned about the thumps, since he had never heard noises like them in 
that airplane. The pilot then flew the airplane "gingerly" back to his home field, 
where he landed uneventfully. After shutdown, the pilot examined the 
airplane, and noticed that some aft fuselage skins were wrinkled and/or torn. 
 
Review of maintenance records indicate that the ruddervators were reskinned 
and rebalanced in January1997.The logbook entry for that activity did not 
explicitly state whether the control system was rerigged, or whether the 
control cable tensions were checked or adjusted.  
 

Editor’s Note: This report has been edited for brevity. It is for educational purposes 

only and is not intended as a criticism of the pilot involved. 



  
NTSB Report of  Interest Continued 
 
Three days after the event, Federal Aviation Administration (FAA) inspectors 
examined the airplane in the pilot's hangar. The inspectors noted three primary 
damage sites. On the aft right fuselage, a diagonal wrinkle about 2 feet long 
extended up and forward from the juncture of the fuselage side and bottom; the 
wrinkle intercepted the juncture at about the second bulkhead/former forward of 
the tailcone. On the opposite side of the aft fuselage, the skin was crumpled 
and dented in the same general region as on the right side, but the deformation 
did not exhibit the linear pattern observed on the right side. On the lower aft 
fuselage, the forward bottom skin was separated from its lap joint with the aft 
bottom skin at the aforementioned bulkhead/former; the skin was torn from the 
fasteners, which remained in the bulkhead. The FAA inspectors did not 
observe any indications of pre-event damage or corrosion in the affected areas. 
 
 A cockpit g-meter that was operational during the event registered a maximum 
of about 2.5g and a minimum of about minus 0.7g, but the accuracy of the 
meter was not determined.  
 
The airplane flight control system and damage sites were examined in detail. 
One additional damage site was observed, in the form of a small buckle in the 
lower outboard skin of the left ruddervator. There was no visible damage to any 
other portion of the aft stabilizers or control surfaces, and no damage to the 
internal bulkheads was discovered (contrary to the pilot's initial report). No 
discrepancies with the routing, condition, or operation of the aft control surface 
cables or associated hardware were observed. The control surface 
(ruddervator and tabs) travel deflections (as activated by cockpit controls) were 
measured, and those values were compared to the design specifications. Most 
measured control surface travels were within manufacturer's limits. Discrepant 
values included the following: 
- Up elevator travel less than specification (left 2.1 degrees less; right 2.9 
degrees less) 
- Down elevator travel greater than specification (right 1.1 greater) 
- Down elevator tab greater than specification (left 1.5 degrees greater; right 
0.1 degrees greater) 
In addition, the control surface travel ranges were not symmetric between the 
left and right sides.  
 
The airplane certification basis was Civil Air Regulations (CAR) Part 3 effective 
November 1, 1949. According to CAR 3, the "Normal" category maneuver limit 
load factor requirement was 2.1, with a factor of safety of 1.5, for an ultimate 
limit load factor of 3.15. The "Utility" category maneuver limit load factor 
requirement was 4.4, with a factor of safety of 1.5, for an ultimate limit load 
factor capability of 6.6. 
 
Operations at speeds above Vno can induce structural damage at loads below 
the positive limit load. Vno for this airplane was 175 mph. According to the 
pilot's written report of the event, he estimated that he applied about 2g to the 
airplane at an airspeed of about 190 mph, which the pilot stated was above the 
maximum structural cruising speed of 175 mph; this was about 0.5g less than 
the value registered by the cockpit-installed g-meter.  
 
Effective workload management ensures that essential operations are 
accomplished by planning, prioritizing, and sequencing tasks to avoid work 
overload. In order for pilots to manage workload, items should be prioritized. 
Maintaining situational awareness requires an understanding of the relative 
significance of these factors and their future impact on the flight. When 
situationally aware, the pilot has an overview of the total operation and is not 
fixated on one perceived significant factor. Some of the elements inside the 
airplane to be considered are the status of airplane systems, and also the pilot 
and passengers. In addition, an awareness of the environmental conditions of 
the flight, such as spatial orientation of the airplane, and its relationship to 
terrain, traffic, weather, and airspace must be maintained. 



 
 

Post Flight 

The Northwest Bonanza Society seeks to promote 

camaraderie and fellowship amongst Beechcraft pilots, 

owners, and enthusiasts in the Pacific Northwest, 

promote safety, and provide educational opportunities 

through social events throughout the Pacific Northwest 

region including Oregon, Idaho, Washington, and British 

Columbia. 

PRESIDENT 
Dale & Eileen Hemman 
dale@nwbonanza.org 
64 Puget Drive 
Steilacoom, WA 98388 

 

VICE PRESIDENT 

Pat & Denise Atchison 

sundowner15@comcast.net 

5938 Puget Rd 

Olympia, WA 98516 

 

SECRETARY/NEWSLETTER 

EDITOR 

Tad & Lisa Santino 

tsantino@comcast.net 

8340 Jamieson Ct SW 

Olympia, WA 98512 

 

TREASURER 

Fred & Dianne Bassett 

fbassett@nwbonanza.org 

12529 Avenue Dubois SW 

Lakewood, WA. 98498 

 

 

 

Northwest Bonanza Society 

If you have pictures you would like to 
share, please send them to Tad Santino, 
tsantino@comcast.net so we can include 
them.  

Please check out the club calendar on the 
website for coming events.  

 

 

We’re on the Web! 

www.nwbonanza.org 

 

 

ALTERNATE SECRETARY AND TREASURER & 

EVENTS PLANNING 

David & Mary Thrasher 
davidthrasher@nwbonanza.org 

95 Madrona Park Drive 

Steilacoom, WA. 98388 
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