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News and ViewsBruce Richardson Out With the Old, In With the New I

Can you believe it - another year has gone intditsiry books, and we're almost a full decade théo2000s?
Seems hard to believe. Another sign of changimggi- our new slate of Chapter officers! | lookafard to
working with incoming PresidenfTom Edwards, Vice PresidentBob Desmarais and TreasureBryan
Bourgeois and want to give 8IG "Thank You" to outgoing officer§ony Speranza Bruce Uvanni, Eric
Richardson, and especialljvlarge Butterfield, who has been serving the Chapter for a weyy long time.
Thanks to all of our Chapter officers, past ancdent!

By Tom Edwards

Chapter 613 needs a minute taker, note writer, form filler-outer and whatever Marge used to do!
Long hours and the only pay is a well above average chance of winning the pancake breakfast’s 50-
50 pot! Contact any officer!

| By Marge Butterfield I

The pancake breakfast and safety seminar on Dece
14th at Franklin County Airport was well attende
Bruce Uvanni and Chuck Robitaille were the chief
chefs and were helped out by Kelley Whitten. THel
an excellent job in keeping up with the demand
cranking out the pancakes for everyone. The mge
was called to order by Vice PresideBtuce Uvanni, at
10:00 a.m. Following are the minutes of the megtin

Thanks were extended tDonald Taylor and Dick

breakfast. | understand they accomplished this ifea

record speed. . r——
Our December cooks, Chuck Robitaille and Bruce Uvam
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Thanks were also extended @huck Robitaille, Bruce Uvanni and Kelley Whitten for their great job in
cooking for the breakfast.

The next pancake breakfast will be on Januaf{ 48the Franklin County Airport.Don Nowakowskiand
Donald Taylor volunteered to be the cooks.

The Secretary’s Minutes were accepted as publishkedt month’s newsletter.

TreasurerEric Richardson announced that nothing really changed in the Gnapaccounts and scholarship
funds.

Bruce Uvanni announced that the Chapter has a plaque to present outgoing Presidentpny Speranzain
appreciation for all the work he did in raising regrfor the Aviation Center by setting up the E-Bayvice
and the ground school. Tony also spent countleassion the permit process for the Aviation Ceatett was
instrumental in rounding up volunteers to help olihanks Tony!

Elections were held and we have the following néficers:

President - TOM EDWARDS
Vice President - BOB DESMARAIS
Treasurer - BRYAN BOURGEOIS

There were no volunteers for the Secretary position

The 50/50 raffle was held after the close of theeting. The winning ticket number was announced.....
Everyone looked at their ticket(s)....AND THE WINNBRAS ----------- Oh NO —-Marge Butterfield! She
appears to be on a winning streak and took honraralgotal of 25 clamskins....

by Marge Butterfield

There was a big turnout for the safety seminar WwiHalowed the pancake breakfast. Our Sagety
Counselor,George Coy,coordinated this seminar with James Leavitt, theAEAeam representative.
The two guest speakers were Wyley Rayhill, whosflie16’s for the Vermont Air Guard and Lt. C¢l.
Fred Tomaselli from the Adirondack Range in NewR/oFred is in charge of the bombing range outgide
of Camp Drum. This was a very informative seminar MOA’s and restricted airspace and howto
navigate through them. Thanks to all in voluntegsrour time to make this happen.

& January Pancake Breakfast at KFSO
% January 18, 2009
4

Breakfast at 9:00 followed by a presentation on-RiotBallooning by Ken Levesque of KenDo Ballooning

Ken is a local commercial balloon pilot coming atktwith us about the world’s oldest form of flighSorry
Wilbur and Orville, manned flight was around 12@ngeearlier!
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I —

Welcome to 2009! We have put closure on a bad. y&ae are all worried about the economy, jobs and
politics. Flying has been put on the back buroeiflot of us. Life must go on and | hope thad glear puts us
back on track.

| first want to thank Tony Speranza for all his wéor the chapter over his tenure as presidentspéarheaded
the hangar and without his guidance we would b&ifgpat an empty lot. Tony pulled together a Ibpeople
to help our vision of our education center.

Marge Butterfield has also retired as our chapteretary after 12 years of hard work! She heldllggether
with her minutes and all her behind-the-scene viloak I'm only beginning to find out what she did!

Eric Richardson and Bruce Uvanni have also elestédo run again for office. Their work will be ssied but
they will still be helping out where needed.

You might remember the Miller Lite commercials twegears ago. Great Taste, Less filling! The alogpr
my tenure will be More Fun, Less Meeting! | haeé for a long time that business takes up too ntunk at
our meetings and they are just a rehash of whatakasady printed in the newsletter. For us to gaw
chapter, we need to bring in more blood, old and.n#y feeling is to do this by offering a pancdkeakfast
with a presentation for the members. The onlyiess that can take place at a meeting is claiiicadr
guestions of the newsletter or a vote if one idede | want to call on all of you to help me withs! If you
look back over the year, the highest attendances the meetings with a presentation. The Decemigeting
had almost 50 people present!

Anyone with a leadership role, whether it by thendar committee, Young Eagle’s, scholarship, or any
committee that is set up must report to the netesleditor in a timely fashion for publication. dbmeone has
a complaint, comment or suggestion, send it to &roc call an officer to get it published.

When we need an official business meeting, | wdikid it to happen at a different time and placentliae
breakfast at the convenience of those neededdndttThe meeting will be open to every interestetnber.

| look forward to serving the chapter this year #ngbu need to contact me, see the contact irdevehere in
this newsletter. Email works best for me but lamionally answer the phone. I'm even learningeka!'t

Flight Advisor Corner : Hobie Tomlinson Preheating I

I would like to start out by wishing everyoné Happy New Yedf | sincerely hope you had a joyous Christmas season
and that the upcoming year will be both a safe ampdosperous one for us all. Along those linghplgh it might be
worthwhile to do some articles on th€are and Feedind of our aviation piston engines. Certainly thproper
operation and dependability have a huge effect on boths#tiety and costf our flight operations. Given that winter is
here, a discussion &freheatingseems a natural place to start.

Preheating has been around for as long as aviation has nuisdn engines and cold weather. So why is it atihpic of
discussion? Glad you asked! Back in the “Good Dégs,” aircraft piston engines just would not tglly start unless
they were preheated, so in some ways we were pedtdéom ourselves. However; nowadays, it is \gpical to just
press the remote start button on our key chain fen@ the car start and warm up, even at 20 dedpelesv zero
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Fahrenheit. Unfortunately, with the cranking power of modern taries and starters, it is sometimes possibledtic
start an aircraft engine. What's the difference? Let's take a look.

When is Preheating requiredis the first topic of discussion. Generally arceift piston engine is said to beold
started” whenever it has been exposed to temperatures blayegrees (°) Fahrenheit (+5° Celsius) for mbea ttwo
hours. When an aircraft piston engine has beeps®pto temperatures below 20° F (-7° C) for mbhesta two-hour
period, preheating is required to prevent “coldtstangine damage. If the aircraft is parked outside and has been
exposed to the wind, the wind chill factor tempeared should be identified for making the temperatudetermination.
While the wind chill factor specifically refers the temperature exposed human flesh feels whensegpto the wind,
metal objects will also loose heat faster and solak quicker when exposed to the wind.

Cold Starting of an aircraft piston engine is permissible whia ambient (wind chill) temperature is above 20° F.
However, preheating the engine is always the ma=gichble course of actionllf it is decided to try a “cold start” of the
engine, the following precautions should be conside

Ensure your aircraft battery is fully charged prior to starting or use an external electricalvposource
during the start. Attempting to start the enginghva weak or partially discharged battery can Iteisu
damage to your aircraft starter relay. In addititne slow cranking rotation produced by a weakdpgtcan
allow the engine to kick-back and break the staati@pter clutch spring.

Do not over prime the engineas this will lead to excessive liquid fuel in timake manifold, which can
produce the following bad events:

o Engine “Hydraulic lock” can occur when the excebguid fuel enters the cylinder assemblies.
Because a liquid is not compressible, “hydraulickfowill occur when a greater volume of liquid
(fuel or oil) enters the cylinder assembly than baraccommodated by the cylinder volume when
the piston is at the “top dead center” positidh*hydraulic lock” occurs during engine start, the
engine will be severely damaged (bent rod, crackgtinder head, etc.) and will very probably
suffer subsequent catastrophic engine failure whelace under high powerThe bottom cylinders
of radial engines and inverted in-line engines @@ hp Ranger engines) are especially susceptible
to this phenomenon.

o Engine (Carburetor) Fire can occur when excess liquid fuel drains downuglhothe carburetor
and puddles in the carburetor air box, air intatieds, or on the ground under the airplane to teen b
subsequently ignited by an engine kick-back or bexk The immediate response to a carburetor
fire is to continue cranking (and hopefully stahg engine, which will then suck the fire back into
the cylinders where it belongs. (Another greatsogato not attempt a cold start with a weak
battery.) It is also a very good reason to hafieeaguardwith a fire extinguisher readily available
during a cold engine start to preclude severe dam@ador loss of) the aircraft in the event of a
carburetor fire when the engine can not be started.

o Engine “False Start” can occur where the engine fails to continue mmifter initially starting.
This condition occurs when there is not sufficieaporized fuel available in the intake manifold to
continue the combustion process. The moisture ymed in the initial combustion event now
condenses and freezes on the still cold spark glectrodes, “shorting out” the spark plugs. Once
this occurs'lt’'s over” , until this moisture is eliminated by either removing afehning the spark
plugs or preheating the engine.

“Cold Start” procedure (without preheat ~ temperatures +40° F to +205R)si follows:
Ensure battery fully chargddr use external power) for start.
Post a Fire Guar(br at a minimum have a fire extinguisher readnsilable).
Prime the enginesing the normal prime procedure (plus one extn&)) leave primer plungé@UT ”.
Ensure Magneto switche®FF” (and wheels chocked).
o Pull the propeller through 4 blades for a 2 bladgppller (2 complete engine rotations)
o0 Pulling the propeller through lowers initial crangifriction, draws fuel vapors into the cylinder
assemblies, and verifies that no “hydraulic lockisés.

4



CHAPTER 613 Jaary 2009

Remove wheel chockend_proceed with normal stamocedure
0 Once the engine “Fires”, slowly push the primX™ to provide sufficient fuel to keep the engine
running until vaporized fuel from the carburetoaches the cylinder assemblies.
o Immediately monitor oil pressure and shut downehgine if no oil pressure is observed within 30
seconds.
o Do not operate engine above 1000 RPM but retaatttrfurther if necessary to keep oil pressure
below 100 psi.
o If oil pressure cannot be maintained between 3@ipdi100 psi, shut down engine and preheat.
o Do not close cowl flapso facilitate warm up!
Slowly advance engine powty 1700 rpm (max rpm until oil temp reaches 75d F)
o Ensure oil pressure remains within the “green bgodhgealed oil check).
o Cycle a controllable pitch propeller 3 to 4 timesdulates warm oil into the propeller dome).
o If a “feathering check” is required, limit RPM drog 300 RPM.
Once oil temp reaches 100daRd oil pressure is within the green band at 2500, the engine has been
warmed sufficiently for takeoff. (Note: Rapidlging and excessive oil temperature indicates gealed
oil cooler.)

Preheat is required below +20 F (-7° C) to prevent “Cold Start” engine damage due to floelowing factors:

Lack of lubrication, interestingly enough, is not one of the reasonsbd&n multi-viscosity oils (i.e. Shell
15W-50) retain good flow characteristics even ureddremely low temperature conditions and will pdevoil
pressure quickly after start. These same multesiy oils have also caused the old “congealedisslues to
pretty much disappear from the scene. Oil conggakally is now only a consideration if still ugifstraight”
summer weight engine oil (i.e. During engine “r@d time).

Dissimilar Metals Expansion Characteristicsis the reason “Cold Start” damage occurs to aviapdston
engines. Auviation piston engines are manufactuvgld two primary dissimilar metals: Aluminum Allognd
Steel. These two metals have radically different expansiooefficients! Aluminum expands or contracts at
twice the rate of steel when heated or cooleds Thuses the following “Cold Start” damage.

o0 Engine Bearing Damageoccurs because insufficient clearance remainsolat ®mperatures. The
engine crankshaft, camshaft and connecting rodsnade of steel while the crankcase and pistons are
made of aluminum alloy. These rotating steel paréssuspended inside the stationary aluminum alloy
parts by thin bearing shells made of a soft méygli¢ally bronze) alloy. A small clearance is sfied
to allow oil under pressure to be forced into tkarnng shells, providing lubrication and loweringaw
and heat generation due to friction. When thereng cold soaked, the bearing clearance is rediwed
to the different contraction rates of aluminum wlland steel. For example, a TCMeledyne
ContinentalM otors) 10-520 engine crankshaft has a 0.0018 inctinmum clearance at normal room
temperature, but it loses 0.0020 of an inch of raeleee at -20° F.In other words, the clearance
becomes negative and the crankshaft is seize@dbld Stating an engine under these conditiont wil
cause the following damage in the first minuteves bf operation:

Accelerated bearing weand damage to the crankshaft journals
Possible shifting of the bearing shahstheir saddles. These “Spun Bearings” will riggathe
oil feed holes and starve the bearings of lubmepdil.

o Engine Cvlinder Damageoccurs for the same reason, but now the situasiorversed. The engine
cylinder assemblies have aluminum alloy pistons ingpvnside of steel cylinder barrels. To make
matters even worse, the top of each cylinder basredpered or “choked” like a shotgun barrel. sThi
occurs so that when the cylinder barrel expandgundrmal operating temperatures, it will become a
true constant diameter cylinder and not becomeéflaat the top. (Because the cylinder becometehot
at the top - due to the combustion process - thetdhe cylinder barrel expands more than theono)t
When the engine is cold, the pistons are quitedanghe cylinder barrel (which is why a compressio
check is always done on a hot enging@youble begins when the engine is “cold startedThe light,
small aluminum alloy pistons heat rapidly (due eonbustion heat) while the big, heavy cylinder biarre
(that are covered with aluminum cooling fins whaate now bathed in cold air flow) heat much slower.
The piston rapidly expands to its full operatingrdeter within the cold cylinder barrel which expsuad
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a much slower rate, again reducing the operatiegrahces. When it is cold enough, the cleararaes c
actually become zero resulting in the following day®:

Severe metal to metal “scuffindgetween the piston and cylinder barrel.

The possibly of broken piston rings.

A Single Cold Start,in a couple of minutes, can produce the followingiee damage:
0 More Wearthan 500 hours of normal cruise operation
o Ifit's cold enough catastrophic engine failure after takeoff
0 The newer and “tight&man engine is, the more susceptible it is to Catart damage

The Types of Preheat Availableare as follows:

A Heated Hangaris the absolute best form of preheating! Thegarefl method would be to arrange for the
aircraft to be placed in a heated hangar the rigfitre a cold weather departure. This method wadh@s
entire aircraft, not just the engine.

A Multipoint Electric Heater is the next best choice. It should have individugdting elements attached to
the oil pan, crankcase, and each cylinder. (ianid Aircraft Services Model “TAS400” system orifRe
Corp. “HOTBANDD?” system) These plug into an 115wtlet and are capable of providing excellent préehea
in a couple of hours when the aircraft is enclaseah unheated hangar.

o Avoid cheaper systems which only heat the oil.pan

They do not address the causes of cold start damage

They cause moisture to evaporate from the oil phrclwthen recondenses on the still cold
engine parts (crankshaft, camshaft, and cylinddisjveausing accelerated corrosion of those
parts.

o0 Place a quilted blanket on top of the engine caydiretain heat, increasing heater effectiveness.

o Insulated Engine Covesrsre required if these heaters are to be useddeutsTustom-fitted insulated
engine covers can be purchased from Kenton Air@afters as well as Tanis and Reiff. In very cold,
windy conditions the propeller will become a magource of heat loss and must be covered as well.
Again, Kenton, Tanis, and Reiff all offer propeltmvers. If the covers are installed immediatéigra
shut down, the engine will remain warm enough tartsfor three to four hours, even in cold windy
conditions.

0 These heaters can be left on continuousiyie Engine Mfgr warnings against the continuose of
electric engine heaters were primarily to prevéet ¢orrosion issues associated with single point oi
pan heaters. In fact, continuously using a muitipelectric heater in combination with an insuthte
engine cover is one of the most effect means aiieéiting internal engine corrosion, particularly if
the aircraft is hangared. Keeping the entire engine above the dew point synprevents
condensation from ever occurring!

Forced Hot Air is the third choice for preheating. This is the, eraditional type preheating system which
uses a high capacity kerosene (or gasoline) firetigating unit such as the one Manufactured by teehs
Herman-Nelson.
o Ensure the air ducts are directed propatlthe engine sump. cylinders and oil cooler
o Do not place excessive heamh non-metallic components such as seals. hosésdiave belts by
attempting to hasten the preheat process.
o Ensure the heat is applied long engugépecially outdoors in the wind, so that the eagarts are
warm to the touch.

Small Electric Heaters or Heat Lampsare the last choice and should only be consideu@dkde fora
hangared aircraft with an insulating engine cover They also require overnight use to provide adlé
engine preheat.

Well, that wraps us up for this month. Next mowthwill look at some other engine issues.
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The thought for this month i8elow 80 degrees Fahrenheit, the fun of flying adht aircraft is directly proportional
to the square of the outside air temperaturé ~ Your humble scribe.

So until next month, remember tdHink Right to FliRite!”

Manufactured Engine Cover with an “Innovative” Prop Cover

|
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‘Guest Columnist: John Wilder Crossing the North Atlantic I

Twenty-six thousand feet over the North Atlantic atarm sounded.
Beep, beep, beep.
“What's that George?”

“I don’'t know. The gyros don’t seem to be workin§Ve have lost our vacuum and the autopilot has shut
down.”

*k%k

Late October | learned that George Coy was looking pilot to help him ferry a Piper Malibu to Fand. | paused for a
moment and thought to myself, “What'’s there to kimbout? Do it! You love to fly. You will learn sa@thing and what a
terrific experience”.

| called George, “You still looking for a pilot fty to Finland?’

“Are you looking for an adventure?”

“am.”
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“Well let’s go!”

I met George the next day. A few weeks earlier Geardered a “trip kit” from Jeppesen. With chapsead out we
reviewed the flight plan for crossing the North gttic. We examined the route of flight, entry psjntmandatory
reporting points and each day’s destination airpbater George provided me with the North Atlantiternational
General Aviation Operation’s Manual, a thirty-nipgge document. “Here” he said, “Take this manudlstody it".

The flight route would take us to Goose Bay, Candtiasarsauq, Greenland; Reykjavik, Iceland; Bergéorway and
finally to Lappeenranta, Finland.

Later that day | visited with a friend, anothempilin his hangar. | told him about the adventuneag about to embark on.

“Are you nuts? You're crazy! Do you have any ideaviong you will be flying over the North AtlanticPou are in a
single engine airplane! If you go in that water ybie expectancy is about fifteen minutes.”

Suddenly I'm wondering to myself if | have made tight decision. “You fool” | thought to myself. ‘&u really didn'’t
give this much thought or do any research on thghtf You just jumped right into it.”

“Did you know that you need to have survival geaboard?” My friend asked.

I didn’t answer. | just kept thinking, “What havegbt myself into?” My friend prattled on. | couledr his words, but
he’d already said enough. | was thinking about sty decision. Anything he said after “survival gjdalid not hear.

I left his hangar and found George again. “Geomevd have survival gear?”
“Yes.”

Relieved, | listened.

“We have a life raft with provisions, immersion tsuand a flare gun”.
Feeling better about my decision | went home tdysthe manual.

The first paragraph caught my attention. “Flighysdeneral aviation aircraft across the North Atlaftave increased
dramatically. Unfortunately, there has been a spweding increase in the number of general avidialities and
aircraft lost”.

| continued my reading and grew concerned withpibiential environmental conditions that could becemtered during
the flight. “Rapidly changing weather conditionsdilving severe icing, severe turbulence, and hgmegipitation are
common particularly during the winter. Changes @iten so rapid that they are difficult, if not ing®ible, to forecast.
Familiarization with all aspects of your emergesayyival equipment is vital if you are to survive anexpected early
termination of your flight.”

Wow! My eyes wide open | imagined, flying into mesisweather, losing the only engine we had andhiiteinto the
North Atlantic.

“Is it to late to back out?”, | asked myself. | gadt staring at the manual. | was not able to réadw the words but could
not concentrate. My mind just raced with all thehawifs”. Some time passed before my mind settleed more.

Committed and not backing out, | will prepare tlestol can. This North Atlantic crossing would bee @i the moments
when you say to yourself, “I'm alive. This is anvadture and it is exciting.” Heck, we could all§ja® nothing and hang
around the comforts of home and feel safe. Or weedilittle and take some chances.

The manual provided two charts; water temperatéiteke@North Atlantic and a Survival Chart. Temparas range from
zero degrees to ten degrees Celsius. The suriinzat cevealed life expectancy in the frigid watéhéthout protection
(immersion suits and life raft) at zero degreessiDslyou can expect to die within fifteen minutes.
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The next day | met with George at the airport.Kealsto see the survival gear. | donned the immersidt. | do believe |
looked like Gumby. Our plan was to wear the sultdavflying over the North Atlantic. Although thaiiss were stiff and
uncomfortable | felt comfortable knowing that | wduwot have to struggle with putting @n during a crisis in the
cockpit. The next item | examined was the life.r@fperating the life raft would be my job. In theent of an engine
failure and subsequent ditching it was my job tovento the rear of the plane to prepare the lifg mgfen the emergency
hatch, bail out and inflate the raft. George woddort our position and fly the plane to the wa&eorge commented,
“And once we are on the water get out of my wayn ¢oming out!”

In the airplane | practiced my emergency assignmemhy mind | practiced my assignment over and ove

November %, our departure date my wife, Pat drove me to tt@oe. She was apprehensive with this flight. &hew

the potential hazards. She knew this was somethimgnted to do and supported it. Pat climbed ihi@ KMalibu and
commented on the instrumentation, “Nice, but ikkoomplicated.” Pat is not a pilot. She lovesrityaround with me in
my little Cessna 150. She was pleased and relivede the preparations and precautions we’ve taken

George and | reviewed the flight planning again. &amined the survival gear one more time.

Our first leg took us to Goose Bay at 11,000 ft. pieked up a little rime ice, but nothing to be cemed about. We
asked and received a clearance to climb to 13,000d broke out of the clouds and the ice eroderhfthe leading edge
of the wing. A little over three hours later we dawl. A friendly young woman from the FBO greetecbnghe tarmac.
She arranged to have the FBO'’s van transport addoal hotel and to pick us up the following magniat 0630.

The room, well I've stayed in better, was dank angty, but met our needs. We settled in and plaforethe next leg.
This leg was to take us to Narsarsuaqg, Greenlamd ttze first leg over water. We ate our eveningIneahe hotel’s
restaurant and retired for the night with the alatatk set for 0530.

Before | knew it the alarm clock was ringing. Wereveip and showered and waiting in the lobby forrade. We waited
until 0645. Our ride had not arrived. The younggmant woman behind the counter asked what time xpeated our
ride. George said, “0630”. The woman gave us ayuaak and replied, “It's only 0545.” The hotel k3l failed to set the
alarm clock from daylight savings time to standiamte. We trudged back to our room to wait.

At the airport we finalized our flight plan and ched the weather. We made note of the North Aitafentry point”
“Loach” and the other reporting points. For thig l®e needed to wear our immersion suits. The sudt® left in the
airplane over night and this time of year in GoBsg the temperature drops below freezing. | watdBedrge struggle
into his cold stiff suit. | grabbed my suit anddsdiGeorge, | can’t watch this anymore. I'm takimg suit inside to put it
on. I'll be right back.” I returned just as Georgnquered his suit of stiff rubber armor.

We climbed into the Malibu. | secured the door ahdiggle between the seats to get into the coclWith checklist
completed we were cleared to 26,000 ft. We levefédnd | noted the temperature at -42 Celsius.

“Gander this is Piper Malibu two-six-four-sierraache with you at Loach, twenty-six thousand femte three five one
zulu, expect 59 North 50 West at one five three zuie, Symutac next.”

We crossed the entry point, Loach over the Nortlamic and announced our position and the nextreparting points.
We would arrive in Greenland in about three hours.

Flying over the North Atlantic it is not uncommam Ibse radar coverage and have difficulty commumgawith ATC.
Aircraft often receive requests from ATC to relaglio communications.

“Gander, Two-six-four-sierra-charlie contact anafoon with King Air three-two-zero-two-alpha flighével two
five zero to cross five zero west at flight leveleoeight zero. Must be level at flight level onghgizero before
crossing five zero west.”

We gave the message to the King Air and confirmgl ®ander. The Malibu’s engine purred like a kittds it droned
along occasionally | would see George dozing dfiefE was no way | could sleep during this flighhé&ther George was
awake or not | monitored all the gauges.



CHAPTER 613 Jaary 2009

Twenty-six thousand feet over the North Atlanticadarm sounded.

Beep, beep, beep.

“What's that George?”

“I don't know. The gyros don’t seem to be working”.

A red light flashed on the vacuum gauge and thelleegas showing below the green.

“We have lost our vacuum and the auto pilot has dbwn.”

I noted our compass heading and we continued ttbeapanel. We were VMC on-top at the time.

George activated the auto pilot again and pundhedV button. The airplane banked slightly to kb and once again
the auto pilot was coupled with the GPS. We wereklian course. George’s gauges came back up. higstttitude
indicator. The gyros were operating on the backvapuum pump, but still showed low suction on theigga The
annoying beep continued until we finally found Hwetch to deactivate it. For a moment we thoughip@emanently lost
all our navigation equipment.

The remainder of the flight to Greenland was smawith uneventful. We arrived at Narsarsuaq aboetthnd half hours
after leaving Goose Bay. Our altitude was a litilgh on our initial approach to Narsarsuagq.

“I've got the runway.”
“Where?” | asked.
“Off the nose.”

The runway looked like a sewing needle resting betwthe fjords. At twelve miles out we began ourtt8ns to lose
altitude. This method was not enough to get us ddithin three miles of the runway and still at #tousand feet we
completed three-three hundred sixty degree tugmsglover the bay with the mountain peaks off oimgMip. Icebergs
floated on the water. After the last turn we lingowith the runway and reviewed the “before landihgcklist” one more
time.

“Airspeed 130, 120, 110, 95, 90", | called out.

Touchdown, we made the first leg over water. Onténgac we noticed the King Air and met the pildtsey thanked us
for the communications relay. We chatted a bit teefbey departed on their next leg over the Notlaric.

The scenery at Greenland is breathtaking. Theaiaend the deep fjords are a spectacular sighist say though there
is not much that goes on in Narsarsuag. The Daspglaking Inuit are friendly and accommodating. llydmave one
critical comment about my stay. The eggs, they nmigsPenguin eggs because | have never tasted @gyike them
before.

We were not able to repair the vacuum pump anddéddio fly the leg to Iceland on the back up systéfa headed for
Reykjavik, Iceland the following morning. Once agave were wearing our “Gumby” suits. Earlier | dsd not to
change my clothes if | had to wear the survivarg&here was no sense in dirtying another setathek if | was going to
smell like a basketball anyway.

The flight to Iceland was smooth on top. As we seakthe North Atlantic it was probably good thateeeld not see the
ominous cold waters below.

About sixty miles out of Reykjavik we were IMC itest and picking up some ice. We were clearedrfenitS RWY 19.
We broke out of the clouds about thirty miles frtma airport. The temperature warmed and the wiregl $ts ice. We
were given the visual approach to Rwy 19. Georgédae to follow the glide slope down.
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Suddenly George began to cuss, “Why isn’t this %8itig picking up the glide slope? What in the %&#airong with
it?”

“Ah George, you have the ILS frequency on stanttou need to punch the frequency in.”
“Oh.” Then silence in the cockpit. A two man creswai good thing.

We stayed a couple nights in Reykjavik and enjoy@duple beers at the Café’ Paris (an odd nama jpob in Iceland).
We shared a peanut pizza, a first for me.

The vacuum pump was replaced. The needle was igrésn and the red warning light went out.

Our journey continued on to Bergen, Norway and ttoeour final destination, Lappeenranta, Finlana: 8ld a full ILS
approach into Lappeenranta and broke out at 13@0If$ystems worked fine.

Upon landing, George reached over, tapped my kndeanounced, “We made it babe”.

“Yes, yes we did.” Six days later and over ninetbears of flight, we were in Finland.

The North Atlantic crossing is not to be taken fighWhen considering such a flight much preparagod planning must
be completed. Before embarking on a North Atla@iiossing in a general aviation aircraft | sugghat & pilot new to
this route accompany some one with experience agheacase with George.

PILOT BACKGROUND:

George Coy is a CFl, CFIl with 17,500 hours. Higngs include SEL, MEL, SES and DC3 Type rating.dferates Coy
Aircraft Sales at the Franklin County Airport. Himail address is george@gesoco.com

John Wilder is CFI, CFIll, MEI with 1100 hours. Hefreelance instructor at the Franklin County Aitpo Vermont. His
email address is flyharley@comcast.net

Safety TipBy Don Taylor Winter Flying

There are sure signs that winter is here! Somelpdaow the seasons are changing when the lagtddall
off the tree or when the local supermarket stagtbng rock salt near the checkout. Those of usvration
watch for other signs of the coming cold, like ofpes in oil weight and open cockpit airplanes grgwin
canopies. No matter how you keep track of themeast is important that your flight preparatioa matched
to the weather you will be flying in. Winter flygnrequires some added safety precautions for Ibetipitot and
the aircraft.

Common sense suggests that pilots need to drdssedifly when chasing a breakfast special in Falgrtrean
they do when tracking down that same omelet in JuNenetheless, | see lightly clad pilots springtheir
airplanes in windbreakers even on the coldest w$.ddhey make quick work of the preflight and ttséip into
the relative warmth of the cabin. What are thegkimg? The winter preflight should actually takager than
it does in warm weather. There is a rule of thdorbdetermining if you are wearing the right clashfer your
flight. If you get cold during the walk-around,wyare not dressed correctly for the trip.
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Did You Know? By Don Taylor Peak-to-Peak Gondola I

Our chair lifts, gondolas, and trams in Vermontugahe mountain. This one goes from peak to peak.

"If you're afraid of heights, forget about ridinhe new Peak to Peak Gondola at British Columbialssiér
Blackcomb ski resort. Passenger cabins hang asasigid27 feet and travel nearly 2 miles withouspegsa single
support tower. It's the longest unsupported spaamgflift of its type.

The gondola, which opened in
December, will allow visitors to the
largest ski resort in North America to
move quickly between Whistler and
Blackcomb mountains, and ski both,
without having to descend to the base
area. The Peak to Peak should get
plenty of use: The resort will host the
alpine skiing events at the 2010
Winter Olympics, which will be based
in nearby Vancouver.

Early-Warning System

To avoid catastrophes (such as when a
jet severed a gondola cable in Italy in 1998), Pleak to Peak
has an early-warning system known as OCAS, or Qlesta
Collision Avoidance System. OCAS uses radar toktrazarby
aircraft. If it detects a threat, flashing lighte activated on the
towers and an audible warning is broadcast oniraltadt radio
frequencies. The gondolas are called
sky cabins, there are 28 and they
travel at 17 mph, clearing the 2.7-mile
gap in 11 minutes. Each holds 28
passengers, allowing the system to

carry 4100 people per hour."
Images Copyright Popular Mechanics. All rights resrved. - Paul Tolme,Inside Whistler Blackcomb's
Peak to Peak Gondola@ctober 30, 2008

BLACKCOMB

Boy, things have changed since | started skiing! Whgot out of the service in 1946, | skied at Stowayas the
only place around. It had a ski tow, which was twwou could get off the first one, and if you wedhtto go higher,
you got on to the second one. It had a singlerdiftawhich was $0.75 a trip.

Young Eagles: Donald Taylor

No new Young Eagle flights - same as last month.

For 2008 we had 193 Young Eagle flights. We ditmake our goal for 2008,
which was 300.

We have 160 chits to send someone to the Air Acgder@®shkosh.
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Every little bit helps -
Sold by Donald Taylor:

4 Chapter 613 Mugs - $40
2 Christmas balls - 20
1 Christmas bear 20
(donated by Donald Taylor)

Total: $80

UPCOMING EVENTS

28

1\

[ ©))

Hope to see you there!!

Mark your calendars... the next chapter meetindg el a Pancake Breakfast at the Franklin Coungye
Airport (FSO) on Sunday, January 18th from 9:0QL:00am. Following breakfast, Ken Levesque of Ke
Ballooning will give a presentation on (drum roléase)... hot air ballooning!

January 18, 2009

Calendar of Events

Pancake Breakfast — Franklin County Aifip8f), Highgate, VT, 9 — 11 am

OFFICERS/COMMITTEE MEMBERS
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Tom Edwards 893-5019
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Bob Desmarais 872-8449
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Frank Gibney 879-7419
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Chapter Web Site
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