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President’s Corner .

As the weather turns and our aerobatic flying begins to slow, it's
nice to look back at flying activities (even non-aerobatic) in the past
i. year. In 2009 my daughter Zoe and | took what | hope is many of
what she referred to as “daddy-daughter road trips”. After a day at
Niagara Falls we moved on to Oshkosh EAA AirVenture 2009. Zoe
is 7 and acted as flight engineer on the trip, tuning in radio frequen-
cies and learning the aviator’'s alphabet by heart along the way.

We had to wait out the air show before being cleared to land at Oshkosh, but with the help of the best
and friendliest tower and ground controllers in the world, we made our way to the ‘north 40’ camping
area. | don't know how the controllers do it.... They are typically landing three GA aircraft on the same
runway at the same time, getting them cleared and continuing to bring them in three at a time as they are
stacked about 1/2 mile apart on parallel runways for as far as the eye can see. The arrival is a thrill in
and of itself!

As you arrive, there is nothing to prepare you for the size, number of people and type of aircraft at this
event. If one were to walk past each row (not down each row) you would cover 5.2 miles. About 2500
show aircraft alone participate each year plus hundreds and hundreds of aircraft flown to the event.

What | particularly liked about Air Venture is its uniquely American can-do attitude and philosophy. Many
there have spent years building airplanes in their garage with the help of fellow aviators and friends. The
independent and free spirit and love of aviation seen here is inspiring.

We really liked the ultralight o
folks with their aluminum and
fabric planes flying patterns
around the grass strip de-
signed for that purpose.

Every type of aircraft you can
imagine and some you could
never imagine buzzing
around. | had many moments
of entertainment watching
people study and old ultra
lights (probably 30 years old)
made of plywood and fabric
that were parked outside the
ultralight barn. Someone,
many years ago, removed
what engine there was on this
ship and nailed a 1/4 horse-
power weed-eater engine to

Continued on page 3




Volume 8, Issue 1

to the firewall—complete with
wooden prop and bungee cord
for a transmission. After a min-
ute of study the passerby usually
got the joke and had a good
chuckle.

| had been to Oshkosh before,
but never to the museum which
is one of the of the most exten-
sive aviation attractions in the
world. (I liked it much better than
what | saw in the Smithsonian.)

At the Eaa AirVenture Museum
you will see a collection of 250
historic airplanes, five movie
theatres, and a busy aerodrome
on an adjacent field right out of
the golden age of aviation

(Pioneer Airport). There is also
a lot of hands-on displays for
kids.

Of course the air show at
AirVenture is the highlight of
each day. Fantastic WWII reen-
actments, skydiving and aero-

The EAA AirVenture Museum is where your imaginat
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ion “takes flight!”
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If you love general aviation and the spirit of it all
and have never been to Oshkosh, you will want to
put it on your list of pilgrimages to make during
your lifetime!

AirVenture 2010 takes place
July 26—August 1

For more information visit the official website
which includes everything you need to know
about driving, flying, camping, planning and the
many attractions that you will see. Of special note
in 2010 will be the 75th Anniversary Reunion of
Douglas DC-3. See a formation of 25 arrive for
their reunion!

www.airventure.org
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All instructors teach slow flight, but many teach it
as a stand-alone exercise. To bring the accident rate down
they must change to teach that slow flight practice is
landing practice . The best thing we as instructors can do
for any pilot is to make them comfortable in high angle of
attack flight. But they are not comfortable. They fly shallow
approaches, which makes them low. They then try to
“stretch their glide,” which makes them too slow. If pilots
would use slow flight techniques on making VFR landings
we would not have as many landing accidents. Slow flight
is also the quickest way to get used to a new airplane, and
the quickest way to scrape rust off if you haven't flown in a
while. Remember what it feels like to do those first few
landings in your Pitts after the winter layoff. Slow flight is

one of the best tools in a pilot's arsenal. These sound like
bold statements, but if you'll follow along | hope to at least partially convince you.

What is also not adequately covered is WHY people get slow if they are low and fast if they are high. Many
things in flying are counter-intuitive, and can only be fought if we know about them. We have been fighting the
graveyard spiral for many years, teaching that your inner ear will trick you and that you must disregard it and believe
your instruments. Why people get slow on landing is similar but more subtle

People are always slow or fast on approach because
they are sub-consciously pointing the nose of the airplane, in
pitch, where they want to go. It is so subtle they don’t realize
they are doing it. If it is not talked about the student doesn’t
know why they can’t seem to hold and airspeed, and they don’t
know what natural tendency, like the graveyard spiral, that they
are supposed to fight. It is counter intuitive for them to not point
the nose where they want to go. They also want to stare at the
runway and look at nothing else.

They feel it is natural to point where they want to go,
like in a video game, or a car. It takes 10 times more effort to
fight what seems natural, and to fight what years of ground
training has taught us. They do not realize that the way we

land is not to “aim the nose” at the landing spot like on a straf-
ing run, but to come in at a relatively flat attitude and settle down onto the runway. This mental image helps them a
little bit. They need to set a pitch attitude that will hold an airspeed, and check that airspeed about every 5 seconds.
They should then use throttle to get to the runway. These are “Slow Flight Techniques.”  Their eyes must follow a
rhythm, “Airspeed — Runway — Airspeed — Runway” etc. They should look at each thing every 5 seconds.

Most light airplanes glide at 8 or 9 to 1 with the flaps up. That equates to about 6 degrees. Add some flaps,
or fly in a Pitts, and you come down even steeper. The VASI and glideslope are 3 degrees. If you are on the VASI
and your engine quits, you won't make it to the runway. It is also shallower than the natural gliding angle of the air-
craft. Being on the VASI sets the pilot up for “pointing the nose where they want to go,” which is the physics of how
they try to “stretch their glide.” Now we will get into what | call “energy state.”

The concept | must now address gets people fighting, and that is the argument about what controls airspeed

and what controls altitude or rate of descent. STOP. Don't get into that fight. Back out and
look at the big picture.




Volume 8, Issue 1

Pitch plus Power equals performance . That'sit.
This is always true whether slow or fast. Whether the pilot is using
these common techniques, or using Navy techniques, or any other
successful techniques, it is always true that Pitch + Power =
Performance . Now, what do we teach pilots? In the civilian
world most teach that for Normal Level Flight that we hold altitude
with our elevator and set our power for a cruise setting, giving us a
cruise speed. In slow flight, however, we normally teach to pitch for
airspeed and use power to hold altitude, and we call this procedure
“Slow Flight techniques.”

Both still meet the Pitch+Power=Performance standard.
Using “Slow Flight techniques,”  where pitch is used for airspeed
and power is used to hold altitude, is a way that works with pilot perception to solve the slow flight problem of simulta-
neously holding an airspeed and an altitude, or a rate of descent. Most instructors in the country teach this way.

As an instructor | can tell you that there is normally no quicker way to get a student pilot to be successful at the
slow flight exercise than to have them use pitch to hold their airspeed and use power to hold their altitude. | not only
believe in this teaching technique for slow flight, I use it for VFR landings where the approach speed is about 1.3Vs. |
tell them to use pitch for airspeed above all else, and to use power to get to their spot on the runway. It works and
they get slow less often, which equates to them being less likely to get into a dangerous situation on approach. We
also teach to feel for that dangerous, slow, mushy-feeling, high sink rate, low energy state so as to avoid it. But| al-
ways preach that Pitch+Power=Performance, no matter what. That helps them understand why they must pitch up to
hold an airspeed when some power is added to hold altitude. One affects the other.

Now | ask the question about when a pilot should change over from using Normal Flight techniques to Slow
Flight techniques. Most pilots can't answer that, even those that have been flying for years. The answer is at Best
Glide Speed . Think about it. Normal Flight techniques are used on the front side of the power curve, and Slow Flight
techniques are used on the back side of the power curve. The back side of the power curve, where drag increases as
the aircraft slows, where the thrust line of the aircraft is pointed higher, and where induced drag and angle of attack
are high, is the place for Slow Flight techniques. It is the same for landing.

Now, to further confuse the issue, | teach my instrument students in the C-172 and the Arrow to use pitch to
hold the glideslope and use power to hold airspeed. It sounds like I'm talking out of the other side of my mouth doesn’t
it? But not really. In most light aircraft an instrument approach is flown at around 90 to 100 with 10 degrees of flaps.
The Best Glide Speed is about 65! On an instrument approach they are on the front side of the power curve!

An aeronautical engineer friend of mine said that it is always Pitch+Power=Performance, and that he feels that
pitch should be used on the thing that is most sensitive in that particular flight operation. In slow flight that is the air-
speed. In a VFR 1.3Vs approach and landing it is the airspeed. In level cruise flight it is the altitude. On an instru-
ment approach at 90 it is the glideslope. Remember, the glideslope is only 1.4 degrees tall from full up to full down. It
is very sensitive.

I have had a lot of success using “Pitch for
Airspeed, Power for Altitude” for both slow
flight and, most importantly, VFR approach
and landing. Most instructors and schools |
know use this technique for slow flight. Also,
insisting on slow flight at the beginning of
aircraft checkouts helps pilots get used to the
airplane quicker. But for those individuals
who see the world differently, and for whom
this technique does not work, no problem.
Pitch, power and the altitude give the aircraft
a certain energy state. If the pilot can main-
tain the correct energy state appropriate for
that phase of flight, I'm happy. This is just

one way to get them there. Fly Safe!!
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Natonal News

After much deliberation and an extended review period, the IAC board of
directors came to an agreement on their December telephone confer-
ence for the selection of the 2010 Sportsman and Intermediate Knowns.
They are posted online at: www.iac.org/forms/2010%20Knowns.html
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\ = \ , Advanced and Unlimited 2010 Known sequences are determined by
J \ | { | #) CIVA and confirmed by the IAC Board of Directors for use during the
‘J | l JJ contest season. They are also listed online at:

5 WYy

www.iac.org/forms/2010%20Knowns.html
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For those who are trying to make decisions about engine cylinder replacement | would like to refer you to a great
article in November 2009 issue of Aviation Consumer . Continental, Superior, and ECi all have AD’s out. Lycoming
cylinders are, for now the clear winners.

Aviation Consumer had the following table:
2 1" /" *<Q

#,

The problem, the article continues, comes from the fact that most of the work is farmed out nowadays. Engine envi-
ronment, how it is operated, and how often it is flown also have a direct relationship to how long a cylinder lasts An
remember, preheat, preheat, preheat!

Aviation Consumer asked a lot of the engine shops out there what they are finding. Penn Yan Aero feels
that heat and bad leaning procedures compound the cylinder problems. “Cylinder life is directly related to heat and
oil cleanliness.” Watch you leaning procedures and change the oil often.

Zephyr Aircraft Engines said “We just haven't had a problem with Lycoming factory cylinders, especially the
parallel-valve cylinders — they've been flawless.” They felt that Superior made a good cylinder, but that is no longer
an option (bankrupt). A lot of engine shops are doing extra work to make the Continental cylinders last, but they feel
that instead they would install ECI cylinders processed with the company’s nickel-carbide bore coating. That is es-
pecially good for those aircraft that don’t fly that much. They felt that Continental cylinders just don't go the distance.

Nickel-carbide coating “...has proven a winner for ECi. For new cylinders in the Titan line ECi calls the proc-
ess Nickle+Carbide and it's a $121 per cylinder add-on option over plain steel. In its overhauled cylinder line, the
process is called CeremiNil, but it's identical to the process used for new cylinders and costs an additional $88 per
jug. Another company, Aircraft Cylinders of America in Tulsa, competes in this niche market with a process called
Nikarama, at $159 per cylinder.”

Aviation Consumer has interviewed users of the coating process and they all feel it is less susceptible to
both wear and corrosion. “Wear is a concern, but with flight activity in the tank corrosion has become the great grim
reaper for engines.” RAM Aircraft has specified the coating process since its inception. “When Continental owners
were experiencing a rash of premature failures about five years ago, RAM said it had no complaints.”

This is just an overview of the problem, and whether to replace cylinders at engine overhaul or get them
overhauled is always a hard decision. How much your airplane flies, the flying environment, moisture content, etc.,
also have a bearing on your decision. Good luck.
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2010 WIC34 Tentalive Schedule

%& ' #

/10 6
I & 2

IAC34 Member, Charles John-
son has a nice website to show-
case a number of his photo-
graphic sessions around Ohio
to various aviation events.

http://www.airopsphoto.com/

A nice event calendar has been
started and will be updated pe-
riodically for aviation events
around Ohio.

The site features a number of
IAC34 events, so check it out—
you may see yourself or your
airplane!
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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
- &,

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.

LET US GET TO KNOW YOU

Airplanes | have flown (owned or rented):

How | got started in aviation:

My experience with aerobatics:

Suggestions or comments for club activities:

Suggestions or comments for the website or newslet ter:




