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Upcoming Event
December meeting:
Scott Elhardt joins the
ranks of new RV pilots and
tackled the BIG job of painting his -8 himself. Join us
December 1st for a talk on
the highs and lows of RV
building and finishing. Details on page 8!!!!
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Pres: Doug Weiler, 651-3981184, dcw@mnwing.org
Sec/Treas: Jim Lenzmeier,
651-633-8488,
jlenzmer@msn.com

Just about every morning after embarrassing myself at our local Y, I
head over to our local coffee shop to wind down and read the paper.
Yes, a REAL paper made of crushed and mangled trees that you have
to HOLD between your hands to read. I do own an iPhone, an iPad,
and most of the “i - stuff” that Apple Computer compels us to buy,
but I am old school when it comes to a newspaper. Same with my
logbooks. I am so old fashioned, that I actually still record each flight
using a REAL pen. I really don’t know why. Probably got enough
hours to get a flying job if I needed to. I know there are all sorts of
cool logbook apps that will add and subtract, slice and dice my flight hours, but nothing beats
the slightly moldy smell of an old logbook and that momentary sense of accomplishment recording another hour of flight time.
Upstairs stashed away in a fireproof safe, are all
of my logbooks. The first half dozen are those
skinny, black “Pilot Flight Record and Log Book”
published by Aero Products Corporation. You
know how they are laid out: date, flight from,
flight to, aircraft make, and so on till you come to
the “remarks” column. My early flight instructors
would document each lesson and later I would
usually jot down comments about the flight. But
about mid-way through logbook #3 there is an
entry made on September 8, 1968 and in the “remarks” column is this cryptic comment: “think
fuel!!” I didn’t make this entry… my wife did (actually she was my girlfriend then way back
some 44 years ago.) The back-story….
According to my meticulous recording keeping, I had accumulated a total of 338 hours of flight
time and was all of 19 years old. I had my private and commercial licenses, and just one week
before, I had passed my instrument check ride. Yes, as a matter of fact, I was God’s gift to aviation. I was flying out of a small grass strip named Oakland-Orion Airport about 10 miles from
Pontiac, Michigan. It was run by my flight instructor Lefty and his wife Ethel (yes, she looked
exactly like an Ethel). I was going to college nearby, working on the side at a trucking company, and spending most of my extra dollars building time in a flying club’s antique 1959 Cessna
150. My short-term goal was to get my CFI and start making some REAL money as I continued school.

Lefty had recently purchased a
nearly new Piper Cherokee 140
and added it to his rental fleet of
several ragged out Cessna 150s and a Citabria. I had gotten checked out
in the Piper a few weeks before and probably only had a couple hours in
it prior to the flight in question. All of my previous experience was in
Champs, high-wing Cessnas and the Citabria.
Jean and I had been dating a couple years and she had flown with me
quite often in the club’s 150. My plan this day was to blow a week’s
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pay by renting the Cherokee and take Jean along with a couple high school friends on a lunch date. The destination was Owosso,
Michigan about 40 miles northwest. My rear seat passengers Kathy and Maurits, had just started going together and this was to be
their first light airplane ride. Of course they trusted my vast experience, judgment, and skill explicitly!
We loaded up and taxied out for takeoff to the south on Oakland-Orion’s 2400’ grass, gravel, rocks, and dirt strip. Weather was clear
and light winds out of the south. I recall we had ¾ of a tank of fuel on the left side and a quarter tank in the right. Using just the left
tank, we had plenty of gas for the trip, which would only take less than an hour over and back.
Even though a Cherokee 140 with 4 people on board is kind of a dog, I don’t recall anything unusual about the takeoff. The flight to
Owosso was great. My passenegers marveled at the scenery and seemed to really enjoy the brief flight (and no doubt astonished that
their long time friend from junior high days was now such a masterful aviator with impeccable command of the flying machine). We
had a great lunch and soon it was time to depart for home.
Owosso had a paved 4300’ runway and two shorter grass
strips with trees at the ends. The wind was about 5 knots
out of the south so I planned for a southerly departure on
runway 18 in the grass… right at the trees. I carefully
ran through my checklist and we started our roll. By
now, I am getting used to the lethargic performance of
this Cherokee so staring down the trees at the end was not
all that unusual. Somehow we staggered over them by
some miniscule margin although my heart rate may have
been operating slightly over redline. We slowly made our
way up to 2000 feet and I turned to the east glad that the
scream of 150 horses up front drowned out my thumping
heart.
We had leveled off and I had settled down for the short
20-minute flight back home. This was pre-intercom and
headset days so there really wasn’t any chitchat on the
way home. I sat in silence wondering to myself why I
didn’t takeoff on a long 4300-foot runway with no obstructions even with a little crosswind. Those trees were
REALLY close!
I had pondered this lesson only a couple minutes when
suddenly the engine quit! No roughness, no rumbling, no
warning… it just flat quit. I couldn’t believe what was
happening. There was no reason for this… a nearly new
(although underpowered) airplane, good weather, steelyeyed pilot, plenty of gas. But it quit. I was oblivious to
the commotion of screams and terror in the backseat.
Jean was cool... she didn’t say anything. Obviously totally confidant that I could handle the situation. I was terrified!
I dumped the nose and looked for a place to land. Fortunately a golf course was right under us. I made some hasty plan to circle
down and land on one of the fairways. Probably 30 seconds had gone by and I was in a pretty good position to land with about 1000
feet of altitude left. I had some time so I started the drill Lefty had drummed into me. Carb heat on, boost pump on, switch mags…
nothing. I looked at the fuel valve on the left sidewall of the cabin. Maybe I should switch tanks although I knew I was running on
the left tank with the most fuel. So I did. Ten seconds later, the engine roars back to life! More screams from the back seat… “We’re
going to live!!” Suddenly I’m a hero….
Well not exactly. After things calm down and our collective hearts return to our bodies, I look at the fuel gauges and the fuel selector.
The left tank is ¾ full. The right tank is empty. The fuel valve is now on the left tank. The engine is running. Amazing how that
works. Ten minutes later we are back on the ground and I fess up that I was running all the time on the near empty right tank and had
convinced myself I had selected the left side. I guess I seemed to have this issue with what it right and what is left. I had stupidly ran
the right tank dry. To this day, I thank God it didn’t quit just as we cleared the trees at Owosso.
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The happy ending is that Jean and I were married two years later. Kathy and Maurits were married three years later and amazingly
have actually flown with me again a couple times over the years. And after 44 years and almost 20,000 of flight time, that was my
one and only engine failure. I certainly hope to keep it that way!

* * * * * * * *

Minnesota Wing News
- Doug
Joe Connell’s First Flight….
“On August 6th RV-9A, N95JJ, flew for the first time at the
Rochester, MN airport. The engine is a carbureted Aero Sport
Power 160 hp O-320-D2A with a P-Mag and a Slick mag,
Sensenich prop, and a Reiff sump heater. Instrumentation is
provided by a Dynon D10A EFIS, Garmin SL-40, Garmin,
GTX-320A, JPI EDM-700 engine monitor, PS-1200 intercom, and AFS angle of attack indicator.

My special thanks to my wife Jan who encouraged me
throughout this project. It was she who did much of the riveting while I held the bucking bar!

I’ve been hoping to no avail that the FAA would waive 3rd
class medical requirements so I could fly this creation. I’ve
given up hope and plan to sell the plane this fall.”
My thanks to Tom Irlbeck for being the test pilot and Paul
Irlbeck his oversight during the construction period.

Scott Elhardt’s RV-8
“N32SE flew 3 years and 5 months to the day that I inventoried the empennage kit! .6 over the field with all the numbers
good and everything was a non-event. Transition training by
Jan Bussell in Florida had me really ready for the first flight.
I've got the engine broken in at 10.1 hours, a few avionics
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squawks that I'm working through and now it is on to Phase I
in earnest.”

a little tight. Glad to see my old machine has found a nice
home.
Scott Hutchinson at Lake Elmo….
Scott hardly ever misses a day working on his RV-7A in his
hangar at 21D. It does look like an airplane with all of the
systems installed. Scott has been working on the fiberglass
components, which is a challenge in itself. Progress sometimes seems slow but years ago, Van himself told me that if
you do a little every day, you WILL get it done. Keep at it
Scott!
Travis Hamblen, CFI…
Former RV builder/pilot Travis Hamblen, current American
Champion junkie, acquired his CFI and is available for instruction, BFR or anything else needed, especially in RV's!
See his webpage for information www.flywithtravis.com.

Technique vs. Procedures
- Ron Lee, from the RV Safety website

NOTE: Scott will host this month’s meeting. See page 8…

Bernie Weiss’s RV-9…
Bernie and his able assistant Tom Berge have been hard at
work just about every weekend this summer on the RV-9 project. The latest report had them cursing the cowling installation but that is just a normal part of RV construction! Very
likely the -9 will be out to the hangar at ANE by the end of the
year with a first flight coming shortly thereafter. Bernie’s -9
sports a 160 hp Lycoming, Hartzell c/s prop, and a lot of cool
Garmin gizmos on the panel.
Peter and the -4…
You can always tell RV-4 pilots because they NEVER are
seen without the RV grin. Peter is the happiest guy I know
now that he has pretty much mastered that strangely familiar
RV-4 in his hangar. He recently flew to Madison to pick up
his mother-in-law to bring her to Minneapolis for a couple
days. She loved the trip even if the rear seat accommodations

Putting the landing gear down prior to landing is a procedure,
when to put it down is a technique. Procedures are specified
by the manufacturer of a part, component or airplane. Techniques are the methods that pilots utilize to comply with procedures, standards, regulations and/or operate the airplane.
Techniques may be taught, developed, debated and adjusted,
but procedures must be developed and adhered to under nonemergency/abnormal circumstances. As a manufacturer, the
builder of an experimental/amateur built (EAB) aircraft has
the latitude to develop, test and specify procedures in the form
of a checklist or manual. In the case of the typical RV, most
of the homework has already been done by the kit builder and
the manufacturers of components used in the airplane (e.g., the
engine manufacturer’s manual), but some research and testing
will be required.
The first step in developing a coherent checklist or manual is to
read the component manufacturer’s manuals. Sounds simple, but
in most cases builders and, especially, purchasers of already flying
RV’s have a tendency to depend
on WOM (“word of mouth,”) or
techniques offered by a flight instructor or mechanic. The very
first place to start is the builder’s
manual. If you didn’t build your
RV, you can obtain a manual and
set of preview plans from Van’s
for a very nominal amount of money. The other important
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manual to digest is the one prepared by the engine manufacturer. While Lycoming has a tremendous amount of variety
even within engine types (a “type” in this case meaning “O320” or “O-360”), there is a basic manual available for all
certified variants of these engines. If your engine conforms to
one of the configurations listed in the manual, you should consider any procedures listed in the manual as procedural, i.e.,
“must comply” items. You should also be aware of any service bulletins/instructions or airworthiness directives associated with your engine type, since this is the mechanism the
manufacturer of your engine uses to update manual procedures. If your engine is experimental, but is a derivative of a
certified configuration, you can still start with the appropriate
Lycoming manual and adjust as required. If your engine
builder has prepared a manual or set of operating specifications, that can form the basis of the procedural operation of the
engine. A current list of manuals is contained in Lycoming
Service Letter L114AT (Reciprocating Engine and Accessory
Maintenance Publications) available on the Lycoming web
site. This service letter is updated from time to time, so make
sure that you reference the most current addition.
Whether your Lycoming engine is high-compression, lowcompression, carbureted or injected, the appropriate manual
will address each type. Section 3 contains operating instructions. If you see the word “recommended,” assume that
means unless there is a valid engineering reason to do things
differently, it should form the basis of the procedures you develop as the manufacturer or use for the operation of your engine. If you see the words “shall, will, do, do not, always, etc.
” don’t deviate from the instructions. If you see the word
“may,” the best way to interpret that is the same as “recommended.” If you’ve been taught a technique that differs from
a procedure in the engine manufacturer’s manual, it’s up to
you to answer the “why” question and determine the validity
of that technique and whether or not you, as the manufacturer
want to revise the procedure.
Let’s look at some specific examples of procedures and techniques, as they would affect the operation of your Lycoming
engine. It is procedure not to lean the engine at power settings
greater than 75% (baseline O-320 example). How and when
the engine is leaned at power settings below 75% is a matter
of technique. One technique is to simply not touch the mixture control at or below an arbitrary density altitude (e.g., 3000
or 5000 feet). This is, generally, a poor technique, but a valid
one nonetheless. The Lycoming Operator’s Manual offers
three techniques for leaning at power settings below 75%:
using an EGT, using a flow-meter (fuel flow gauge), and leaning with the manual mixture control (i.e., by ear). In this case,
when developing your checklist/manual, a cruise procedure
might be “Power Set – AS DESIRED, Mixture –LEAN (for
power settings below 75%).” Based on your engine configuration and the extent of engine monitoring available, you can
then flesh this procedure out with a recommended technique
for accomplishing leaning.

Note that I assiduously avoided a deep discussion about leaning techniques. This is one area that requires some careful
technical study and also one area where the engine manufacturer’s manual may not be all that helpful, or even contain
poor information. The other place that a Lycoming manual
may be of little use is if your engine is fitted with an advanced
ignition system, balanced injectors, a modified induction system or other improvements. Another “game changer” is the
adoption of advanced engine monitoring systems. The accuracy of these displays can provide a new precision to engine
operation that wasn’t available in the past. Depending on the
configuration of your engine, it may take some research to cull
through the information available to establish procedures or
develop techniques for your installation.
What constitutes an invalid technique? The answer is pretty
straightforward: anything that will result in damage or an unsafe situation developing. Getting back to the original example, putting the gear down on short final may result in a geardown landing, but it makes it hard to fly a stabilized approach.
It may also result in an error of omission, i.e., forgetting to put
it down. Therefore, most folks will extend the gear prior to
the final approach fix or beginning the base turn, double
checking at least once to confirm “three down.” The short
final example is a poor technique. An invalid technique would
be to extend the gear after touchdown. On the other hand, in
an engine-out situation, delaying gear extension may be just
what the doctor ordered, or it may even be desirable to make a
gear-up landing under some conditions. These exceptional
techniques are examples of airmanship (read “judgment”)
over-riding rote application of procedure.
So how about an RV-applicable example (not too many retractable RV’s out there after all…)? Let’s try flaps. All RV’s
are equipped with flaps, but the use of flaps is not required for
flight. There are likely some pilots that never use flaps, and
there are probably some pilots that always use flaps; but likely
there are a good number of pilots that usually use some flaps.
So what does that mean? It means there are many different
techniques, even if we neck the discussion down to twoposition manual flaps built according to plans under no
wind/minimal crosswind conditions. For takeoff, some pilots
will use ½ flaps (20 degrees) for takeoff, others will only use
flaps for takeoff with aft CG, and others that won’t ever use
flaps for takeoff. Nevertheless, if flaps are used, they must be
retracted prior to exceeding maximum flap extension speed
(procedure). When decelerating for landing, flaps may be
extended any time speed drops below maximum flap extension speed (procedure), if desired. Actually getting manual
flaps down at that speed is problematic. So to keep things
orderly, one technique would be to apply half flaps decelerating through VFE and then applying full flaps at 80 MPH IAS,
adjusting trim and power and stabilizing the descent for the
final approach or final (base) turn. We can see there could be
lots of variation in technique, but only one applicable procedure related to the operation of manual flaps.
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it.” Indeed, there can be a vast disconnect between “building’
and “flying”. Nothing wrong with the “builders” out there
who place all of their efforts in the building process. Their
talents shine during the building process and the end result is a
well constructed, beautifully crafted airplane. Then there are
the “flyers” whose goal may not be so much in building a
Grand Champion as putting together a safe and practical
traveling machine. Case in point is a recent conversation with
MN Winger Tim Olsen at EAU. Tim has an RV-10 which
now has over 900 hours logged.

Note that in our flap example, we said that there was little or
no wind. What about gusty or crosswind conditions? In that
case, then a different technique may be more appropriate. So
it turns out other than never using flaps, the “proper” use of
flaps under existing conditions will require several different
techniques. Just to make things more confusing, you can bind
a technique by specific parameters. For example, regarding
the use of flaps for takeoff, you could use ½ flaps for takeoff if
the crosswind component is less than XX knots. If the crosswind component exceeds XX knots, then a no-flap takeoff will
be made. Now, if you built your plane, you could specify that
this technique is, in fact, a procedure for your airplane—that is
your call as the manufacturer.
So, to reiterate: a “procedure” is something you MUST do, a
limit or instruction you SHALL adhere to; a “technique” is a
method used to accomplish a task or comply with a procedure.
The manufacturer of the aircraft develops any applicable procedures for that aircraft. Developing procedures takes some
thought and research and those procedures should be validated
by testing. They can be contained in checklists and/or manuals.
Techniques, range from good to invalid. A good technique is
anything that allows you to accomplish a task efficiently and
effectively. An invalid technique is one that fails to accomplish the task, causes damage or an unsafe condition to develop. Techniques can be debated, discussed, analyzed, and
modified ad nauseam. Since there are as many different perspectives as pilots, ultimately a truly “good” technique is what
works for you to get the job done as safely and efficiently as
possible.

Getting’ out of town…
-Doug
I’ve heard it said by more than one RV builder: “Once I get
this project done, I’m not sure just what I’m going to do with

Tim and his wife Andrea and their two daughters may hold the
traveling record not only among our builder’s group, but the
entire universe of RVs. They have traveled to all 48 states in
the contiguous U.S., Mexico, the Bahamas, and this summer
they flew to Alaska. For the entire story, check out Tim’s
website: http://www.myrv10.com/N104CD/index.html
Jean and I have done a far amount of traveling via lightplane
over the years but certainly nothing like Tim and Andrea. I
built our RV-7 with the intention of having a traveling
machine at least within the constraints a “toy” airplane can
provide. Us old airline pilots have been pretty spoiled with 2
big turbine engines out there, 5 flight attendants and 185 folks
in the back paying for the gas.
After our aborted trip to Michigan earlier in the summer, we
decided to try again in September. This time we were blessed
with great weather. Our plan was to fly east to Mackinac
Island and spend a day there before heading south to Pontiac.
The flight to Mackinac was a quick 2:05 with 20 knots on the
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tail. Clear all the way so there wasn’t a great opportunity to
put all those dancing electrons on my panel to work.
Last time we visited Mackinac was in our Cessna 180 when
the kids were 4 and 6. It’s a great place to go for Twin Cities
RV’ers. Not too far and kind of an “exotic” destination. The
only motor vehicles allowed are airplanes. The state of
Michigan just finished a BIG restoration of the airport. New
runway, taxiway, lights, terminal building, land scaping. It’s
really nice. No fuel however but gas is only a 5 minute flight
over to St. Ignace on the mainland

PTK with clear skies and it was REALLY busy. Pontiac has
always been the second busiest airport in Michigan next to
Detroit Metro with over 500 airplanes based there.
Michigan’s economy may struggle at times but it never seems
to effect GA activity at Pontiac. Great service at Michigan
Aviation who hangared our bird for a bargain $35!!
We spent the night with our high school friends and made up
for missing the class reunion. Late Sunday morning we were
airborne for the trip home. Still generally clear skies but some
winds on the nose this time. We retraced our trip north to the
Straits, swung around to the left to follow the coast to
Escanaba, Michigan for a fuel stop (no, I don’t fly across that
big cold Lake Michigan. We are really poor swimmers!)
By late-afternoon we were home at Lake Elmo with a total
flying time of about 4:15 even with a 20 kt headwind.
A month later, we were planning to attend a wedding in
Harbor Springs, Michigan. This trip would retrace our route
back around the northern tip of Lake Michigan to Harbor
Springs which is about 40 miles SW of Mackinac Island.

We took a horse carriage into town and stayed the night at a
great B&B. The heavy tourist season was winding down so
things were a little quieter. Lots of history here and lots of
beautifully restored homes. You can rent a bike and peddle
around island if you desire.
Next day the weather was still great so we called for a taxi to
head back to the airport (don’t be in a hurry... this is not New
York... took about an hour and a half to get to the RV but who
cares!).

Two days before our intended departure, the forecast in
Michigan for the Saturday of the wedding was big time bad.
Serious rain and temps around 45 didn’t look very promising.
The Weather Underground website seems to always be pretty
accurate and they predicted wouldn’t be flyable (at least by
my standards) until Monday. Our intended departure was to
be Friday and that morning dawned clear everywhere. Now
what? If we went, we’d probably get stuck until Monday
afternoon. If we were dumb enough to fly back IFR on
Sunday, the icing forecast was such we’d end up a big red and
white icecube. No sane pilot should get anywhere near those
notorious Michigan conditions in a little RV.
We we cancelled again. But we had to fly somewhere!
Another quick plan B made for a 10 am departure Friday to
Dubuque IA. 1:10 later we grabbed a $35 rental car from the
fine folks at Dubuque Jet Center. We spent the rest of the
wonderful fall day touring around Galena, IL and its historic
19th century mansions.
On the way back we got to thinking that sometimes its just
about as fun to fly out about an hour or so in the -7, get a car
for the day and tour around some town we have never been to.
So the bottom line is get out there and travel. Sure many
times the weather puts a damper on things and our schedules
often are packed, but you can’t beat an RV for fast and
economical transportation. After 20 years of airline flying, I
just marvel at the freedom we can enjoy in our little airplanes.
And no TSA!!!!!!!!

We took off and circled around the island and then to St.
Ignace to fuel up. Departing to the south it’s a beautiful view
of the Mackinac Bridge. We motored on just 1:15 to our
hometown of Pontiac, Michigan. It was Satuday morning at

Minnesota Wing – Van’s Air Force
65 15th Ave. SW
New Brighton, MN 55112-3454

First Class

Minnesota Wing December Meeting
Saturday, December 1, 2012, 10 am to noon
Scott Elhardt’s hangar, Flying Cloud Airport, Eden Prairie, MN
Scott recently completed his new RV-8 which is all decked out in a Marine
Corps paint design and appears ready for serious combat!
Scott will present a talk on the trials
and tribulations of his building
process with emphasis on his paint
work.
Coffee and goodies as usual.
Details on the website at
www.mnwing.org

Directions:
The airport entrances are G and H from
Pioneer Trail and offer access to Scott’s
hangar (48A2 Golf Lane). Gate codes
are #1028. The gates open automatically when approached to exit.
Parking is north of the road on the north
side of the hangar lanes. Aircraft parking
at Thunderbird Aviation.
Questions, call Doug at 651-398-1184

