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News and ViewsBruce Richardson I

Now that June is here, it seems that summer idl\ficbose enough to feel... now, if the weather Vdojust
cooperate a bit... .

As a reminder, now that summer is almost hereCthapter meetings are being held on the Qatlirday of
each month, and are a noon-ish cookout. Therefieeeting minutes will not be reported until themar
meeting schedule resumes in the fall.

The June Chapter meeting will be a Young Eagleste@®FSO - see later in the newsletter for details.

| President's Column Tony Speranza I

AVIATION CENTER:

Good news - we have the State building permit! c&pehanks to Chris Alley (Architect) and everyocinem

chapter that helped out. We have some minor nuadiins (ADA) but the facility stood up well to pection.
A real testament to Don & Earl's skill as buildethanks Guys! We also have our electrical pebnit still

need help from a Master Plumber. Please call Du868-3809 if you can help out here. Thanks tgaBr
Bourgeios for donating video cable for classroom.

MAY CHAPTER MEETING/WORK DAY:

We had a good turn out for 1st Saturday meetinge day with a day cook out (thanks Marge & Johehew
chipped in and finished lawn. Special guest wastty star Aaron Tippin (see photo & web site belowe's
also a pilot (Stearman, Helio Courier, Wilga..EAA member & and all around great guy. George tbok
for his 1st RV-6 ride which he enjoyed. His wele $s:
http://aarontippin.musiccitynetworks.com/index.h&ot=0

We had several new members show up from Grounddb¢Bteve & Justin). Several have already join 'Bob
flying club - photo below is Steve Pakulski prepgrto take-off for his next lesson with John Wilder

TEXAS TRAVELS:

Carol and | visited Austin TX for my daughter Calsigraduation from Texas State University...samng time
members may recall Carrie as 1 year old comingAd Eheetings at Shelburne & flying around in our 172
(Ray Magee always referred to her afffectionally'tst little sh*t”). Naturally | found myself ahe Lago
Vista Airport & meet fellow EAA members Steve & Qette Caldwell. They built an absolutely beautiful
Lancair 550 (photo) and enjoy staying in there learggpartment when visiting from CA. They flew thBV-6
about 1300 hours which currently for sale on Banmsers. Real nice folks both very involved with AA
Oshkosh & local Chapters.
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E - e = F o
Chapter 613 members (and country star Aaron Tippin)enjoying the first barbecue meeting of 2008

Egagaa T
"

01/13/2001

Steve & Cladette Caldwll's Lancair 550
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Flight Advisor Corner : Hobie Tomlinson Crosswind Operations I

Accident Statistics for the New England Regipfiag “loss of control during landing”as one of our major problem
areas.The great majority of these landing accidents happ&rosswind conditions. Although these are ligunt fatal
type accidents, they are - none the less - vergmsipe in terms of bent tin, increased insuraneenprms, and additional
paperwork, not to mention the damaged egos.

Aircraft Type Certified under CFR 14, Part 23or the old CAR Part 3, must be shown by fligist te meet certain
requirements. One of these requirements is tiegtdlbmonstrate satisfactory controllability, with exceptional degree
of skill or alertness required from the pilot, i@ 8egree crosswinds with a velocity equal to 0.8.Vis other words, the
maximum crosswind component that light aircraftraquiredto demonstrate adequate control in is equal t&/§2)10.
For example, light training aircraft which typicathave a Vso of 35 to 40 knots, only need to dernatesadequate
control in a 7 to 8 kt. direct crosswind!

Aircraft Type Certificated after 03May1962nust have a placard in the cockpit stating the destnated crosswind
velocity. This is the date of tlegiginal type certificate and many modern aircraft aré séing manufactured under type
certificates predating this regulation. It is macommon for an aircraft to have a demonstratesisevimd component
above the minimum, but you still might be surpris¢thow low they really are.

Determining actual crosswindis the next area to be considered. Once we knewlémonstrated crosswind component
for our aircraft, we obviously need to know how wrosswind currently exists. As very few of usagound plotting
winds on a crosswind component chart in our coskpliiere needs to be a better way. There is dané# follows:

For a wind30 degrees off the runway headinghecrosswind is 50%of the wind value.

For a wind45 degrees off the runway headinghecrosswind is 70%of the wind value.

For a wind60 degrees off the runway headinghecrosswind is 90%of the wind value.

You can quickly see that a 15 knot wind 45 degodethe runway heading can easily exceed the detrated

crosswind component of a small aircraft (10 kt svasd). Even though it is not illegal to attemphkeoff or landing
above the demonstrated crosswind component, uite gnwise. The skills required to do so escalatg quickly, and
we run the real risk of insufficient control authptto properly perform the maneuver. Once fullder travel is reached,
it will be impossible to control heading and prewvére aircraft from weathervaning into the wind.

While it is always advisableto takeoff and land into the windthere are many times when this is not practical or
possible. Small airports are cutting back on thealper of runways they are willing to maintain; reoébatement
procedures, preferential runways, runway lengtbpadure/arrival paths, instrument procedures,caner
considerations may dictate crosswind operatiorigerdfore, it is imperative that a pilot operatingaday’s aviation
environment become and remain proficient in crosdvaiperations.

Crosswind Taxi is the first consideration. If any wind is blowirsomewhere on the way to the departure runway, we
will have to taxi crosswind. Being able to adeglatontrol the aircraft while taxiing is probatilye limiting factor for
flying light aircraft in the wind. | have oftenida“l would fly a light aircraft in any wind that | d&d to taxi it in!” Itis
not the absolute value of the wind that counts, buhe percentage of Vso that the wind representsTaxiing a
Boeing in a 30 kt wind is very different from trgro taxi a J3 in the same wind. My personal rsinatl generally do
not fly in winds that exceed 50% of Vso for theraift | am flying That means a wind cap of about 15kts for a i3 avi
30kt Vso, while a Boeing could handle a 45kt wirfdihe crosswind limits will usually be reached befas the
absolute wind limits, unless the wind is within 3@egrees of the runway heading.)While | might fly an airplane |
was very experienced in with slightly more wind%6f Vso is the absolute cap on wind velocitie®atfwould be on
an exceptional case basis and not a decision te tigtkly. In gusty conditions, it is the peak gust valuehiat counts,
not the steady state winds!

Taxi Control Position is very important in light aircraftThe stronger the wind and the lighter the aircrétie more
important it becomesThis is especially true with conventional gdail{heel) aircraft and seaplanes. The rule is to
climb into (headwind) and dive away (tailwind) This means the yoke (stick) is turned into theduivhen it is in front
of the airplane and the elevator is held full upnfcol full aft). When the wind is behind the aaft the yoke (stick) is

3
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turned away from the wind and the elevator hellddan (control full forward). This is true for loconventional gear
aircraft and seaplanes. It is modified in tricygtar aircraft by leaving the elevator neutral {oarcentered) when the
wind is in front of the aircraft Neutral elevator position prevents the wind frpashing the tail down and unloading the
nosegear, thus reducing nose tire friction. Anogemeral rule ishe stronger the wind, the slower the taxi spe@¢hen
taxiing downwind, it is especially important to ¢ the taxi speed by using minimum power andrinittent brakes.
Continuous brake pressure should not be usedsatetids to overheat the brakes. High speed taxind just
exacerbates the control isslies

Engine Runup should be performed with the aircraft facing itite wind. This is to provide additional cooling the
engine and prevent overheating during high povwagicsbperation. When the aircraft is not turnetd ithhe wind for
runup, cooling airflow into the engine can becoombtilent and cause overheating of the cylindernso Bontrol of the
aircraft during runup becomes more difficult wheisinot facing into the wind.

Crosswind Takeoffsbegin the same as a normal takeoff, with the ei@ephat control positions are those used for a
crosswind taxi. As the aircraft is taxied intog¢alf position, be sure to check the windsock (beotwind direction
indicators) so that the presence of a crosswindlmaygcognized and anticipateduring crosswind operations,
coordinated use of the rudder and ailerons is digicmed and each control serves a separate function

In Light Aircraft, full aileron is held into the wind at the beginniofthe takeoff roll. This imposes a downward forc
on the upwind wing, which prevents the wing frosirg due to extra lift from the crosswinBudder is used to keep the
longitudinal axis of the aircraft aligned with amghcking along the runway centerlind.his control position is held until
the downwind wing starts to lift. When takeoffwer is applied, torque and P-factor begin to yagvahplane to the

left, which may partially (or fully) counter the athervaning tendency of a right crosswind. Thesrifht crosswind
takeoff is easier and should be chosen, when gesdiluring a left crosswind takeoff, the weath&ing tendency
combines with torque and P-factor to make direeti@ontrol more of a problem; hence, a left crosshis the one that
usually determines the maximum crosswind compofoera U.S. piston aircraft.

During Takeoff in tricycle gear aircraft, it is important to leathe elevator control neutral (no back pressuxeutral
elevator prevents the aircraft from becoming “lightthe wheels” and starting to “skip” sideways tlueeduced tire
cornering capability. In a conventional gear aftrthe tail is held slightly higher than normalrichg a crosswind
takeoff for the same reason - to keep weight omtiveels during the takeoff roll. As the aircraftelerates and the
ailerons become effective, air pressure on theaaitewill be felt. The aileron input should bedwally reduced as
aileron pressure builds and the downwind wing stiartift.

Do not let the aircraft “fly itself off” during a crosswind takeoff. It is important tave the aircraft on the ground until
it has achieved a takeoff airspeed above (5 ~ 90nkinimum lift-off speed. The aircraft is then sstidy rotated to
achieve a positive lift off, with no tendency tdtkeback onto the runway. With most tricycle gemcratft it is necessary
to remember that more rudder pressure will be redub keep the aircraft tracking straight duriatation, because nose
wheel steering is lost as the nosewheel liftstdfiunway. During rotation for takeoff, the adlerinput is maintained
and will cause the aircraft's downwind main gealiftoff the runway. The aircraft thus lifts dffie runway in a side
slip, compensating for the wind drift. The ordemihich wheels leave the runway in a crosswindaéhkaill be as
follows: nose (or tail) wheel, downwind main geamnd lastly upwind main gear. (A seaplane will déiff on the upwind
float in a crosswind.) After the aircraft is sdjichirborne, make the transition from slip to alcfar wind correction.

Common Errors in the performance of crosswind takeoffs are Hevis:
- Initially using less than full aileron pressuredithe wind
Mechanical use of ailerons, rather than sensingéleeled amount
Not keeping the tail high enough in conventionargarcraft
Not reducing aileron pressure as speed buildsltiegin a steep bank into the wind
Not increasing rudder input to compensate for tdgsosewheel steering during rotation
Premature lift off with side-skipping/drift (i.eolding “back pressure” during takeoff)
Allowing the aircraft to settle back onto the rurywehile drifting
Insufficient drift control after takeoff
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Crosswind Approachesare flown like normal approaches while using daténd correction technique. Due to ground
friction reducing Coriolis Effect, the wind shifts the left as we descend and to the right as ingcl Thus the left
crosswind angle will increase when we descend,enthié right crosswind angle will diminish, againdeng the right
crosswind when we have a choice. In wind overtsQuse a speed additive equal to one half the waéhatity with a
maximum additive of 10 kts. When airspeed fludarat are occurring (gusty winds) use an additiaciitive equal to
one half the gust speed. (Flying an indicated a&dpt which the bottom of the airspeed needl¢uhtions are on the
desired airspeed automatically adds one half tse gpeed). The normal landing flap setting shbeldised for
crosswind landings as flaps provide a stabilizifigat on the aircraft and a lower touchdown spéesis(energy to
dissipate and control).

Decrabbing (changing from a crab to the slip method of drdhtrol) should occur before the roundout and flare
(between fifty and twenty feet AGL). This is a dad-only maneuver and is accomplished by applymaugh rudder
pressure to align the longitudinal axis of the raifcwith the runway centerline. As soon as thiaécomplished, use the
ailerons to bank into the wind sufficient to prewtre aircraft from drifting. As the bank is patplace, additional
rudder pressure will be required to prevent theraft from turning into the banKf full rudder fails to prevent the
aircraft from turning into the bank, the crosswilriit of the aircraft has been exceeded and thelilagp must be
abandoned.Another runway (airport) with a lower crosswirmhgponent must be found for landing.

Roundout and Flareare accomplished as in a normal landing with tteeption that a bank must be maintained
throughout the landing to prevent drift from ocougr Again, rudder and ailerons are used independenilyng) a
crosswind landing The primary use of rudder is to keep the lordjital axis of the aircraft aligned with the runway
centerline. All drift control is done using thdéeaons. Simply bank opposite to the way the airplane isfting until it
stops! With crosswinds, do not “float” the aircraft tngj to make a perfect touchdown but make an attitanling
instead. An “attitude” landing is made by flarithg aircraft sufficiently to keep the nosewheehclen touchdown and
give an acceptable rate of descent, then lettiagitcraft fly onto the runway.

Crosswind Touchdownis made on the upwind main gear by maintainingctiosswind correction (aileron into the wind
and opposite rudder) throughout roundout, flaretandhdown. The landing sequence is just the sippof the takeoff
sequence. It is as follows: upwind main gear, deind main gear and then nose (tail) wheel. (A eapwill
touchdown on the upwind float). As the aircrafive$, the downwind main gear will settle onto theway followed by
the nosewheel. Be prepared to relax rudder pressuthe nosewheel contacts the runway and nosksthegng again
takes effect. (In a conventional gear aircraftheeel landing should be made on the upwind main. gda the

downwind main gear settles on the runway, thegaiept slightly higher than normal to keep firmetpressure on the
runway. When the stick (yoke) is approximately @3ull forward travel, rapidly lower the tailwhke the runway and
apply full up elevator to aid in tailwheel steering

During Gusty/High Wind Conditions prompt corrections must be made to compensatihéarapid changes in wind
direction/velocity. The rougher the ride (stronger the winds) the maggressive the control inputs need to be!

Crosswind Rollout requires special attention to maintaining direwticcontrol with rudder (and nosewheel steering)
while increasing aileron input to prevent the updwrind from rising. Maintaining accurate directidrcontrol while the
aircraft is decelerating in a crosswind landingh@re difficult than when it was accelerating durthg crosswind
takeoff. It is very important to keep the aircraftm swerving into the wind (or drifting duringuohdown) because of
the extreme side loads which can be placed orirthge t Excessive tire side loads will create t¢imenering forces (and
tire distortion) which is more than capable of ¢ags tricycle gear aircraft to rollover ~ like atmcycle turned too
sharply. The rollover axis is a line between tr@mgear and nosewheel. The use of brakes onleexates a rollover,
as it worsens tire cornering issues. (Conventigeal airplanes will groundloop, while seaplandswater loop and
capsize when drift is not controlled). As the mftdecelerates to taxi speed, the control posstare maintained during
taxi until the aircraft is parked.
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Common Errors in the performance of crosswind landings are devis:
- Attempting to land above the aircraft's demonsttatesswind component
Overshooting/undershooting the turn from basertal fi
Inadequate drift correction on final approach
Unstabilized approach
Failure to compensate for the drag change indugedifiping, causing a high sink rate
Touchdown while drifting
Landing too fast
Neutralizing the ailerons upon touchdown
Failure to maintain directional control on landing
Excessive braking

The thought for this month is'Once | was young, liked airplanes and tolerated peple. Now I'm old, like people

and tolerate airplanes”. ~ Hobie Tomlinson your humble scribe.So until next month, be sure Think Right to
FliRite .

The “Glory Days” ~ Castle AFB ~ Merced, California
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I Safety TipBy Don Taylor Lock Up I

Lock Up.
Security begins with your own aircraft.

Crime usually happens because of opportunity, wieiteorism is generally pre
planned and choreographed. Don't ever make it fasgither. Similar actions
can be taken to avoid both crime and terrorismwadds secure your aircraft
Most pilots do this by locking the aircraft's dooregardless of whether th==
aircraft is hangared or tied down outside.

Many owners already use auxiliary locks to furt
protect their aircraft from unauthorized use. lfuy
don't, consider how much less expensive it is tha
lock than to have someone steal your aircraft. @gti
available include a variety of locks for propeller
throttle, and prop controls. Pilot supply catalbgse
a wide range of products to deter tampering and
theft of your aircratft.

Throttle Lock

Once your aircraft is locked, take home all youyse-aircraft, hangar, and auxiliary locks. To makes
difficult as possible for someone to gain accesgouar aircraft, you might want to consider whetlgeu keep
your aircraft key on the same keychain as your haekgy. Little changes can make all the difference.

From AOPA'sAirport Watch
http://www.aopa.org/airportwatch/lockup.html

Did You Know? By Don Taylor JetwRered Wing |

In the July 2007 newsletter, we had an article abou
man gliding with wings strapped to his back.

Now a man has flown with a jet powered wing:
Man soars above Alps with jet-powered wing

By Frank Jordans
The Associated Press

BEX, Switzerland - A Swiss pilot strapped on a jet- Anja Niedringhaus, The Associated Press
powered wing and leaped from a plane Wednesday for
the first public demonstration of the homemade d&viurning figure eights and soaring high aboecAlps.

Yves Rossy’s performance in front of the world greapped five years of training and many more yetdseaming.

Passing from free fall to a gentle glide, Rossygered four jet turbines and accelerated to 186swuer hour, about 65
miles per hour faster than the typical falling sksa.
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Young Eagles: Donald Taylor

Young Eagles flown so far for 2008:

Thomas Edwards - 3
Fred Gribble - 1

If anyone else has flown Young Eagles, please &eknow - (802) 868-3809

Plattsburgh International Airport was rained oWill set up for another day.

International Young Eagles Day:

Franklin County Airport (FS)) Saturday June 14 :@08m. Rain date is Sunday June 15th. A barbiscate
12:00pm and there will be a tour of the airport atahes. Kids between the ages of 8 and 17 yédaifyydree,
and there will be adult rides with a donation te @hapter 613 Hanhar/Aviation Center.

Ottawa Tulip Festival: Donald Taylor

The Ottaw Tulip festival was great. We had a krggimny day and the tulips were out in full bloodvhat
beautiful colors. There were only four membersifrGhapter 613 that went, but we had a good time.

Betty and Jack Whitcomb, Donald and Earl Taylor
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UPCOMING EVENTS

EAA Chapter 500
Massena, New York

31% Annual Fly-In — Drive-In

Pancake Breakfast

Sunday June 222008
8:00 AM until Noon

Massena International Airport Hangar

Pancakes, Sausage, Eggs, Fresh Maple Syrup
Milk, Juice and Coffee

Adults - $6.00
Children under 12 - $4.00

For more Information Contact

Jim Tyler (315) 353-2169
jtyler26 @twcny.rr.com

123.0 CTAF
122.2 BTV FSS (Flight Plans)
US Customs 315-769-3091

Calendar of Events

June 14, 2008 International Young Eagles Day at Franklumty Airport, Highgate, VT, 9am; rain date 15 June
June 22, 2008 EAA Chapter 500 Fly-In Pancake Breakfasseadnternational Airport Hangar, 8am-noon
July 12, 2008 Chapter 613 Saturday Barbecue, Franklin €éimmtort (FSO), Highgate, VT 12:000pm - ?

July 28-August 3, 2008 EAA AirVenture, Wittman RegioAaport (OSH), Oshkosh, WI
September 20, 2008 SHELBURNE DAY, Shelburne Airport (}/Tines TBA
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