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On Saturday January 16, Chapter 34 of the International Aerobatic Club met at
the Tri-State War Bird Museum located on the Clermont County Airport (I-

69) Our new Secretary Ashley Fehrenbach arranged for our group to meet at
the museum and to receive a guided tour, private conference room and free
pizza to boot.

After a brief meeting in the large conference room with a picture window over-
$% &'(& looking the runway at the Clermont Airport, our group received a guided tour of
x &+ the museum. The museum is currently 20,000 sq. ft. with ongoing restoration
of World War Il airplanes in different stages of progress. The museum facili-
tates the restoration and preservation of these aircraft and is very much a
“working museum”. The display area illustrates the progress of military avia-
tion development and honors the contribution of those pilots and technicians in
securing victory in World War I1.

There is a library of reference books, magazines, videos, films and other edu-
cational material including what appeared to be continuously running video of
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years ago. There is also a nice collection of artifacts including a mock up of pilot's quarters during the
war.

“Cincinnati Miss”, a P51 Mustang single seat fighter is the highlight of the collection. It's Roles-Royce
(Packard) Merlin engine delivers 1,695 horse power allowing a maximum speed of 437 miles per hour, a
combat range of 1,000 miles, and a service ceiling of nearly 42,000 feet.

One of the many knowledgeable and dedicated volunteer tour staff indicated that for every hour the P51
Mustang flies it requires 7 hours of maintenance. Other planes include a T-6 Texan advanced trained and
a Stearman Model 75 biplane built in the United States

A very imposing and impressive aircraft onsite is the TBM-3A Avenger which played a major role in the
sinking of over 60 ships of the Imperial Japanese Navy in the Pacific. It's Wright Cyclone 14 engine pro-
duced up to 1,900 horse power.

The Avenger could carry bombs, rockets, depth charges and its torpedo attacks played a major role in the
sinking of the largest Japanese battleships, the Musashi and Yamato in 1944 and 1945.

Also on display is the B-25 Mitchell. This twin engine, medium bomber was manufactured by North Ameri-
can Aviation for medium altitude missions. The B-25 is most famous as the bomber used in the 1942
Doolittle raid which proved to be a major morale booster for the United States as the Doolittle Raiders
took off from the aircraft carrier USS Hornet and made the first bombing attack on mainland Japan.

For aviation buffs, the Tri-State War Bird Museum should be high on your list of local aviation attrac-
tions. It has plenty to offer for pilots, history buffs, and home builders among others. Clearly an incalcula-
ble number of hours are donated by volunteers in the restoration, maintenance and preservation of our
flying history and in sharing this passion with others.

After the Museum tour, we adjourned to the upstalrs conference room overlooking the runway for pizza
arranged to be delivered by Ashley.
The 2009 Officers were recognized
with a certificate and lapel pin for their
service in 2009 with Lori Penner re-
ceiving 3 of the 6 awards; Website
Editor, Newsletter Editor, and Secre-
tary. We could see a T-6 still perform-
ing touch and goes out the window,
while our club aviation enthusiasts
informally conversed and continued to
take in the sights and sounds of the
museum and airport on this warm
January day. It was good to see such
a large turn out (I believe at least 15
people) during the dead of win-

ter. And many thanks to the War Bird Jeff Granger is presented with an IAC Pin and Certificate
Museum volunteers for their hospitality for his service in 2009 as Vice President.

and efforts.
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Over time pilots have gotten in the habit of calling the Beggs/Meuller Emergency Spin
Recovery the “Hands Off” spin recovery. Many pilots don’t know the full procedure or the
story behind it. This slang title has sometimes contributed, along with other ‘wives tales’
out there, to a dangerous mis-understanding of how to correctly perform the procedure.
Many pilots mistakenly believe that letting go of all controls is the only positive action they
must perform. According to Rich Stowell this incorrect belief is #4 of the 12 Myths about
stalls and spins. (Stowell, Rich, “The Light Airplane Pilot’s Guide to
Stalls and Spins,” 2007).

Here is the actual Beggs/Mueller Emergency Spin Recovery proce- .
dure straight out of Gene Beggs book, “Spins in the Pitts Special”, (2001), page 2; PITTS SPECIAL

SPIENS

Power — OFF

Remove your hand from the stick.

Apply full opposite rudder until rotation stops.
Neutralize rudder and recover to level flight.

Gene Beggs is a well known aerobatic competitor and instructor, and is a member of the Aerobatic Hall of
Fame. In addition to his teachings he qualified for the US World Aerobatic Team in 1984 and 1986. The man has
got some serious “game.”

Beggs wrote some articles in Sport Aerobatics about spins in the Pitts Special starting in 1984, where he
first advanced the Beggs/Mueller spin recovery procedure. Swiss National Champion Eric Mueller was the one who
first wrote about this recovery procedure with Annette Carson, which was first printed in America in 1981. Accord-
ing to Gene, “At the time, | regarded the discovery as something new; however, | later learned it was not new at all.
The hands-off opposite rudder method of spin recovery was first used back in 1912 by Lt. Wilfred Parke, of the Brit-
ish Royal Navy who made history by recording the first recovery from an accidental spin in an Avro biplane. The
incident became known as “Parke’s Dive” and is included in Annette Carson’s book.” (Beggs, 2001, p13).

Beggs adopted the power off - hands off - opposite rudder method in Eric Mueller’s article after testing it
thoroughly. He then began teaching it in his school in Texas. It was very controversial at first but eventually the
procedure took hold. It was also tested and championed by other aerobatic greats such as Bob Herendeen and
Clint McHenry. The number of spin accidents in the Pitts and Eagles
went down.

After Beggs went to Southwest Airlines he dropped out of
the aerobatic scene. Sometime later, contact with friend and Pitts
dealer K.D. Johnson of Santa Paula, CA, brought about a conversa-
tion concerning Pitts Specials and their rising number of spin acci-
dents. According to Beggs, Johnson asked “ “Gene, are you aware
of what is happening recently in the world of aerobatics?” | re-
sponded, “No, | have been completely out of touch.” He continued,
“Well, we have a new group of people in aerobatics today who seem
to be repeating history with all the spin accidents that are occurring.
These newcomers have not had the benefit of reading your spin arti-
cles. Let me send you some writing that has appeared recently in

Sport Aerobatics. See what you think.”” (Beggs, 2001, p18).
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That conversation caused Gene to take the information from the previous
spin articles, plus knowledge gained from his aerobatic school experiences and test
pilot experiences, and write the book “Spins in the Pitts Special,” first printed in
2001.

In the book Beggs notes that spin problems in the Pitts are not just the is-
sues of correct control inputs made in the correct order. There is also the problem
of subtle pilot confusion. Looking in the wrong place can cause a pilot to mis-
identify the spin direction and mis-identify whether the spin is upright or inverted.
There are even diagrams in the book on this subject. The Pitts — type aircraft seem
quite susceptible to this effect. The pilot in the spin must look directly over the top
of the cowling and no where else to determine spin direction. In the Pitts this
means looking through the cabane struts, NOT over the top of the wing.

Letting go of the stick also keeps pilots from transitioning to inverted by
mistake. Anti-spin rudder when upright becomes pro-spin rudder if the pilot acci-
dentally pushes to an inverted spin attitude. The pilot may not realize they transi-
tioned over from one spin attitude to the other.

For a while it was thought that the Emergency Spin Recovery Procedure,
which is what Beggs calls it, would work on any airplane. This was later proven to
not be the case by senior NASA Test Pilot Jim Patton, who headed the 10 — year NASA Stall/Spin study. Beggs and
Patton worked cooperatively on this determination. This subject is covered well in Beggs book, and also in Chapter
11 of Rich Stowell's book, “The Light Airplane Pilot's Guide to Stalls and Spins” which was written by Patton

Not only do | feel that the book “Spins in the Pitts Special” should be a requirement for any Pitts or Eagle
driver, it is also one of the best books on spins in general. Just the part about how to avoid mis-diagnosing a spin is
worth the price. The book is thin, is easy reading, and | wish every acro pilot and every CFl had it. Another excel-
lent comprehensive aerobatic book is “Flight Unlimited 95” by Eric Mueller and Annette Carson, where the Emer-

gency Spin Recovery procedure is also covered.

Beggs says he is not suggesting that we eliminate the
hands on spin recovery. Pilot confusion in the Pitts
Specials, however, has proven to be a subtle Killer.
We must not forget.

People cycle in and out of flying in general,
and in our sport of aerobatics in particular. As safety
guru Bruce Johnson said, people tend to stay in a
hobby about 5 to 7 years. Then they leave. This can
cause our institutional memories to start to dying with
time. The way to combat this erosion is to regularly
revisit hard lessons learned, and make sure that they
get passed on. These lessons must also get passed
on correctly. Bad information can be as dangerous as
no information. Fly Safe!

FOR SALE FACTORY 1974 PITTS S2A « $58,000

® ¢ Serial # 2090, 1105.0 TTAF 735.0 SMOH, 135.0 SPOH with
B hub, recovered in 1981 with Stits using the Aerothane finish.
Hooker Harness rear & front cockpit. Garmin GNC 250XL
Comm/GPS with a Garmin 327 transponder and a PS Engineer-
ing PM1200 Intercom System. Two place canopy with S2B
sheet metal to rear cockpit, spades and S2B slave struts and
sighting device. Annual completed April 2009. « Contact IAC34
Member Michael J. Toman, Owner - located Painesville, OH
USA « Telephone: 440-759-1880 « Fax: 440-975-0111 « Posted
Janl18, 2010
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The AcroExploder is at: http://aerobaticsweb.org/iac_exploder.html. There are often good discussions
and then there are also often ridiculous discussions. You can subscribe to get the discussion threads de-
livered to your e-mail box automatically or visit the site periodically to check up on discussion threads.

Right now there is once again a lively discussion about headsets, which seems to crop up every 5-6
months. This time the thread started when an inquiring mind wanted to get opinions about what sort of
headset he should get for acro since he is giving up on his Telex Stratus after 4 years with 3 failures dur-
ing that time. Here is a sample of responses:

- “1own Bose and love them.”

- “I've flown with both the Bose and Lightspeed Zulu and could easily recommend both. | personally pre-
fer the Zulu, mainly because it looks better, as to me they function very similarly.”

- “I'd strongly consider the Clarity Aloft headsets. I've flown with these and think they're awesome.”

“I fly with the JH Audio headsets. Like the Clarity Aloft, they are in-the-ear passive headsets, but they
don't use those foam things. Instead, they're a resin that is custom molded to fit your ear. They work great
in high noise situations, are very light and low profile, and are great for acro. | have the VX1 and abso-
lutely love it.”

- “1fly my Pitts S2C with a skydiving helmet that has been retrofitted with just CEPs and a mic boom.
No earcups, no hot spots from sunglasses, very light rig, and best of all, | actually have to turn my volume
way down so the radio isn't too loud. | have had absolutely no ANR headset even come close to the noise
reduction of CEPs.”

- “Currently using Dave Clark ANR headset. “

- “l have previously used the Bose ANR, Telex Stratus, DC's, and Gentex with ANR. All of them are
inferior, in my estimation, to the Clarity's.”

- in the Pitts | prefer the Hgu55 with Oregon Aero internals. With the visor down it is much quieter than
the Clarity Alofts. The best set-up would probably be the Hgu55 with the CEPs and Oregon Aero liner and
earcups.

Websites for headsets mentioned:
http://www.jhaudio.com/aviation/
www.lightspeedaviation.com/content.cfm/Products/Zulu
www.clarityaloft.com/
www.mypilotstore.com/MyPilotStore/sep/4117
www.anr-headsets.com/Html folder/HelmetKitOrder.shtml
www.bose.com Time to Pay

www.militaryflighthelmets.net/ Your 2010

\www.oregonaero.com/ Chapter-
Dues
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| recently became an FAA Safety Team Representative (FAASTeam
Rep) and gave a Safety Seminar on Stalls and Spins. It was held at
Sporty’s on January 14™. It was well attended, with 50 + people there.

We know that a lot of regular pilots would rather not have any
kind of spin or aerobatic training if they didn’t have to, but the knowl-
edge that regular training doesn’t seem to prepare them to avoid the
Base To Final Turn - type of accident seems to be bringing them to
events like this. The fact that they got a wings credit for attending was
just icing on the cake!

The overview of the seminar covered:

FAA/NTSB accident data

Spin history

The scope of the stall/spin problem

Breakdown of the causal factors in the Base to Final Turn — type
accident

The makeup of Angle of Attack

That Induced Drag directly mirrors Angle of Attack

Explaining Yaw/Roll Coupling, which is the actual cause of spins
That the stall and the spin are not the same thing.

Rich Stowell's 12 Myths about Stalls and Spins were covered, and also given in a handout. Also covered
were the scary studies done in the 80’s, the 90’s, and in 2005 showing that most instructors:

Had marginal knowledge of stalls and unsatisfactory knowledge of spin dynamics
Incorrectly believed that the ball shows spin direction

Did not know to pull power if caught in a spin

Got their spin endorsement with no ground instruction and only 2-3 spins.

Were not aware of the landmark 10 — year — long NASA stall spin study

Were not even aware of the existence of Advisory Circular 61-67, how on version C, covering
stalls, spins, and the likely scenarios that lead to them.

In the end, | feel that one of the main causes of these type of crashes is 2 — dimensional/car — type think-
ing. They drive airplanes like cars. They are drivers, not
flyers. Rich Stowell teaches a thing about flight controls
that | just love - that the flight controls work in relation to
the PILOT, not the HORIZON. Pitch is a head to foot
motion of the tip of the nose, NOT up and down. Yaw is
an ear to ear motion of the tip of the nose, NOT left and
right. When in knife edge flight or inverted pitch is still a
head to foot motion, but it is not up and down! You aero-
batic pilots know that. Regular pilots don't.

Pilots would be safer with aerobatic training, but
few of them would get it and we would have a lot less
pilots if it was required. Targeted Emergency Maneuver
Training seems to be helping, but more of them need to
take it. Sigh!
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At our January meeting Greg Kuehner and | were having a conversation about flying an LSA aircraft in aerobatic
competition. He has toyed with the idea and may be still considering it at a future date, but continues to fly his Pitts
S2B for now. Currently the only LSA rated aircraft we see in the MidAmerica region on a regular basis are the
Clipped Wing Cub and an occasional Clipped Wing Taylorcraft.

Last year at Sun-N-Fun, SportAviation Expo and AERO Friedrichshafen, IAC19 member and sometimes guest
writer for EAA magazines, Kent Misegades, did some research on the new assortment of LSA aircraft coming into
the United States from various countries. While he was taking pictures and notes for EAA he did an article for his
chapter newsletter (May2009) that focused on LSA that have aerobatic capabilities. With his permission following

are some excerpts from his findings.

K10 Swift, from Skyeton Aircraft of Ukraine.

It was developed
originally to train commercial pilots, who in the Ukraine must also
learn basic aerobatic maneuvers. The Swift is therefore stressed to
+7.5/-3.75, which exceeds LSA requirements. It had a low sticker
price at SportAviation Expo resulting in several sales at the show,
although the aircraft had not received its LSA certification. Kent
does not say in his article how low the sticker price was at the Expo,
but looking at one currently for sale on a European aircraft sales
website it is running around $90k used. www.skyeton.com. The

Skyeton website does reveal, however, that the aircraft did end up

receiving an LSA certification on July 29, 2009.

FK-12 Comet, FK Light Planes of Speyer, Germany.

A two-

place aerobatic biplane powered by 80hp or 100hp Rotax en-
gines. It features folding wings with flaperons on all four, quick

conversion from open to closed cockpits, and a mixed
metal/composite/fabric construction stressed to +9/-3.4 g. With a
MTOW of 1146 Ibs. the two place FK-12 has an impressive ROC
of 1400 fpm on only100hp. The website: www.fk-lightplanes.com
contains specs and dealer contact in the USA. Saw one for sale
on www.pilotmix.com for approx. $92K

Pioneer 330 Acro, Alpi Aviation, Italy. ~ The 100 HP
Rotax 912S powered Pioneer 330 Acro is a low-cost
two-seat sideby-side aerobatic trainer with retractable
landing gears that is stressed to +6/-3 g. With a variable-
pitch prop, cruise speed of 150 mph, range of 621 miles
and payload capacity of 44 pounds, the airplane makes
also for a decent cross-country ship.

Visit their website for details: www.alpiaviation.com

Approximately $80-90K USD

Twister, Silence Aircraft, Germany.

This all carbon design bears a striking resemblance to a
Spitfire and has been available in kit form for several
years. Search YouTube for “silence twister” for examples
of its aerobatic abilities, remembering that its Australian
Jabiru 2200 power plant produces only 80 HP. Load fac-
tor at 880 Ibs is +6/-3. Pricing is in Euros on their website,
but | calculated a base price starting at $42,000 with a
currency converter. This is for the kit without the engine.
Jabiru installation kit (no engine) seems to run around
$4500, propeller around $6500.

See their website at: www.silence-aircraft.de
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INTERNATIONAL AEROBATICS Club Chapter 34

Introduction to Aerobatic Judging Registration Form

Please print legibly and bring to class along with class fees.

School Location Bellefontaine, Ohio Date: April 10-11, 2010

Address:

Street

City/State/Zip:

Telephone: IAC Number:

E-mail Address:

Current Judge? Regional National

Amount Paid: $70.00 IAC Registration—2 Day Class

$45.00 IAC Registration—1Day Class ((Sunday only)

$20.00 IAC34 Annual Membership Renewal

Paid: Cash: or Check: #

Time to Pay
Your 2010
Chapter-
Dues
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Nattoral News

Accepting Candidate petitions for the IAC Board 201 0

If you are interested in running for the IAC Board of Directors, the deadline is March 18, 2010.
You must include the following:
1. Candidate Petition Form with 10 current IAC Members signatures.
2. Current Photo
3. Resume/bio less than 1000 words telling the IAC membership about yourself and when you want
to be on the Board.
If you would like a petition form, you can contact Ann Salcedo/Elections Chair: & M
The petition, photo and bio can be sent directly to Ann via email, fax or regular mail.

A CALL FOR 2010 UNKNOWNS

During this time when many of you have nothing to do other than scrape the ice off your pitot tubes, |
need to be building the "bank" of real Unknowns for the coming season. By the time 2010 ends, | will re-
quire 20 Unknowns in each of the power categories, Intermediate through Unlimited.

There will be a few changes to the allowable Unknowns figures (primarily in Advanced and Unlimited)

when the 2010 Rule Book is published, but you can happily design Unknowns right now using the 2009
Rule Book and incorporate those changes in any Unknowns you design after the 2010 Rules are out.
Chapter 5 and Appendix 3 contain everything you need to design safe and legal Unknowns.

As | remind folks every year (and only a few listen), a good Unknown is designed to separate the very
best *pilots* from the simply good pilots. This is done by designing sequences that contain figures or
combinations of figures which require excellent *energy management*, *wind management*, *planning*,
and *thinking*. Unknowns should NOT be designed to see how much punishment either pilot or airplane
can take, nor should they be designed to give special advantage to any aircraft performance class. The
goal is to discover who is the best pilot that day, not who owns the most powerful, or strongest airplane,
or who doesn't mind their eyeballs ending up on their lap after a flight.

Besides you individual freeze-dried pilots out there, designing Unknowns is also an excellent winter
group activity for Chapter meetings. Making the process a group activity, led by an experienced competi-
tor, will help everyone get into a competition frame of mind and will educate the less experienced with the
process of analyzing an Unknown for altitude loss, energy management, and all the nits which must be
thought through before launching off into an Unknown flight.

Unknown sequences can best be submitted to me via e-mail as either VSD, PDF, or a graphic file (JPG,
TIFF, WMF, etc.). | cannot use Olan files. | require a sequence drawing (wind from the right) plus a list of
figures. A regular Form A/B is fine, but anything with that basic information will work.

Now excuse me while | go sip a margarita by the pool before I'm buried by all the Unknowns about to ar-
rive.
Warm regards, Brian Howard, Chairman, IAC Rules Committee
59M1 2
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2010 IAC34 Tentative Schedule
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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:

Renewal

New Member

Change of Address

Other Information Change

Please Send your Check for $20.00 to:

IAC34

c/o Caleb Vernick, IAC34 Treasurer
"21&

Columbus, Oh

Please Check one in each Category:

Newsletter:
| will read it on the website
Please mail me a hardcopy

My Name:

Please include it on the
Member page of the website.
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.

How | got started in aviation:

My experience with aerobatics:

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:




