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What is this aircraft?

Hello All,

Well, January is about gone already, and I can hardly
believe where the time is going.  Betty and I had plans
to fly our plane down to Tucson the week, but good
sense told us back in November to get a couple
Southwest Airline tickets; just in case.   Boy, are we
glad we did.     Can you believe the worst snowfall since
1969?    And all that ice?   YIKES!!   Even if we could get
the plane out of the hangar, (I am sure the access ramps
for GA are not plowed at Paine Field), and to the
runway, we would be a flying ice-cube not long after
takeoff.   Tops yesterday, were 53,000’.  Double Yikes.   I
am now wishing for rain, is that hard to believe??

It is hard to believe that nice weather could be coming, but trust me, it is.   I just don’t know
when.  I expect for the next several weeks it will be hard to get in the air even for just short trips
around the area to see what is happening.   It certainly isn’t good for our planes to sit for such
long times in-between flights,  but, that is the reality in the Great Northwest.

It is not too early to begin thinking about one day jaunts when the good weather does arrive.
Usually in March we get a weekend here and there.    Now would also be a good time to do some
tentative planning for the upcoming flying season, as well, including some long weekend trips
so our brethren far and wide can participate.   As always, I am open to suggestions, and will take
any help I can get in planning.

It is hard to think of flying as I sit here looking out the window at all this snow and ice, so I will
say so long for now.

Thanks, and I hope your New Year will be a great one for you.

Regards,   John and Betty



I did some flying with NWBS members Jim Posner, Doug Haughton, Earl Miller, and Ken Van Winkle the
Saturday before Christmas.
The four of them had stopped for breakfast at Hoquiam after practicing some formation flying from Bremerton.  Since I have the
capability of externally mounting up to six cameras on my airplane and had five of them with me we decided to video some of their
flying on the way back to Bremerton.  The picture below and also sent as an attachment is a still shot taken from the video.  Jim Posner
is flying left seat in the lead plane with Doug Haughton as safety pilot  and Ken Van Winkle was flying left seat in the number two
aircraft with Earl Miller as safety pilot.

People can view a three-minute edited clip of the flight on you tube by clicking here: http://www.youtube.com/watch?v=KtofKwalZGs.
Please excuse the first bit of the video, something happened on you tube’s end that caused the first six seconds to be grayed out.

By Dale Hemman

Absolutely I went flying on New Years Day - that's one of the benefits of living out here on the west coast - (usually) minimal
winter. Mind you, I didn't go very far; we have a new departure procedure from my home airport (Pitt Meadows - CYPK) called the "Pitt
one" departure so I went up to fly it. That and a bit of messing around was only 0.6 hrs but it's always good to get up!

I also went up on the 31st, as well - went to Victoria but no pics either day - just memories.

Happy New Year!

by Rick Johnson



Lisa and I flew the Bonanza around the patch a few times but December is Annual month for us so we plan on the
airplane being down. On Dale Hemman's recommendation, we went to KPLU to Spanaflight where Curt did a great job on my Annual
Inspection and even allowed me to assist. He also installed a new amp/volt module for my UBG16 Engine Analyzer and shoulder
harnesses. We discovered we needed a new fuel tank bladder (the one he replaced had developed a small leak and was made in 1959!)
and an alternator. We also took the opportunity to have the gear motor overhauled (CruiseAir did the overhaul and turned it around it
less than a week) and re-rigged the gear to solve a sagging gear door issue. The service we received at Spanaflight was great! Curt is
very knowledgeable about the Bonanza, has the tools to work on our airplanes, his shop is clean, and his price was very fair.
Spanaflight even flew us back to Olympia when we dropped the plane off and picked us up in Olympia when the plane was ready.
When I picked up the airplane, it had been washed and vacuumed and all the logs were in order. We had a minor alternator issue after
we brought the plane home, and Curt drove to Olympia on a Saturday (New Year's Eve) and fixed it in my hanger! That's great service.

A Mistake to be Shared:
Unfortunately, on our way home from KPLU, I did something I have never done. I became distracted during my preflight and apparently
did not secure the left main fuel cap. Immediately after liftoff the cap came off and the fuel in the left main tank vented into the atmo-
sphere. A pilot that was waiting to takeoff alerted us to our plight. If the other pilot hadn't told us, and we did not see it ourselves, our
first indication of our fuel situation would have been the engine quitting. I have been flying GA airplanes since I was 16 and I knew fuel
would get sucked out of the tank if the cap was off, but I did not realize how quickly this happens. We lost nearly all 25 gallons of fuel
from that tank in a matter of a couple of minutes. We switched tanks, flew a short pattern and landed immediately. When I pulled up to
the fuel island and looked into the tank, I could clearly see the bottom. We have a new pre-takeoff checklist item- "Do you have fuel
caps on your side?"

I don't mind if you share my story. It might help others from making the same mistake.

Happy New Year,
by Tad & Lisa Santino

“Reflections at The Airport” Restaurant
at Tacoma Narrows (KTIW)

Recently on one of those rare clear January Sunday mornings, I went up to do some practice approaches to regain my IFR currency.  It’s been a
fairly long time since I’ve been IFR current so after a holding pattern at SCENN intersection, followed by two ILS’s and an RNAV, my nerves
were a bit shot and I was ready for lunch.  We landed at the Tacoma Narrows Airport and taxied over to Reflections at the Airport restaurant,
near  the base of the control tower.  They have been open since about October.  We were pleasantly surprised to find on Sundays from 9am- 3pm
they serve a beautiful buffet brunch.  It was only $14 and included Eggs Benedict, omelets cooked to order, fresh fruit, hash browns, pasta salad,
meatballs, Penn Cove mussels, clams, pork sausage, kielbasa, bacon, ham, coffee and juices, etc.  The Chef told me they usually have French
Toast also.  I left more than satisfied and thought that it was an excellent value.  I have had breakfast and lunch on previous visits here and they
were also pretty good.

The owners are long time Gig Harbor residents Doug and Sue Henry.  I spoke with Doug when we arrived. He and everyone else that worked
there was very pleasant. They even had live music. I hope you will patronize this place and tell all your friends about it so that they can remain
open and we as pilots can have another $100 or $200 Hamburger option.  It has a full bar also (for your passengers to enjoy). The restaurant



The forward elevator cable by Michael Thompson

As you may be aware, the forward elevator cable on Beech single-pole control systems having
the single control column coming from the center of the instrument panel, whether equipped with
the single ‘throw-over’ or dual yoke, is the subject of a new Airworthiness Directive (AD Note)
issued by the Australian Civil Aviation Safety Authority.  I have read the AD, as well as performed
some research on the various systems in use on these aircraft.

Although no serial numbers were stated in the AD, the photo from the AD shows a cable found in
the (roughly) post-1960 aircraft that utilize the bob-weight attached to the cable.  Please note that
although the pre-1961 aircraft have a similar routing to the cables, with this particular installation,
the contortion of the cable is more severe, and this cable does carry the additional stresses of the
bob-weight.  Please see scan excerpted from a 35 parts catalog, below; the subject cable
highlighted.



I’d also like to mention that I have a limited number of our 2012 calendar still available – free of charge.  If you would
like one (and who doesn’t like airplane calendars?), just drop me an email with your name and mailing address, and I’ll
send you one.  avstarair@att.net

This area could be over-looked during Annual or 100-hr inspections, as the location of the cable and associated pulleys are usually
difficult to access.  I do support a towel inspection of this cable at normal (Annual or 100-hr) inspection intervals; however please
note that a thorough inspection of this cable requires its removal from the aircraft.

During the towel inspection, a shop towel is wrapped around the cable and the control is moved stop-to-stop; this is the common
inspection method for control cables, and must be performed on both sides of every pulley.  If the towel snags, it is an indication of
fraying.  The more thorough inspection is removal of the cable from the aircraft, and visually inspecting for fraying as the cable is
bent backwards over itself, 180-degrees from the set it takes in its installed position.

Additionally, there were no time-in-service reports of the frayed or broken cables listed; the AD calls for replacement at 15-year
intervals.  I suspect that additional data will be mounting rapidly on this subject; I encourage you to have your technician perform
this towel test on not only the subject cables, but also all cables that are in your aircrafts various control systems.  This past week, I
checked two of these elevator cables; one on an earlier aircraft (A35, Total Time of 5400 hours) as well as the later style bob-weight
equipped (V35B, Total Time of 4060 hours); neither cable failed the towel test.



Out of Fuel, Out of Options, but Not Out of Luck

January 4, 2012 –  Have you ever had that sinking feeling when you know you’re running out of gas, on a major highway, in poor weather
conditions?

Now place yourself in a single-engine airplane, 7,700 feet in the air, riding atop seemingly impenetrable layers of clouds. That’s what the pilot of a
Mooney M020 airplane recently experienced. The fact that he lived to ring in the new year is due entirely to controllers at the Seattle TRACON,
Boeing Field, Renton Airport, and Seattle-Tacoma (SeaTac) International Airport.

The story begins on Dec. 10 at about 11 a.m., Pacific Time. Ken Greenwood, an 18-year controller, was at the Seattle TRACON training on a radar
position when he received a transmission from the pilot, who said he had tried to land in Ellensburg, Wash., but couldn’t see through the clouds.
With no staffed tower at Ellensburg to assist him, the pilot decided to fly back across the Cascade Mountains in the hopes of landing in Auburn.
Backing Greenwood up was his trainer, Controller Ryan Herrick.

“He was not panicked, but he was stressed,” recalled Greenwood of the initial communication. As per procedures, Greenwood ascertained that the
pilot was alone and had been IFR rated in the past, but wasn’t current, so he was flying by visual flight rules — but hadn’t flown in clouds
recently. “He needed a VFR hole [in the clouds] to descend through. In the beginning, we didn’t know bad his fuel state was,” said Greenwood,
who’d asked several times about the pilot’s fuel situation.

The pilot seemed distracted or busy, possibly while trying to set up a GPS. He was not answering all of Greenwood’s transmissions, and he was
not flying the headings issued by Greenwood very well. The pilot’s lack of communication about his fuel almost cost him his life. After several
minutes of advising the pilot, Greenwood heard something disturbing: “He said, “I don’t have much gas. I ran out on one tank,’” said Greenwood.
“He never said how long his other tank was empty, only that he had been switching between the two and now one was empty. “When he says, ‘I
am almost out of gas,’ and I still don’t have anything for him to get to, now it’s not good,” Greenwood said.

By this point, Josh Haviland — a student controller next to Greenwood, who recently owned a pilot training school and is a flight instructor —
was told to plug in and assist Greenwood.  “He was helping out more with the flying aspect of it,” said Herrick, and using pilot’s language to
clarify the controllers’ commands.

Other Seattle TRACON controllers, meanwhile, had contacted other pilots in the area to look for gaps in the clouds. One hole was spotted, but
things were looking very dicey. “We knew that the only place that had a hole to go through, he didn’t have gas for. He ran out of gas in the clouds
at 3,200 feet. That was an unhappy feeling,” said Greenwood.

Herrick jumped in when he sensed the pilot was totally overwhelmed. “I told him, ‘Just fly whatever heading you’re on and start descending to
2,000 feet.’ I was trying to keep it simple.’”  The Mooney MO20 broke out into VFR conditions about one minute later at 2,200 feet, essentially
gliding. Greenwood pointed its pilot to Renton.

By this point, the controllers had been working the incident for about 13 minutes. “I just let Ken have at him,” said Herrick. “He’s calling out the
landmarks to him. He knew all the landmarks down there.” Greenwood’s co-workers contacted Renton, Boeing Field, and SeaTac to hold all
departures and put all arriving aircraft into a holding pattern (all Renton traffic to exit the pattern). “Controllers were moving all aircraft out of the
airspace in front of the Mooney,” he explained.

The drama wasn’t over yet. The pilot spotted Boeing Field at about 1,600 feet), about six miles in the distance, and turned toward it to land. But
Renton was within three miles, and Greenwood knew that that pilot wouldn’t make it to Boeing. Even if he had, there were numerous obstacles —
trees, power lines, and buildings — around which he would have to maneuver, impossible with no fuel.

Herrick began contemplating options. “He had about 1,500 feet of gliding time. There was no way any police agency could have cleared any
roadway for a landing,” he recalled thinking. “It took a lot for me to change his mind and turn his eye away from Boeing,” said Greenwood. “That
was the worst possible moment of the whole scenario— that 15 to 20 seconds where he was pointed at the wrong airport.”

Finally, the pilot acknowledged he had Renton in his sight. “The last thing we heard him say before he landed that was understandable was, ‘You
know what, you just saved my life.’”

“It was a painful silence until someone called from Renton to say that he landed,” Greenwood recalled.

Greenwood and Herrick both were given breaks and told to go out somewhere for coffee or lunch. They took a good long break to relax and collect
their thoughts, before returning to work the remainder of their shifts.

“Let’s get out of here,” Herrick was thinking. “I don’t want to work anymore. Let me come down from this adrenaline rush.” But both returned to
duty later that afternoon. “I couldn’t relax. The easiest thing was to get back in there and start working again,” said Herrick.

Air Traffic reckons that at least 10 to 12 controllers at four FAA facilities were involved during the 18-minute scenario. “None of this is done by
one person,” Greenwood said. “I was the right person in the right place, but I was surrounded by the right people.”



What is this?

Send me your answer  Pink.Bonanza@Fontier.com


