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Upcoming Events
September 20: Yep, fall is
perilously close with winter
not far behind. Time to
gather for our annual Family
Fly-In and Picnic at the most
beautiful Air Park on the
planet. See page 8 for all the
details!!!!

My dad wasn’t a pilot. Like many folks, he had a cursory interest in
airplanes throughout his life. I think he told me once that he bought a
ride from an itinerant barnstormer making the rounds in Michigan
back in the 30’s which was his first introduction to flying. I recall he
did take the our family to a couple military air shows in the early fifties… back when the Air National Guard was still flying ancient P51s.
Like many young men of his generation, he got a job in the auto factories of southern Michigan
and spent his entire working career as a crane operator at the Pontiac plant north of Detroit. It
was a good steady job for someone who never went past the eighth grade. Our life was very
much Michigan middle class.
One of my dad’s co-workers was a gentleman by the name of Johnny Mainerd. He was a private pilot and he owned an Ercoupe. One day he offered to give my dad and me a ride. It was
1954 and I was 5 years old. Even though I can’t tell you where I placed my car keys last night
when I came home, I have definite memories of that first flight. I sat on my dad’s lap and I recall we flew out of a small grass strip called Allen Airport outside of Pontiac. I remember the
indescribable sensation of the takeoff: rumbling and banging across the rough grass and then
suddenly the astonishing smoothness of flight. I remember we flew to the “big” airport on the
west side of town, landed and walked into the airport café. There were cool little model airplanes hanging from the ceiling and I had a hot chocolate. I was hooked.

Three years later, my dad
arranged another ride in
Minnesota Wing
Johnny’s spiffy little Ercoupe.
Van’s Air Force
I was now too big to sit on my
dad’s lap so I was “solo” in the
Pres: Doug Weiler, 651-398right seat. I don’t recall the
1184, dcw@mnwing.org
details from this ride but I knew
there was nothing more
Sec/Treas: Jim Lenzmeier,
wonderful than flying. I had to
651-633-8488,
be a pilot. Growing up I went
jlenzmer@msn.com
through a litany of career
aspirations: first was a macho
Air Force fighter pilot flying
the F-106 like my hero Steve Canyon. Then my eyeballs went bad
relegating me to a life of glasses and contacts. Dreams of being an
Air Force fighter pilot faded. I subscribed to Flying Magazine when I
Allen Airport, Pontiac, Michigan, circa 1957. I’m the very small
was 10 (still have the first copy) and read an article about test pilots.
head in the right seat.
That was it. I knew I didn’t have the smarts to be an engineering test
pilot for Boeing or Douglas. But maybe Piper would hire a C+ student
with 20//200 vision to try and rip the wings off Cherokees. It all sounded so exciting. At fourteen, I began flying lessons financed by
my paper route (remember those?). I earned enough to buy 30 minutes of dual each month in an Aeronca Champ (dual was $11 an
hour). I did get my license at age 17 and more ratings followed. Hours and hours of flight instructing, college, then a stint in the Air
Force (ground job... eyes still bad). Finally a break into corporate aviation followed by a half dozen jobs at various companies. Eventually through a complex turn of events, I got a job at Northwest working on simulators and then blessed with a pilot job in 1994.

* * * * * *
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As I type this today, my last flight at Northwest will be August 29th. In the past 20 years, I have seen more than my share of the turbulent airline industry. When I was hired, I moved up the seniority list so fast it was amazing. The boom times of the 90s gave rapidly
away to a spiral dive after 9/11 and then bankruptcy. I questioned whether I would even have any kind of job for a while. Then breathtaking pay cuts and the heady days of fiscal excess came to a screeching halt. Fortunately by now, the kids were out of college and we
still had gas money for the RV-4, so we weathered the storm, trimmed here and there and moved on. A month ago, with the
NWA/DAL merger on the horizon and oppressive jet fuel costs, NWA offered a buyout to cull the ranks of “extraneous” pilots. My
arm didn’t need a whole lot of twisting and I bit. As I type this I am in LAX with seven more day trips on the schedule before the 29th.
Flying the big jets has always been exciting and working with my fellow pilots and flight attendants has been a joy. I will not miss the
TSA, freaked-out passengers, airport restaurants, and endless nights in nameless hotels. But I am truly excited about the RV-7 project
in the shop and spending more time at home. Jean and I have been blessed with good health and wonderful friends and family and we
are truly thankful. Life goes on…

Eric and Paul’s First Flight
It is always great to report a newly airborne RV. It is specially rewarding to see a
first flight after a LONG, LONG gestation period. The father and son team of Paul
and Eric and Paul Petersen logged their first work session on December 28, 1992
and 5685 days later, their RV-6A is flying!!
Our resident test pilot Tom Irlbeck made the first flight of the -6A on July 22 out of
the Winsted, Minnesota airport. Although Paul has been a little slowed by MS, the
construction process has been a joint affair over the years. Eric has yet to complete
his private pilot training so that is next on the agenda now that they have a brand
spanking new RV-6A to fly. Congrats Eric and Paul!!!!
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Then set your preferences by clicking on settings:

by Pete Howell
These planes we build are good
for a great many things: loafing
around the patch at 100kts and 3.5
GPH, aerobatics if the dash number is less than nine, and what can
be really fun, going cross country
to see family, friends, and attractions.
I have not found the time to get the IFR rating yet, so my trips
are strictly VFR. I have found with proper planning and the
need to never absolutely “be there” this works out pretty well.
I have never been a huge fan of Sectional Charts. I love the
info they provide, but the user interface is terrible for a small
cockpit. I fly GPS, and while I love the technology, I never
completely trust it. I like to have my finger on a map, but I
don’t like to have to fold, unfold and refold charts while flying, or snacking, or whatever at 9500 feet.
I think I may have found a better solution and it is available to
anyone that has a computer, the internet, and a color printer.
Caveat here – I ALWAYS have current charts within
reach in the cockpit. What I am going to show you how to
make is for reference only!!!

Hit the apply button to save your settings and then input your
route. For example, if you want to go ANE to EAU, put
KANE;KEAU in the location/route input bar. You can have
as many waypoints as you want to separate them with a semicolon. Then, hit the FIND button. It will draw the route on
top of the sectionals with a blue line:

That out of the way – here we go. There is a wonderful website www.runwayfinder.com (RWF) that has digital sectionals,
flight planning, TFRs, and more. It is owned by Seattle area
RV-7 builder/driver Dave Parsons. I use this site to create 8
½” x 11” Trip Ticks for my VRF cross-country flights.
Start by opening the site on your browser:
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Now, set the scale to 5 mi using the scale slider on the upper
left:

Now, press the print screen button on your keyboard. This
will make a copy of your screen and put on the computer clipboard.
Here is where we begin to make the trip tick. Open up MS
Word and go to file/page setup. On the margins tab, set the
top and bottom margin to 1” . Move to the paper size tab and
set the paper orientation to landscape.

Hit the OK button to accept your changes. Now go back to
your browser with RWF open. Click and drag the map to
move Anoka in to the upper left corner of the screen.

Next, open up a program called Paint (a Microsoft program on
most PCs). This can usually be found by going to start button
choosing all programs and looking at the accessories menu.
Once Paint is open, go to the edit menu, and select paste.
You're now looking at a picture of the screen you copied from
your browser.

Within the paint program, there's the tools menu on the upper
left hand side. In this tool menu, there is a dashed box- this is
the select area tool. Click on the select area tool and move
the crosshairs to the upper left-hand corner of the map you just
pasted in.
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Now click the right mouse button and drag to the lower righthand corner of the map. You have just selected the map portion of the screen you pasted in moments before. Next, go to
the edit menu and select cut. This will cut out the map from
the screen in the paint program and place it on the computer
clipboard.
Now, go back and open up the Word document, go to the edit
menu and select paste. This will paste the map into the Word
document.

Training in Oregon
- by Kevin McCormick, Alexandria, MN

Next, go back to RWF and drag the map towards your destination, leaving as much overlap as you would like between
pages and then make a new print screen. Jump over to Paint,
go to the file menu and select new. Paint will ask you to save
changes, just say no and a new document will open. Go to
edit paste, and your new screenshot will be brought in. As
before, use the select area tool, and then edit cut to grab the
map. Then go over to Word and paste the map on a new page
in your document. Repeat as necessary until you reach your
destination.
The result is a multipage Word document, that can be stapled
or bound together to form a trip tick. I found that with the
five-mile resolution, it looks much like a sectional chart and is
easy-to-read. It is much easier to manage in the cockpit than
a folded sectional.

The maps can be printed in black and white but you lose much
of the detail, color printing is almost required.
Did I mention you should always have the official charts
in the cockpit?

When I started my RV6 I had 1,000
hours of flying time in my logbook,
IFR, MEI ratings, and checked out in
10 different types of aircraft. I thought
no problem; I can fly my RV6 when I
get it done. Twelve years later and my
plane is near completion, after a couple
of high speed taxi’s I came to the realization that I would have to hire someone to fly it for me, or I needed to get
some transition training. After some E-mails and phone calls I
realized it was going to be difficult to locate someone willing,
or able to give me the training I needed in a RV6.
I had always considered the possibility of going to Oregon and
taking flight lessons with Mike Seager but really thought it to
be wishful thinking, just because I felt the cost would be prohibitive. I then thought of the possibility that I could spend all
this money to get out there and it could rain for three days
straight, which is pretty common for Portland Oregon. After
careful consideration I decided to go for it.
When I was checking on airfares I found that the prices were
very reasonable. I could fly into Portland, rent a car, drive
down and visit Van’s aircraft and drive up to Scappoose airport where Mike does his flight training. The training was
divided into two 2.5 hour sessions a day; therefore it would
require two days to complete the 10 hour course. I added up
the flight, rental car, room and training and I figured I could
do the entire trip including the training for $1,500.00. The
same amount of money I spend on my snowmobile trip out
west every year!!
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After convincing my wife that I would forego my snowmobile
trip this year I was on my way to Oregon.
I arrived in Portland at 12:00 P.M. got my rental car and by
12:30 I was on my way to Van’s Aircraft. A twenty minute
drive and I was there. I walked in the door and walked up to a
small counter in the lobby. I asked if there was someone available who could show me around. A five minute wait and Joe
was right there. It was so nice to put faces to all the different
people I have spoken with the last 12 years. During the tour I
was very impressed with the amount of stuff they ship out of
there with the small amount of people they have. I was expecting a lot larger facility, but it was very clean and well organized. I recommend that if anyone has the chance to tour the
factory take an hour and do it.
After a forty-five minute drive to Scappoose and my worse
fears had just come true. A heavy overcast came rolling over
the hills and it started raining, the kind of rain that looks like it
could last for days. It looked like the ceilings were about 500
ft above the Columbia River. Mike had told me about a Bed &
Breakfast located near the runway. It was still raining when I
pulled in, but I was pleasantly surprised when I could see an
RV8 doing touch and goes at the airport. The Bed & Breakfast
was a renovated farmhouse with a restaurant attached. It was
set back in a wooded residential area just off the end of the
runway. The owner met me at the door, greeted me, and said
she had my room ready. My room was named The Pilot’s
Loft, which seemed appropriate. I questioned the weather and
she informed me that this was quite typical for this time of
year but not to worry it typically did not stop Mike from flying. This definitely eased some tension, but I still had some
apprehension about flight training in low ceilings and limited
visibility.

__
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and I immediately recognized him as the same person who
gave me my first RV ride at Oshkosh in 1996, which was the
year I bought my RV6 kit. Some of the tension eased after we
sat down for an hour and discussed the performance, power
and flap settings for landing an RV6.
I finished my 10 hours in the allotted time we had. By the end
of my 10 hours I was very comfortable with the plane and my
landings. I struggled with my first couple landings but Mike
did a great job and he talked me through every landing step by
step. If the landing was not perfect, Mike would explain to me
exactly what I did wrong and would explain to me how to
make it perfect. The ceilings were low, but the scenery was
still beautiful. We flew up and down the Columbia River valley and we were able to complete some touch and goes at
other airports. Also we were able to fly over the Van’s farm
site runway where it all began. The flying was unbelievable
and I am now more excited than ever to fly my own plane.
The last day when Mike was signing my logbook, he looked
up and said “you will do fine when you fly your own plane,
looking forward to seeing your plane at Oshkosh”. That was
honest and reassuring words from someone with over 4,000
hours in RV aircraft.

How Slow can you Go??
- a classic topic from the RV-List, circa 2002
(Editors note: I have been giving a fair amount of RV training lately and this article on slow flight is quite timely. I
stress the differences of an RV’s short wing compared to many
“store-bought airplanes. This article brings out some excellent training techniques)

Uber-instructor Mike Seeger and his RV-7

The RV is a unique aircraft in the slow flight
envelope. How slow can
you fly? Sam brings up a
good point about "short
field landings" which is a
performance maneuver
flown at minimum airspeed (1.1 to 1.3 Vso), carrying power
and using a steeper than normal descent angle (not necessarily
rate). The flight regime is performed "behind the power
curve" or "in the area of reversed command" (a term that is
really inappropriate). Many pilots are clearly uncomfortable
in this flight envelope, but this is fixed with practice and it just
might save your butt.

at 8:00 A.M. I would fly 8:00 to 11:30 and 1:00 to 2:30. That
morning walking over to the airport the rain had stopped, but
there was still a low overcast. I walked up to the club house
and found the doors locked and no one around. But, after a 10minute wait I could see a red & white RV7 on final. As I
watched him touch down I realized it had been a long time
since I had gotten this nervous about flying. Mike stepped out

Van has written a couple of articles, about this, over the years.
There is a tendency to overuse ailerons, which become increasingly ineffective, instead of rudder, to control lateral
flight path and to not be aggressive enough with the throttle to
control vertical flight. Being able to fly vertically with different aircraft attitudes is as important to be able to fly horizontally. And, given the growth of paved, level runways with
clear approaches and the demise of the shorter grass strips

I was scheduled to meet Mike at the Club House on the airport
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two landmarks the same. (If the gap between the marks closes
you’re going to land short and vice versa)
around the country (maybe there's a current resurgence?), I get
the sense that some instructors don't spend much time with
this issue other than the cursory lessons called for in the
school syllabus. Though it would seem to make some sense
that pilots in a more rural area would probably spend more
time on this than those who learned in a more urban (towered
field) airport.
There is a good way to practice this and Bill Marvel alluded to
it with his description of flying (climbing) out of an incipient
stall when giving demo rides. But, take it further to go both
up and down. At altitude, set up for a full flap, power on stall
and approach the stall speed slowly. Feel the controls and the
air frame and keep the stick back to maintain a nose-up deck
angle (probably just a little higher than you're used to). If the
nose drops, you need a little more power--if the nose refuses
to drop but you are still maintaining altitude then you reduce
power. What you want to do is to be right at the edge of stalling with a nose-up attitude, wings level, ball centered and carrying minimum power.
Now, you should be able to adjust the power, maintaining the
same deck attitude and gradually varying your power to get
either a sink rate or a climb rate (say, -1,000 fpm to +500
fpm). The power needed will vary with the thrust produced by
your prop/engine combo. Your indicated airspeed should not
change whether you're going up or down--if it does, your deck
angle should be higher or you need to make your power
changes more gradual. All control inputs need to be
smmoooth. But, you really need to get used to using the throttle because of the sink rate changes with the RV low aspect
ratio wings. Keep an eye on engine temps while doing this, as
there isn't much cowling airflow. Then you can throw in some
increasing angle-of-bank turns, aileron only, rudder
only and coordinated. Again, very smmoooooth control inputs.
A variation of this maneuver is called the "falling leaf", while
as you maintain a negative rate of climb; you use the rudder to
"swing" the aircraft back and forth (right to left) in a gentle arc
without letting a wing drop. Another variation is to try and fly
formation with an Air Cam or other 55-60 KIAS aircraft.
Once you're comfortable with this maneuver, the next step is
to pick a landmark on the ground, mark its position on the
windscreen and descend to it, keeping the landmark on the
windscreen spot. If the landmark moves up the windscreen,
your flight path is short (low). You will have to vary the nose
attitude to keep the landmark spotted and to maintain your 1.x
Vso speed (note that this is a lower deck angle than in the first
up-and-down maneuver). Choose a descent rate and then
maintain it with the throttle (you will actually be coordinating
the throttle and stick simultaneously).

Now you can go to your short field with that barn or power
line on the approach end and line up the obstacle with the
runway threshold, keep the gap between them the same, maintain 1.x Vso, control sink rate with power and smooch it on in.
A little extra power with the flare is usually needed.
Hope this isn't too "preachy". It's just that I'm constantly
amazed at the steady rate of GA accidents that involve
spin/stall--whether from experienced or inexperienced pilots-seasoned aerobatic pilots--all shapes and sizes. My only
conclusion is that pilots don't spend enough time flying their
aircraft in SLOW flight (and, of course, unusual attitudes--but
that's another soapbox topic).
- Boyd

Anywhere Map and XM weather
- Doug
Last summer at Oshkosh I decided I
REALLY wanted to have some means of
receiving XM satellite weather in my
RV-4. First choice would be to spring for a Garmin 496 but I
just couldn’t figure out a way to mount the Garmin in the
REALLY tight confines of the RV-4’s flight deck. Wandering
around the commercial display buildings, I had a long conversation with the folks at Anywhere Map and decided this PDAbased system would work. $1400 later I was committed.
This system uses an HP Travel Companion PDA, which I
placed with a suction-cup mount on the battery cover in front
of the stick so I can look down at it between by knees. I
mounted a small hockey puck GPS antenna under the cowl
and ran it to the PDA. Also I ran a power cord from my electrical system into the PDA. The WXWORX weather receiver
mounts under the baggage floor with a small antenna on the
top of the fuselage under the canopy. The XM weather is
transmitted via Bluetooth to the PDA.
So I now have a second GPS nav system using the PDA with
XM weather overlaid on the PDA’s map. Cost is $30 a month
for the XM weather subscription. Generally I am happy with
the system. The resolution of the Anywhere Map software is
not as high as a Garmin box but it gets the job done. One
downside is that it is a small touch screen requiring a stylus or
pen and thus would be just about impossible to input data with
my handy TruTrak autopilot minding the store. And there is
an auto database included so I can take the PDA out and use it
in the car.

Next is to pick two landmarks that are in line with each other.
Aim for the upper landmark, but keep the distance between the
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65 15th Ave. SW
New Brighton, MN 55112-3454

First Class

You are invited to the Minnesota Wing Annual
Family Picnic And Fly-In
Sat. September 20, 2008 – 1 pm – whenever!
Sky Harbor Air Park (1MN8)
N44 31.7, W093 19.5, FGT (115.7) 218 degree radial, 9.0 nm
3137 Cass Trail, Webster, MN 55088
Where does the summer go? Winter’s grip may be inevitable but we can
celebrate the end of another wonderful flying season with our annual Fall
Family Picnic and Fly-In. As usual, we are the honored guests of the folks at
Sky Harbor and Hank and Janice Geissler. Please join us for our traditional
gathering on this beautiful airpark. Bring the family and enjoy a relaxing
afternoon with great food and friends not to mention colorful RVs for you to
google over.
Like last year,
Driving directions: From Minneapolis, south
please bring a
on I-35. Exit at the Elko, New Market exit. East on
dessert or salad to
Cty Rd 2 then south on Cty Rd 46. Then west on Cty
share and we’ll
Rd 3. You will cross I-35. Take the second entrance
cover all the rest
to Sky Harbor. Follow the driveway to Hank
including exquisitely cooked brats by our world famous bratGeissler’s home at 3137 Cass Trail.
meister, Larry Wynn. If you drive, bring a lawn chair for relaxing
under the trees. Fly-ins are welcome of course and RVS are
Questions or need directions, please call Doug at
ESPECIALLY welcome!!! Monitor 122.9 for traffic advisors and
651-398-1184 or Hank at 952-652-2676.
fly responsibly and safely. (please avoid the farm and home just
south of the approach end of runway 12.

