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President’s Cormer

Last month | talked about getting an air show check out and waiver. This month is about
my observations surrounding my first show at Middletown's 'Wings of Freedom' .

= Curt Arnspiger, the ACE who checked me out, gave me a very sobering talk about the
=8 importance of getting life insurance as he said that he couldn't count on both hands and
i feet the number of friends he has lost to accidents at air shows. Now that gives you
il pause .

:,, As with any type of flying, you have to manage risk. Since | was used to flying between
1500' - 3000' AGL as part of competition flying practice, there was no way | was going to
> "9 look at 500" aerobatics for the first time at an air show with a crowd watching where |
would already be nervous. Thanks to Brett Hunter and Gordon Penner, | got the aero-
batic box opened at Waynesville and got some coaching and critique from them and some time at 500" AGL before
the show. That help and time was invaluable.

As part of risk management, | also simplified the show | flew for Curt, Brett and Gordon. | was initially attempting
to keep the show reasonably dynamic by making the turn-around's across the box as vertical rolls to hammerheads,
half-Cubans, and 180 degree rollers. Considering | was new at this, that | would be under some nervous pressure,
and there would be a crowd watching, | decided to take out all of the busy turn-around's and convert them into big,
slow wing-overs. | could then make sure | was well oriented, tighten my belts, look at the engine gauges and take a
deep breath before the next maneuver. | certainly didn't want to get too busy and cross the crowd line (the dead line
over which the performer may not cross) or worse. It made the show rather slow, but | wasn't going to worry about
that.

Curt also told me that he thought air shows were about 1/3 flying, 1/3 the smoke and noise of your plane, and 1/3 the
PA music you choose. He also said that 98% of the people watching don't really know whether a maneuver is flown
well or is easy or hard to perform. | had to agree with him. 1 also figured that the 2% who did know what | was doing
were probably giving me low scores anyway. Keeping that in mind, it took some of the pressure off that you might
find in competitive flying trying to make your sequence perfect. From my experience attending air shows, | also
knew that half of the people are not watching anyway. (The other half are in the corn dog, Belgium waffle and beer
lines.) One less thing to worry about.

The FAA briefing before the show was fun insofar as | got to be there with the B-17 crew, the D-day re-enactors, the
Jet and P-51 guys, and the headliners and old pros. I1AC 34 member Tico LaCerda was also flying his first show in
his yellow Pitts S2B. Luckily for me, also a newbie, he showed at the briefing a couple minutes after me and during
that time the show's Air Boss conspired to have Tico 'arrested’. The briefing was moving right along when it was
suddenly interrupted by a big, mean looking Middletown Cop, complete with sunglasses and riding boots. He was
looking for 'Tico'. Tico was immediately identified by the crowd and was issued a citation for "Impersonating a

Pilot". A red-faced Tico laughed it off and it was great fun. Standard fare for the new guy | learned!

All'in all, the experience was very positive. | got to look at all the planes on static display, make some new friends,
see some old ones and fly!
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The first step in military pilot training is completing the entry screening program which is designed to determine the

candidate’s aptitude for and interest in military flying. The program was originally conducted in Cessna 172/T-41 air-

craft, some of which were upgraded with a 210 hp engine. The ill-fated 260 hp T-3A Firefly replaced the T-41. The T-

3A screening program was enhanced to include part of the basic T-37/T-6 Phase 1 syllabus, specifically the aerobatics

and solo flight portions. The original goal of the T-3A based program was to select fighter pilot candidates. This goal
was never achieved for reasons outlined in my previous article (see
Dec 08 and Jan 09 Newsletters). Screening is now conducted in the
125 hp Diamond DA-20. The DA-20 is a Utility Category airframe but it
is certified for spins.

After completing the screening program, the student is now introduced
to the 1100 hp T-6A tandem cockpit trainer. | mention tandem cockpit
because for years the USAF maintained that a side-by-side trainer
such as the T-37 was best for basic flight instruction. Having taught in
both aircraft configurations (T-38 and KC-135) | can see their point. A
modern flight simulator is included in the T-6A curriculum and is
needed to get the student thinking at T-6 speeds. Not that the T-6A is
125 hp Diamond DA-20 particularly fast but it is a lot more airplane than the DA-20, which is
basically a motor glider.

With that background the stage is set for the introduction of the student
to contact flying, i.e. takeoffs and landings, stalls and spins, and finally
aerobatics. The aerobatic maneuvers include the loop, immelman,
split-s, cuban-eight, clover leaf, barrel roll, and aileron roll. No se-
guences are flown or evaluated. Except for the aileron roll which is a
positive G roll, more like a barrel roll, the maneuvers are the same
aerobatics we fly.

Both airplanes do what | would describe as graceful rather than com-
petition aerobatics. Cuban eights and cloverleaf turns were my favor-
ite because they required some “feel” for the airplane. Clovers are still
among my favorite. | was sorry to see the maneuver get such harsh
criticism when it was introduced in Sportsman a couple of years ago.

1100 hp T-6A tandem cockpit trainer

While the maneuvers are the same, flying them in a T-37, T-6, or T-38 is another matter. The Pitts or Decathlon can
do a loop in 500 feet of vertical space, but the T-37 requires 4,000-5,000 feet and the T-38 needs 10,000-12,000 feet.
As | recall, the T-37 entered the loop at 250 KIAS with a 3-4 G pull. The T-38 entered the loop at 500 KIAS with a 4-5
G pull for a military power throttle setting loop and 400 KIAS for a full afterburner loop. The G forces on the T-38 pilot
lasted 10-15 seconds on the initial pull and then again on the recovery.

Rolls could be done safely at cruise airspeeds and power settings. Not sitting on the centerline of the aircraft was a
slight disadvantage in the side-by-side T-37, but then all rolls were really barrel rolls around a point anyway. Sitting
out on the end of the nose in the front seat of the T-38 was also challenging because there were few visual references.
Only the pitot tube was of any use. The 1950s design T-38 has a roll rate as good as any high performance aerobatic
monoplane, capable of a maximum roll rate over 600 degrees per second. The airplane would also do a very nice,
albeit slow, roll using rudder only.

No discussion of military aerobatics would be complete without discussing spins. But first | need to clarify something |
wrote in my previous article about spins not being discussed as part of the Normal Flight Characteristics section of
USAF flight manuals. Spins are discussed as normal procedures in USAF flight manuals but were considered as
emergency procedures by the supplemental pilot training manuals used by the USAF Training Command. However,
spins were only discussed in the Emergency Procedures section of the T-3A flight manual, against the advice of the
aircraft manufacturer.

/ 0111222
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I have not spun the T-6A but | have spun one of its competitors, the Tucano T1 Based on the Tucano, I'll bet the T-
6A has a conventional recovery procedure, i.e. throttle idle, full rudder opposite the direction of rotation, and push
forward on the stick until the rotation stops, neutralize the controls, and recover from the resulting dive.

The T-38 is almost spin proof. Spin entry is possible from 150-255 KIAS by applying full forward stick and then
abruptly apply full aft stick and rudder. Even then a spin is not always achieved and a spin chute may be necessary
for recovery according to the Flight Test Report. Spin recovery procedure is conventional with the addition of maxi-
mum in-spin aileron. (Fuselage-heavy aircraft sometimes use in-spin aileron, which is NOT recommended for most
of our airplanes.—G.P.)

The T-37 is unique when it comes to spins and spin recovery. You may have seen a T-37 parked at an air show and
wondered about the purpose of the piece of aluminum that wraps around the nose of the airplane. It is an air flow
interrupter added to reduce the lift on the forward fuselage to permit recovery from spins. Without the strip, the ele-
vator forces are insufficient to pitch the nose of the aircraft down and break the stall. Even with the strip it is neces-
sary to rapidly apply full nose down stick to break the stall while applying full opposite rudder. Spin recovery is very
abrupt and if the stick is held against the stop for even a moment the airplane may pitch over onto its back and could
enter an inverted spin if full rudder is also held. Therefore, spin recovery is accomplished by rapidly applying full
forward stick and then immediately bringing the stick to neutral. If done correctly, the T-37 would recover into a shal-
low dive, making return to level flight easy. If the pilot saw any other response the airplane was likely entering or
already in an abnormal spin mode. The most likely abnormal mode is an accelerated rate of rotation which was en-
tered by a too slow application of forward stick during the recovery. From this mode it was a simple matter to reap-
ply pro-spin controls and restart the recovery. Needless to say, lots of altitude can be lost doing spins in a T-37.

From this brief discussion | hope you have a better understanding of the trouble a military trained pilot might get into
if he approaches light airplane aerobatics with the attitude that “anybody can fly these little airplanes”. Military aero-
batics skills are a good background but not necessarily sufficient to ensure aerobatics competency in light aircraft.
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Frank Price Trophy Winners

This year's winners of the Frank
Price Cup are Chapter 34's very own
Gordon and Lorrie Penner! And they
deserve a great big resounding round
of applause and thank you for their
contribution to our sport of aerobatics.
We know Gordon and Lorrie for their
contributions to Chapter 34, the Ohio
Aerobatic Open and the Chap-
ter's award winning newsletter and
web-site. But they are now also receiv-
ing recognition on a national scale.

The Frank Price Cup, first awarded
in 1983, was created to recognize out-
standing individuals in aerobatics in
honor of aerobatic pioneer Frank Price
who was the first American to compete
in the world aerobatic championships.
Specifically, the purpose of this annual
award is to recognize the person(s)
who has contributed the most to the

sport of aerobatics in the previous
year. The winners are chosen by secret
ballot of the IAC Board of Directors . Any IAC member may nominate one for the award.

Gordon and Lorrie received a laser cut plaque with a photograph of the master trophy which
remains on display at the IAC Pavilion in Oshkosh. The master trophy will be engraved with
their names. Their award was received at the US Nationals banquet in September 2008.

Gordon is a Master CFl-Aerobatics and presents forums on aerobatics, unusual attitude
training, and stall-spin awareness at Oshkosh and Sun 'N Fun in addition to his numerous arti-
cles on these subjects in our monthly newsletter. Lorrie maintains the Chapter 34 nationally
recognized web-site and newsletter, raises funds for the club's annual scholarship award, and
is a major organizational force in Chapter 34. Gordon is also an FAA designated safety
speaker. Lorrie also administers the IAC Achievement Awards program and books the forum
speakers for the IAC at Sun 'N Fun and Oshkosh.

In discussing the award Lorrie said "l feel like there are many people that probably deserved
this award as much or more than we did - we just got noticed... We mostly just do what we en-
joy and don't feel like it is a big sacrifice. Heck, we get to be around people we really enjoy and
get to fly too! That's a fantastic combination”.

We are indeed fortunate to have Gordon and Lorrie as members of our Chapter.

Congratulations!
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by Jeff Granger

| alluded to what | think is the big problem facing our chapters and national organiza-
tion. What motivates pilots to fly competition? Why do some get interested and involved for a
couple of years and then get "burned out", sell their plane and drop out of sight? I'm on my third
plane now and plan to continue in the sport for years to come but will admit that there are great
obstacles for most. Let me run through the logic of what | believe develops the long term patrtici-
pant in competition.

First, the desire to fly. When | went through the FAA program to train as an Aviation Medical
Examiner they discussed the psychology of pilots and divided them into two categories: those
that want to fly and those that want to assume the persona and popular image of a pilot. You
know the guys in the second category. They are all about the leather jacket and the big watch
and sunglasses. Fortunately they lose interest fairly quickly. The real flyers are those who either
want or need to fly for a living or who are just nuts about being in the air and controlling the plane
in all axes. The aerobatic pilot wants to be around planes and learn everything he can about
their performance and aerodynamics. He enjoys the physical sensations of flight and is a lit-
tle bored by the use of the plane for routine transportation. He wants to push the envelopes of
the aircraft and his own skill and looks for a safe and legitimate outlet for this desire.

" P77
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So next he gets some aero-
batic training and begins to
participate at a recreational
level. A lot of our members
stop there and that's OK. We
can serve them by having ral-
lies and training camps and by
getting them involved as con-
test volunteers.

The future competitor,
though, reaches a point where
he says to himself "what is the
point of doing these maneu-
vers"? He wants to do 113 " - 16 1/
something more difficult and
challenging than a couple of loops and rolls and he wants to know how he measures up against
other participants. He attends a contest and enjoys the friendly competition and later misses the
camaraderie with the other pilots and looks forward to the next one. It is when he starts practic-
ing for the next contest that he comes up against the reality that one can't get good without
regular and deliberate practice and one can't practice without easy access to the right
plane. This almost always means becoming an owner.

Ownership is the huge hurdle that stops most competitors. The "specialist” aerobatic plane
can cost as much to acquire and maintain as a vacation home and is not as popular with the
wife and kids as the place at the lake. This limits owners to the unusually affluent or unusually
dedicated although there are some way around the dilemma such as group ownership or build-
ing your own.

Let's say our competitor does acquire a plane at a reasonable cost and is able to maintain
the cash flow over the next couple of years to cover the insurance and maintenance. The own-
ership position and the desire to do at least one contest in a year are powerful and self-
reinforcing. Each year the agenda is clear. The plane has to be in annual in the spring so that
one can start training on a regular schedule to get ready for the contest season. The insurance
renewal and the chute repack have to be done to get ready for registration and tech inspec-
tions. The sequences for the year are printed out and studied. Vacation time is set aside for
contest weekends. Everything falls into place and gives focus and joy to the owner of the aero-
batic plane. These dedicated owner/competitors form the core membership of the IAC.

The final stage of development for our competitor is the realization that his first airplane is not
enough for the long term. Although it got him started in the sport it may be difficult to maintain or
insure. It may be unsuitable for a higher category. It might have limited utility for cold weather
or long cross country flights (open cockpit). He might desire something with a higher degree of
safety and visibility or just something that is more pleasurable to fly. Moving up a category and
to a more capable aircraft cements the relationship.
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Greetings to All:

During this time of year when none of us are flying contests, and many of you can't open your hangars
even if you wanted to because of the ice, how about staying in the "aerobatic mood" by producing Un-
knowns for the contests soon to be at an airport near you?

Every year | need approximately 20 Unknown sequences for each of the power categories, Intermediate
through Unlimited, and about three each for glider Intermediate and Unlimited. The rules affecting the con-
struction of Unknown sequences can be found in Chapter 5 of the IAC Official Contest Rules along with
the legal figures for each category in Appendix 3 (power) and Appendix 4 (glider). The only changes in
the Rule Book affecting Unknowns for 2009 are the inclusion of Families 5.2 and 5.3 for Advanced and
Unlimited power, a couple of new 9.1 rolls added for Unlimited power, and several new figures for Unlim-
ited glider. Be sure to carefully read all notes in Appendix 3 and 4 which affect the figures you wish to use
in your design. | will also note that there are no rules against creating Unknowns for the category in which
you compete.

Beyond the rules which provide a framework for Unknown design, remember that Unknowns are usually
the final separator in closely ranked contests. While figure execution is always a factor, Unknowns should
be as much designed to test the ability of the competitor to think and develop strategies. Unknowns which
incorporate large amounts of negative or figure combinations which threaten to overstress both pilot and
airplane really do nothing to determine the best pilot at a contest. | also ask that you not design beyond
your experience level. That is, if you are not intimately familiar with a category's airplane and pilot capa-
bilities, either through your own flying or judging experience, do not design Unknowns for those catego-
ries. | do provide a filter to keep incompetent Unknowns from reaching the field, but creating poorly de-
signed Unknowns then has become just a waste of your time and mine.

All' I need from you is your Unknown design as a Form B-like sequence with a list of figures. Those two
things can be provided as a hard copy mailed or faxed to me (see below), or as a computer file e-mailed
to me. | can accept VSD (version 2003 or older), PDF, or any of the image formats, e.g., JPG, GIF, WMF,
etc.

In addition to the contributions from individuals, | encourage Chapters to make designing Unknowns a
group project at your meetings. The process is a great way for your members to get to know the Rule
Book, learn Aresti, and discuss competition flight strategies and execution.

The first contests are currently scheduled for mid-April and | have received ZERO Unknowns for 2009.
So, | ask all of you with the necessary experience to not delay and put pencil to paper and start creating
those masterpiece Unknowns which test the pilot's brain and hands, but not his/her body or airframe!

Besides my e-mail address from this message, the alternate means for getting your Unknowns to me are:
Fax: 520.844.8132
Mail: 721 W Silver Eagle Ct

Tucson, AZ 85755-6578

My best to all,
Brian Howard, Chairman, IAC Rules Committee
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By Gordon Penner

During the club meeting the question was asked about having some kind of elevator failure in
flight. There really are two kinds of elevator failures, one is a jammed elevator and the other is a broken
elevator push rod or cable, with the elevator free floating in the relative wind.

Rich Stowell’'s Emergency Maneuver Training (EMT) program, Module Il, covers flight with broken
flight controls. The first thing is that the second your airplane is doing something you don't expect, IM-
MEDIATELY abandon the maneuver and handle the problem. You may not have much time or altitude.
As Rich says, “Unfortunately, warning signs may not precede a control problem. The first hint of a prob-
lem may come while right in the middle of a critical maneuver, like a base-to-final turn.”

First, let us think of big picture stuff, like GET AWAY FROM THE GROUND, and HOW MUCH
FUEL DO YOU HAVE? You must avoid “improper ground contact.” Also, the only way you can have too
much fuel is when you are on fire. Fuel is time, so take the time to work through the problem and get
used to flying your “new(?)” airplane. Unfortunately, in acro we don't carry a lot of fuel. Getting higher
gives you time, as well as getting you away from the ground, and is also better for possible bailout. You
may want to go to a different airport with a bigger runway, crash-fire-rescue, and wind down the runway.
Also, use your radio and get some help. Two or more heads are better than one.

You may elect to “go over the side” and take the silk (now synthetic) elevator. Most of you know
that Sean Tucker the Great had an elevator failure, flew the airplane for a bit to see if he could control it,
then went over the side. The regs allow you to fly acro without a parachute if you are alone, but as you
can see that is dumb, dumb, dumb. Also, the point of bailout is not the time to wonder if you have taken
care of your parachute like you should have.

Two things that give limited pitch control in all cases are power and C.G. You may not have
much C.G. movement available, but every little bit helps. C.G. moved forward brings the nose down.
Adding power pitches the airplane up, and pulling power pitches the airplane down.

The elevator the trim system can be used as a weak pitch control. Most of us have trim tabs on
the elevator trailing edge, and they will work backwards from normal if the elevator is jammed. The trim
tab will become a baby elevator, and nose down trim will pitch the nose up. If the elevator control is bro-
ken and the elevator is free floating the trim will “fly” the elevator to where you want it. Stabilizer trim as
opposed to a trim tab, like on a Cub or an airliner, will work for you as well since it is a separate control.

If your airplane has elevator cables instead of a push rod, and only one of the cables is broken,
you can apply trim force in one direction, then you can fly against the trim, as Rich Stowell says, “...by
relaxing elevator pressure in one direction and applying heavier elevator pressure in the other.”

If the elevator is jammed and pitching your airplane in a bad direction you may need to use the
rudders and aileron to get the airplane into something close to knife-edge flight. Once there, you may
need to use some form of slip as well as trim and power to control your flight path. You may end up us-
ing a combination of all of these techniques, and they can be practiced.

Pushing into negative G might be necessary to control altitude, and pushing may be tried tempo-
rarily to unjam the elevator. See last month’s article on negative G.

In the military, when they suspect something wrong with the airplane they will configure the air-
plane for a simulated landing up high and do what they call a “controllability check.” This way they don’t
get any surprises close to the ground. Set up a long final. As Rich says, “Whenever control unexpect-
edly becomes limited, restrict your operating envelope to a narrow, closely monitored window. In other
words, avoid making large inputs once you've regained control over the situation.” You may also want to
think about jettisoning the canopy or door prior to landing.

This is just food for thought to promote thinking, further study, and maybe practice. Fly Safe!!
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International Aerobatic Club Ohio Chapter 34
New Membership or Renewal Form

EAA#:

Street Address: State: - Zip:

Telephone: (HM)

Email Address:

Check All that Apply: Please Send your Check for $20.00 to:

Renewal IAC34

New Member c/o Gordon Penner, IAC34 Treasurer
Change of Address 7628 Plainfield Rd

Other Information Change Cincinnati, Oh 45236

Please Check one in each Category: ) o
How | got started in aviation:
Newsletter:
I will read it on the website
Please mail me a hardcopy

My Name:

Please include it on the
Member page of the website. My experience with aerobatics:
Don’t include it on the website.

My Photo (included with this form )
This photo need to be returned.
No need to return the photo.

Suggestions or comments for club activities:

LET US GET TO KNOW YOU

Airplanes | have flown (owned or rented):

Suggestions or comments for the website or newslet ter:




