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News and Views: Bruce Richardson                                Out With the Old, In With the New  

 
Can you believe it - another year has gone into the history books, and we're almost a full decade into the 2000s?  
Seems hard to believe.  Another sign of changing times - our new slate of Chapter officers!  I look forward to 
working with incoming President Tom Edwards, Vice President Bob Desmarais, and Treasurer Bryan 
Bourgeois, and want to give a BIG "Thank You" to outgoing officers Tony Speranza, Bruce Uvanni, Eric 
Richardson, and especially Marge Butterfield , who has been serving the Chapter for a very, very long time.  
Thanks to all of our Chapter officers, past and present!    
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           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! 
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                                                                            By Marge Butterfield  

 
The pancake breakfast and safety seminar on December 
14th at Franklin County Airport was well attended.  
Bruce Uvanni and Chuck Robitaille were the chief 
chefs and were helped out by Kelley Whitten.  They did 
an excellent job in keeping up with the demand in 
cranking out the pancakes for everyone.  The meeting 
was called to order by Vice President, Bruce Uvanni, at 
10:00 a.m.  Following are the minutes of the meeting: 
 
Thanks were extended to Donald Taylor  and Dick 
Swanson and the skydiving crew for setting up for the 
breakfast.  I understand they accomplished this feat in 
record speed.                   
        Our December cooks, Chuck Robitaille and Bruce Uvanni 
 
 

CHAPTER  
613 

January 2009 
 

(Chapter 613 web site) 

www.eaa-chapter613.org 

 



 
CHAPTER 613                                                                                       January 2009       
 

2 
 

Thanks were also extended to Chuck Robitaille, Bruce Uvanni and Kelley Whitten for their great job in 
cooking for the breakfast.     
 
The next pancake breakfast will be on January 18th at the Franklin County Airport.  Don Nowakowski and 
Donald Taylor volunteered to be the cooks. 
 
The Secretary’s Minutes were accepted as published in last month’s newsletter. 
 
Treasurer, Eric Richardson announced that nothing really changed in the Chapter’s accounts and scholarship 
funds.   
 
Bruce Uvanni announced that the Chapter has a plaque to present to our outgoing President, Tony Speranza in 
appreciation for all the work he did in raising money for the Aviation Center by setting up the E-Bay service 
and the ground school.  Tony also spent countless hours on the permit process for the Aviation Center and was 
instrumental in rounding up volunteers to help out.  Thanks Tony! 
 
Elections were held and we have the following new officers: 
 
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 the meeting.  The winning ticket number was announced….. 
Everyone looked at their ticket(s)….AND THE WINNER WAS ----------- Oh NO – Marge Butterfield !  She 
appears to be on a winning streak and took home a grand total of 25 clamskins…. 
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                          by Marge Butterfield 
 

There was a big turnout for the safety seminar which followed the pancake breakfast.  Our Safety 
Counselor, George Coy, coordinated this seminar with James Leavitt, the FAASTeam representative.  
The two guest speakers were Wyley Rayhill, who flies F-16’s for the Vermont Air Guard and Lt. Col. 
Fred Tomaselli from the Adirondack Range in New York.  Fred is in charge of the bombing range outside 
of Camp Drum.  This was a very informative seminar on MOA’s and restricted airspace and how to 
navigate through them.  Thanks to all in volunteering your time to make this happen.  

 
 

 

January Pancake Breakfast  at KFSO 
January 18, 2009 

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

 
Ken is a local commercial balloon pilot coming to talk with us about the world’s oldest form of flight.  Sorry 

Wilbur and Orville, manned flight was around 120 years earlier! 
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Welcome to 2009!  We have put closure on a bad year.  We are all worried about the economy, jobs and 
politics.  Flying has been put on the back burner for a lot of us.  Life must go on and I hope that this year puts us 
back on track.   
 
I first want to thank Tony Speranza for all his work for the chapter over his tenure as president.  He spearheaded 
the hangar and without his guidance we would be looking at an empty lot.  Tony pulled together a lot of people 
to help our vision of our education center. 
 
Marge Butterfield has also retired as our chapter secretary after 12 years of hard work!  She held us all together 
with her minutes and all her behind-the-scene work that I’m only beginning to find out what she did!   
 
Eric Richardson and Bruce Uvanni have also elected not to run again for office.  Their work will be missed but 
they will still be helping out where needed. 
 
You might remember the Miller Lite commercials twenty years ago.  Great Taste, Less filling!  The slogan for 
my tenure will be More Fun, Less Meeting!  I have felt for a long time that business takes up too much time at 
our meetings and they are just a rehash of what was already printed in the newsletter.  For us to grow our 
chapter, we need to bring in more blood, old and new.  My feeling is to do this by offering a pancake breakfast 
with a presentation for the members.  The only business that can take place at a meeting is clarification or 
questions of the newsletter or a vote if one is needed.  I want to call on all of you to help me with this!  If you 
look back over the year, the highest attendances were the meetings with a presentation.  The December meeting 
had almost 50 people present! 
 
 Anyone with a leadership role, whether it by the hangar committee, Young Eagle’s, scholarship, or any 
committee that is set up must report to the newsletter editor in a timely fashion for publication.  If someone has 
a complaint, comment or suggestion, send it to Bruce, or call an officer to get it published.   
 
When we need an official business meeting, I would like it to happen at a different time and place than the 
breakfast at the convenience of those needed to attend.  The meeting will be open to every interested member. 
 
I look forward to serving the chapter this year and if you need to contact me, see the contact info elsewhere in 
this newsletter.  Email works best for me but I occasionally answer the phone.  I’m even learning to text! 
 
 

Flight Advisor Corner : Hobie Tomlinson                                                               Preheating  
 

 

I would like to start out by wishing everyone a “ Happy New Year!”   I sincerely hope you had a joyous Christmas season 
and that the upcoming year will be both a safe and a prosperous one for us all.  Along those lines, I though it might be 
worthwhile to do some articles on the “Care and Feeding”  of our aviation piston engines.  Certainly their proper 
operation and dependability have a huge effect on both the safety and cost of our flight operations.  Given that winter is 
here, a discussion of Preheating seems a natural place to start. 
 
Preheating has been around for as long as aviation has mixed piston engines and cold weather. So why is it still a topic of 
discussion?  Glad you asked!  Back in the “Good Old Days,” aircraft piston engines just would not typically start unless 
they were preheated, so in some ways we were protected from ourselves.  However; nowadays, it is very typical to just 
press the remote start button on our key chain and have the car start and warm up, even at 20 degrees below zero 
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Fahrenheit.  Unfortunately, with the cranking power of modern batteries and starters, it is sometimes possible to cold 
start an aircraft engine.  What’s the difference?  Let’s take a look.  
 
When is Preheating required is the first topic of discussion.  Generally an aircraft piston engine is said to be “cold 
started”  whenever it has been exposed to temperatures below 40 degrees (°) Fahrenheit (+5° Celsius) for more than two 
hours.  When an aircraft piston engine has been exposed to temperatures below 20° F (-7° C) for more than a two-hour 
period, preheating is required to prevent “cold start” engine damage.   If the aircraft is parked outside and has been 
exposed to the wind, the wind chill factor temperature should be identified for making the temperature determination.  
While the wind chill factor specifically refers to the temperature exposed human flesh feels when exposed to the wind, 
metal objects will also loose heat faster and cold soak quicker when exposed to the wind.  
 
Cold Starting of an aircraft piston engine is permissible when the ambient (wind chill) temperature is above 20° F. 
However, preheating the engine is always the most desirable course of action!  If it is decided to try a “cold start” of the 
engine, the following precautions should be considered.   
 

· Ensure your aircraft battery is fully charged prior to starting or use an external electrical power source 
during the start.  Attempting to start the engine with a weak or partially discharged battery can result in 
damage to your aircraft starter relay.  In addition, the slow cranking rotation produced by a weak battery can 
allow the engine to kick-back and break the starter adapter clutch spring.  

 
· Do not over prime the engine as this will lead to excessive liquid fuel in the intake manifold, which can 

produce the following bad events:  
 

o Engine “Hydraulic lock” can occur when the excess liquid fuel enters the cylinder assemblies.  
Because a liquid is not compressible, “hydraulic lock” will occur when a greater volume of liquid 
(fuel or oil) enters the cylinder assembly than can be accommodated by the cylinder volume when 
the piston is at the “top dead center” position.  If “hydraulic lock” occurs during engine start, the 
engine will be severely damaged (bent rod, cracked cylinder head, etc.) and will very probably 
suffer subsequent catastrophic engine failure when place under high power.  The bottom cylinders 
of radial engines and inverted in-line engines (i.e. 200 hp Ranger engines) are especially susceptible 
to this phenomenon. 

   
o Engine (Carburetor) Fire can occur when excess liquid fuel drains down through the carburetor 

and puddles in the carburetor air box, air intake hoses, or on the ground under the airplane to then be 
subsequently ignited by an engine kick-back or backfire.  The immediate response to a carburetor 
fire is to continue cranking (and hopefully start) the engine, which will then suck the fire back into 
the cylinders where it belongs.  (Another great reason to not attempt a cold start with a weak 
battery.)  It is also a very good reason to have a fire guard with a fire extinguisher readily available 
during a cold engine start to preclude severe damage to (or 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 running after initially starting.  

This condition occurs when there is not sufficient vaporized fuel available in the intake manifold to 
continue the combustion process.  The moisture produced in the initial combustion event now 
condenses and freezes on the still cold spark plug electrodes, “shorting out” the spark plugs.  Once 
this occurs “It’s over” , until this moisture is eliminated by either removing and cleaning the spark 
plugs or preheating the engine.   

 
“Cold Start” procedure (without preheat ~ temperatures +40° F to +20° F) is as follows: 

· Ensure battery fully charged (or use external power) for start. 
· Post a Fire Guard (or at a minimum have a fire extinguisher readily available). 
· Prime the engine using the normal prime procedure (plus one extra), then leave primer plunger “OUT ” . 
· Ensure Magneto switches “OFF”  (and wheels chocked). 

o Pull the propeller through 4 blades for a 2 blade propeller (2 complete engine rotations) 
o Pulling the propeller through lowers initial cranking friction, draws fuel vapors into the cylinder 

assemblies, and verifies that no “hydraulic lock” exists.  
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· Remove wheel chocks and proceed with normal start procedure 
o Once the engine “Fires”, slowly push the primer “IN” to provide sufficient fuel to keep the engine 

running until vaporized fuel from the carburetor reaches the cylinder assemblies. 
o Immediately monitor oil pressure and shut down the engine if no oil pressure is observed within 30 

seconds. 
o Do not operate engine above 1000 RPM but retard throttle further if necessary to keep oil pressure 

below 100 psi. 
o If oil pressure cannot be maintained between 30 psi and 100 psi, shut down engine and preheat. 
o Do not close cowl flaps to facilitate warm up! 

· Slowly advance engine power to 1700 rpm (max rpm until oil temp reaches 75d F)  
o Ensure oil pressure remains within the “green band” (congealed oil check). 
o Cycle a controllable pitch propeller 3 to 4 times (circulates warm oil into the propeller dome). 
o If a “feathering check” is required, limit RPM drop to 300 RPM. 

· Once oil temp reaches 100d F and oil pressure is within the green band at 2500 rpm, the engine has been 
warmed sufficiently for takeoff.  (Note:  Rapidly rising and excessive oil temperature indicates a congealed 
oil cooler.) 

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

· Lack of lubrication, interestingly enough, is not one of the reasons!  Modern multi-viscosity oils (i.e. Shell 
15W-50) retain good flow characteristics even under extremely low temperature conditions and will provide oil 
pressure quickly after start.  These same multi-viscosity oils have also caused the old “congealed oil” issues to 
pretty much disappear from the scene.  Oil congealing really is now only a consideration if still using “straight” 
summer weight engine oil (i.e.  During engine “break in” time). 

 
· Dissimilar Metals Expansion Characteristics is the reason “Cold Start” damage occurs to aviation piston 

engines.  Aviation piston engines are manufactured with two primary dissimilar metals: Aluminum Alloy and 
Steel.  These two metals have radically different expansion coefficients!  Aluminum expands or contracts at 
twice the rate of steel when heated or cooled.  This causes the following “Cold Start” damage.  

 
o Engine Bearing Damage occurs because insufficient clearance remains at cold temperatures.  The 

engine crankshaft, camshaft and connecting rods are made of steel while the crankcase and pistons are 
made of aluminum alloy.  These rotating steel parts are suspended inside the stationary aluminum alloy 
parts by thin bearing shells made of a soft metal (typically bronze) alloy.  A small clearance is specified 
to allow oil under pressure to be forced into the bearing shells, providing lubrication and lowering wear 
and heat generation due to friction.  When the engine is cold soaked, the bearing clearance is reduced due 
to the different contraction rates of aluminum alloy and steel.  For example, a TCM (Teledyne 
Continental Motors) IO-520 engine crankshaft has a 0.0018 inch minimum clearance at normal room 
temperature, but it loses 0.0020 of an inch of clearance at -20° F.  In other words, the clearance 
becomes negative and the crankshaft is seized!  Cold Stating an engine under these conditions will 
cause the following damage in the first minute or two of operation: 

�� Accelerated bearing wear and damage to the crankshaft journals. 
�� Possible shifting of the bearing shells in their saddles.  These “Spun Bearings” will misalign the 

oil feed holes and starve the bearings of lubricating oil.  
 

o Engine Cylinder Damage occurs for the same reason, but now the situation is reversed.  The engine 
cylinder assemblies have aluminum alloy pistons moving inside of steel cylinder barrels.  To make 
matters even worse, the top of each cylinder barrel is tapered or “choked” like a shotgun barrel.  This 
occurs so that when the cylinder barrel expands under normal operating temperatures, it will become a 
true constant diameter cylinder and not become “flared” at the top.  (Because the cylinder becomes hotter 
at the top - due to the combustion process - the top of the cylinder barrel expands more than the bottom).  
When the engine is cold, the pistons are quite loose in the cylinder barrel (which is why a compression 
check is always done on a hot engine).  Trouble begins when the engine is “cold started”.  The light, 
small aluminum alloy pistons heat rapidly (due to combustion heat) while the big, heavy cylinder barrels 
(that are covered with aluminum cooling fins which are now bathed in cold air flow) heat much slower.  
The piston rapidly expands to its full operating diameter within the cold cylinder barrel which expands at 
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a much slower rate, again reducing the operating clearances.  When it is cold enough, the clearances can 
actually become zero resulting in the following damage: 

�� Severe metal to metal “scuffing” between the piston and cylinder barrel. 
�� The possibly of broken piston rings. 
 

· A Single Cold Start, in a couple of minutes, can produce the following engine damage:  
o More Wear than 500 hours of normal cruise operation 
o If it’s cold enough, catastrophic engine failure after takeoff 
o The newer and “tighter” an engine is, the more susceptible it is to Cold Start damage   

 
The Types of Preheat Available are as follows: 
 

· A Heated Hangar is the absolute best form of preheating!  The preferred method would be to arrange for the 
aircraft to be placed in a heated hangar the night before a cold weather departure.  This method warms the 
entire aircraft, not just the engine.  

 
· A Multipoint Electric Heater is the next best choice.  It should have individual heating elements attached to 

the oil pan, crankcase, and each cylinder.  (i.e. Tanis Aircraft Services  Model “TAS400” system or Reiff 
Corp. “HOTBANDD” system)  These plug into an 115v outlet and are capable of providing excellent preheat 
in a couple of hours when the aircraft is enclosed in an 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 pan which then recondenses on the still cold 

engine parts (crankshaft, camshaft, and cylinder walls) causing accelerated corrosion of those 
parts.  

o Place a quilted blanket on top of the engine cowling to retain heat, increasing heater effectiveness. 
o Insulated Engine Covers are required if these heaters are to be used outside.  Custom-fitted insulated 

engine covers can be purchased from Kenton Aircraft Covers as well as Tanis and Reiff.  In very cold, 
windy conditions the propeller will become a major source of heat loss and must be covered as well. 
Again, Kenton, Tanis, and Reiff all offer propeller covers.  If the covers are installed immediately after 
shut down, the engine will remain warm enough for start for three to four hours, even in cold windy 
conditions. 

o These heaters can be left on continuously.  The Engine Mfgr warnings against the continuous use of 
electric engine heaters were primarily to prevent the corrosion issues associated with single point oil 
pan heaters.  In fact, continuously using a multipoint electric heater in combination with an insulated 
engine cover is one of the most effect means of eliminating internal engine corrosion, particularly if 
the aircraft is hangared.  Keeping the entire engine above the dew point simply prevents 
condensation from ever occurring! 

 
· Forced Hot Air  is the third choice for preheating.  This is the old, traditional type preheating system which 

uses a high capacity kerosene (or gasoline) fired preheating unit such as the one Manufactured by Aerotech-
Herman-Nelson. 

o Ensure the air ducts are directed properly at the engine sump. cylinders and oil cooler 
o Do not place excessive heat on non-metallic components such as seals. hoses, and drive belts by 

attempting to hasten the preheat process.  
o Ensure the heat is applied long enough, especially outdoors in the wind, so that the engine parts are 

warm to the touch.   
 

· Small Electric Heaters or Heat Lamps are the last choice and should only be considered suitable for a 
hangared aircraft with an insulating engine cover.   They also require overnight use to provide suitable 
engine preheat. 

 
Well, that wraps us up for this month.  Next month we will look at some other engine issues.  
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The thought for this month is “Below 80 degrees Fahrenheit, the fun of flying a light aircraft is directly proportional 
to the square of the outside air temperature”! ~ Your humble scribe. 
 
So until next month, remember to “Think Right to FliRite!” 
       

Manufactured Engine Cover with an “Innovative” Prop Cover 
 

 
         
 

Guest Columnist: John Wilder                                                               Crossing the North Atlantic  
 

 

Twenty-six thousand feet over the North Atlantic an alarm sounded. 
 
Beep, beep, beep. 
 
“What’s that George?” 
 
“I don’t know. The gyros don’t seem to be working. We have lost our vacuum and the autopilot has shut 
down.” 
 
*** 
Late October I learned that George Coy was looking for a pilot to help him ferry a Piper Malibu to Finland. I paused for a 
moment and thought to myself, “What’s there to think about? Do it! You love to fly. You will learn something and what a 
terrific experience”. 
 
I called George, “You still looking for a pilot to fly to Finland?’ 
 
“Are you looking for an adventure?” 
 
“I am.” 
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“Well let’s go!” 
 
I met George the next day. A few weeks earlier George ordered a “trip kit” from Jeppesen. With charts spread out we 
reviewed the flight plan for crossing the North Atlantic. We examined the route of flight, entry points, mandatory 
reporting points and each day’s destination airport. Later George provided me with the North Atlantic International 
General Aviation Operation’s Manual, a thirty-nine page document. “Here” he said, “Take this manual and study it”. 
 
The flight route would take us to Goose Bay, Canada; Narsarsauq, Greenland; Reykjavik, Iceland; Bergen, Norway and 
finally to Lappeenranta, Finland. 
 
Later that day I visited with a friend, another pilot, in his hangar. I told him about the adventure I was about to embark on. 
 
“Are you nuts? You’re crazy! Do you have any idea how long you will be flying over the North Atlantic? You are in a 
single engine airplane! If you go in that water your life expectancy is about fifteen minutes.” 
 
Suddenly I’m wondering to myself if I have made the right decision. “You fool” I thought to myself. “You really didn’t 
give this much thought or do any research on this flight. You just jumped right into it.” 
 
“Did you know that you need to have survival gear on board?” My friend asked. 
 
I didn’t answer. I just kept thinking, “What have I got myself into?” My friend prattled on. I could hear his words, but 
he’d already said enough. I was thinking about my hasty decision. Anything he said after “survival gear” I did not hear. 
 
I left his hangar and found George again. “George do we have survival gear?”  
 
“Yes.”  
 
Relieved, I listened.  
 
“We have a life raft with provisions, immersion suits and a flare gun”.  
 
Feeling better about my decision I went home to study the manual. 
 
The first paragraph caught my attention. “Flights by general aviation aircraft across the North Atlantic have increased 
dramatically. Unfortunately, there has been a corresponding increase in the number of general aviation fatalities and 
aircraft lost”. 
 
I continued my reading and grew concerned with the potential environmental conditions that could be encountered during 
the flight. “Rapidly changing weather conditions involving severe icing, severe turbulence, and heavy precipitation are 
common particularly during the winter. Changes are often so rapid that they are difficult, if not impossible, to forecast. 
Familiarization with all aspects of your emergency/survival equipment is vital if you are to survive an unexpected early 
termination of your flight.” 
 
Wow! My eyes wide open I imagined, flying into monster weather, losing the only engine we had and ditching into the 
North Atlantic. 
 
“Is it to late to back out?”, I asked myself. I sat just staring at the manual. I was not able to read. I saw the words but could 
not concentrate. My mind just raced with all the “what ifs”. Some time passed before my mind settled. I read more. 
 
Committed and not backing out, I will prepare the best I can. This North Atlantic crossing would be one of the moments 
when you say to yourself, “I’m alive. This is an adventure and it is exciting.” Heck, we could all just do nothing and hang 
around the comforts of home and feel safe. Or we live a little and take some chances. 
 
The manual provided two charts; water temperature of the North Atlantic and a Survival Chart. Temperatures range from 
zero degrees to ten degrees Celsius. The survival chart revealed life expectancy in the frigid waters. Without protection 
(immersion suits and life raft) at zero degrees Celsius you can expect to die within fifteen minutes. 
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The next day I met with George at the airport. I asked to see the survival gear. I donned the immersion suit. I do believe I 
looked like Gumby. Our plan was to wear the suits while flying over the North Atlantic. Although the suits were stiff and 
uncomfortable I felt comfortable knowing that I would not have to struggle with putting it on during a crisis in the 
cockpit.  The next item I examined was the life raft. Operating the life raft would be my job. In the event of an engine 
failure and subsequent ditching it was my job to move to the rear of the plane to prepare the life raft, open the emergency 
hatch, bail out and inflate the raft. George would report our position and fly the plane to the water. George commented, 
“And once we are on the water get out of my way. I’m coming out!” 
 
In the airplane I practiced my emergency assignment. In my mind I practiced my assignment over and over.  
 
November 3rd, our departure date my wife, Pat drove me to the airport. She was apprehensive with this flight. She knew 
the potential hazards. She knew this was something I wanted to do and supported it. Pat climbed into the Malibu and 
commented on the instrumentation, “Nice, but it looks complicated.” Pat is not a pilot. She loves flying around with me in 
my little Cessna 150. She was pleased and relieved to see the preparations and precautions we’ve taken.  
 
George and I reviewed the flight planning again. We examined the survival gear one more time. 
 
Our first leg took us to Goose Bay at 11,000 ft. We picked up a little rime ice, but nothing to be concerned about. We 
asked and received a clearance to climb to 13,000 ft. We broke out of the clouds and the ice eroded from the leading edge 
of the wing. A little over three hours later we landed. A friendly young woman from the FBO greeted us on the tarmac. 
She arranged to have the FBO’s van transport us to a local hotel and to pick us up the following morning at 0630.  
 
The room, well I’ve stayed in better, was dank and musty, but met our needs. We settled in and planned for the next leg. 
This leg was to take us to Narsarsuaq, Greenland, and the first leg over water. We ate our evening meal in the hotel’s 
restaurant and retired for the night with the alarm clock set for 0530.  
 
Before I knew it the alarm clock was ringing. We were up and showered and waiting in the lobby for our ride. We waited 
until 0645. Our ride had not arrived. The young pregnant woman behind the counter asked what time we expected our 
ride. George said, “0630”. The woman gave us a funny look and replied, “It’s only 0545.” The hotel folks failed to set the 
alarm clock from daylight savings time to standard time. We trudged back to our room to wait. 
 
At the airport we finalized our flight plan and checked the weather. We made note of the North Atlantic “entry point” 
“Loach” and the other reporting points. For this leg we needed to wear our immersion suits. The suits were left in the 
airplane over night and this time of year in Goose Bay the temperature drops below freezing. I watched George struggle 
into his cold stiff suit. I grabbed my suit and said, “George, I can’t watch this anymore. I’m taking my suit inside to put it 
on. I’ll be right back.” I returned just as George conquered his suit of stiff rubber armor. 
 
We climbed into the Malibu. I secured the door and struggle between the seats to get into the cockpit. With checklist 
completed we were cleared to 26,000 ft. We leveled off and I noted the temperature at -42 Celsius.  
 
“Gander this is Piper Malibu two-six-four-sierra-charlie with you at Loach, twenty-six thousand feet, one three five one 
zulu, expect 59 North 50 West at one five three one zulu, Symutac next.”  
 
We crossed the entry point, Loach over the North Atlantic and announced our position and the next two reporting points. 
We would arrive in Greenland in about three hours. 
 
Flying over the North Atlantic it is not uncommon to lose radar coverage and have difficulty communicating with ATC. 
Aircraft often receive requests from ATC to relay radio communications. 
 

“Gander, Two-six-four-sierra-charlie contact and confirm with King Air three-two-zero-two-alpha flight level two 
five zero to cross five zero west at flight level one eight zero. Must be level at flight level one eight zero before 
crossing five zero west.” 
 

We gave the message to the King Air and confirmed with Gander. The Malibu’s engine purred like a kitten. As it droned 
along occasionally I would see George dozing off. There was no way I could sleep during this flight. Whether George was 
awake or not I monitored all the gauges. 
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Twenty-six thousand feet over the North Atlantic an alarm 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 the needle was showing below the green. 
 
“We have lost our vacuum and the auto pilot has shut down.” 
 
I noted our compass heading and we continued to scan the panel. We were VMC on-top at the time. 
 
George activated the auto pilot again and punched the NAV button. The airplane banked slightly to the left and once again 
the auto pilot was coupled with the GPS. We were back on course. George’s gauges came back up. I lost my attitude 
indicator. The gyros were operating on the back up vacuum pump, but still showed low suction on the gauge. The 
annoying beep continued until we finally found the switch to deactivate it. For a moment we thought we permanently lost 
all our navigation equipment. 
 
The remainder of the flight to Greenland was smooth and uneventful. We arrived at Narsarsuaq about three and half hours 
after leaving Goose Bay. Our altitude was a little high on our initial approach to Narsarsuaq.  
 
“I’ve got the runway.” 
 
“Where?” I asked. 
 
“Off the nose.” 
 
The runway looked like a sewing needle resting between the fjords. At twelve miles out we began our “S” turns to lose 
altitude. This method was not enough to get us down. Within three miles of the runway and still at six thousand feet we 
completed three-three hundred sixty degree turns flying over the bay with the mountain peaks off our wing tip. Icebergs 
floated on the water. After the last turn we lined up with the runway and reviewed the “before landing checklist” one more 
time. 
 
“Airspeed 130, 120, 110, 95, 90”, I called out. 
 
Touchdown, we made the first leg over water. On the tarmac we noticed the King Air and met the pilots. They thanked us 
for the communications relay. We chatted a bit before they departed on their next leg over the North Atlantic. 
 
The scenery at Greenland is breathtaking. The glaciers and the deep fjords are a spectacular sight. I must say though there 
is not much that goes on in Narsarsuaq. The Danish speaking Inuit are friendly and accommodating. I only have one 
critical comment about my stay. The eggs, they must be Penguin eggs because I have never tasted anything like them 
before. 
 
We were not able to repair the vacuum pump and decided to fly the leg to Iceland on the back up system. We headed for 
Reykjavik, Iceland the following morning. Once again we were wearing our “Gumby” suits. Earlier I decided not to 
change my clothes if I had to wear the survival gear. There was no sense in dirtying another set of clothes if I was going to 
smell like a basketball anyway.  
 
The flight to Iceland was smooth on top. As we crossed the North Atlantic it was probably good that we could not see the 
ominous cold waters below.  
About sixty miles out of Reykjavik we were IMC in sleet and picking up some ice. We were cleared for the ILS RWY 19. 
We broke out of the clouds about thirty miles from the airport. The temperature warmed and the wing shed its ice. We 
were given the visual approach to Rwy 19. George decided to follow the glide slope down. 
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Suddenly George began to cuss, “Why isn’t this %&# thing picking up the glide slope? What in the %&# is wrong with 
it?”   
 
“Ah George, you have the ILS frequency on standby. You need to punch the frequency in.” 
 
“Oh.” Then silence in the cockpit. A two man crew is a good thing. 
 
We stayed a couple nights in Reykjavik and enjoyed a couple beers at the Café’ Paris (an odd name for a pub in Iceland). 
We shared a peanut pizza, a first for me. 
 
The vacuum pump was replaced. The needle was in the green and the red warning light went out. 
 
Our journey continued on to Bergen, Norway and then to our final destination, Lappeenranta, Finland. We did a full ILS 
approach into Lappeenranta and broke out at 1300 ft. All systems worked fine. 
 
Upon landing, George reached over, tapped my knee and announced, “We made it babe”. 
 
“Yes, yes we did.” Six days later and over nineteen hours of flight, we were in Finland. 
 
The North Atlantic crossing is not to be taken lightly. When considering such a flight much preparation and planning must 
be completed. Before embarking on a North Atlantic Crossing in a general aviation aircraft I suggest that a pilot new to 
this route accompany some one with experience as was the case with George. 
 
PILOT BACKGROUND: 
 
George Coy is a CFI, CFII with 17,500 hours. His ratings include SEL, MEL, SES and DC3 Type rating. He operates Coy 
Aircraft Sales at the Franklin County Airport. His email address is george@gesoco.com 
 
John Wilder is CFI, CFII, MEI with 1100 hours. He is freelance instructor at the Franklin County Airport in Vermont. His 
email address is flyharley@comcast.net 
 
 
 

Safety Tip By Don Taylor                                                                     Winter Flying    
 

   
There are sure signs that winter is here!  Some people know the seasons are changing when the last leaves fall 
off the tree or when the local supermarket starts selling rock salt near the checkout.  Those of us in aviation 
watch for other signs of the coming cold, like changes in oil weight and open cockpit airplanes growing 
canopies.  No matter how you keep track of the seasons, it is important that your flight preparation be matched 
to the weather you will be flying in.  Winter flying requires some added safety precautions for both the pilot and 
the aircraft. 
 
Common sense suggests that pilots need to dress differently when chasing a breakfast special in February than 
they do when tracking down that same omelet in June.  Nonetheless, I see lightly clad pilots spring to their 
airplanes in windbreakers even on the coldest of days.  They make quick work of the preflight and then slip into 
the relative warmth of the cabin.  What are they thinking?  The winter preflight should actually take longer than 
it does in warm weather.  There is a rule of thumb for determining if you are wearing the right clothes for your 
flight.  If you get cold during the walk-around, you are not dressed correctly for the trip. 
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Did You Know?  By Don Taylor                                                            Peak-to-Peak Gondola 

 
Our chair lifts, gondolas, and trams in Vermont go up the mountain.  This one goes from peak to peak. 
 
"If you’re afraid of heights, forget about riding the new Peak to Peak Gondola at British Columbia’s Whistler 
Blackcomb ski resort. Passenger cabins hang as high as 1427 feet and travel nearly 2 miles without passing a single 
support tower. It’s the longest unsupported span of any lift 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), the Peak to Peak 
has an early-warning system known as OCAS, or Obstacle 
Collision Avoidance System. OCAS uses radar to track nearby 
aircraft. If it detects a threat, flashing lights are activated on the 
towers and an audible warning is broadcast on all aircraft 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 reserved.  - Paul Tolme, Inside Whistler Blackcomb's  
  Peak to Peak Gondola, October 30, 2008 

 
Boy, things have changed since I started skiing! When I got out of the service in 1946, I skied at Stowe, it was the 
only place around.  It had a ski tow, which was two - you could get off the first one, and if you wanted to go higher, 
you got on to the second one.  It had a single chair lift, which 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 did not make our goal for 2008, 
which was 300. 
 
We have 160 chits to send someone to the Air Academy in Oshkosh. 
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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 
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Mark your calendars... the next chapter meeting will be a Pancake Breakfast  at the Franklin County State 
Airport (FSO) on Sunday, January 18th from 9:00 - 11:00am.  Following breakfast, Ken Levesque of KenDo 
Ballooning will give a presentation on (drum roll please)... hot air ballooning!  
 

Hope to see you there!! 
�������� �������������������������������� ����

 
Calendar of Events 

January 18, 2009 Pancake Breakfast – Franklin County Airport (FSO), Highgate, VT, 9 – 11 am   

 

OFFICERS/COMMITTEE MEMBERS 
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Treasurer 
Bryan Bourgeois  899-1333  23 Butler Rd, Underhill VT 05489    bbourg@lightshiptech.com 
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Scholarship Committee 
Frank Gibney   879-7419     1147 Sunset View Rd. Colchester  05446     gibneyf@aol.com 
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Technical Counselor 
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