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Thomas PhyPresident

Financial: For period 01/1/14 to 05/31/14

TOTAL INCOME $767.00
TOTAL EXPENSE $1345.00
NET INCOME (loss) ($578.00)
TOTAL CASH IN BANK $2812.79

Note: YTD loss occasioned by accounting fees for
conversion from 501c(7) to 501¢(3) and funding

for the "Grumpy" project, which should result in a
gain for the year.

Jack Watson,Treasurer
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Blast from the Past - From the April 1959  Sport
Aviation ----- 10 Rules for Killing a Chapter

- Don't come to the meetings.
- If you do, come late.
- Find fault with officers and members.

- Never accept an office; it is easier to criticize than to
do things.

- Nevertheless, get annoyed if you aren't appointed to
a committee.

- If appointed to a committee, don't attend its
meetings.

- If asked by the chairman to give your opinion, say
nothing. After the meeting, tell everyone how
things should have been done.

- Do no more than necessary. When other members
roll up their sleeves to help things along, say the
association is run by a clique.

- Hold back your dues as long as possible, or don't
pay at all.

- Don't bother getting new members, but if you do, be
sure they are gripers like yourself.
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Of the many tasks that we have to perform as piletsing
the engine is one of the simplest. Leaning is yasikier
than shooting a circling approach in low IMC, piugithe
smoothest route through a cold front or decidingmto
overhaul the engine. Yet no subject | know seentggger
more discussion and debate among pilots, nor taigeo
more misinformation and bad advice. Although | dlisua
devote this column to maintenance-related topicsadt
owners seem to ask me more questions about leaning
procedures than just about any other subjecblt$ous to
me that, despite the simplicity of this subjectgitnains
poorly understood by a lot of aviators. So | thatigmight
be worthwhile to revisit my approach to leaningd dmen
address some of the questions that pilots seemv® dbout
it. The best source | know for in-depth informataiyout
optimal powerplant management is the 2-1/2-8dyanced
Pilot Seminar@APS) course developed by my good friends
George Braly, Walter Atkinson and John Deakin. This
outstanding seminar is offered both as a "live"rselseveral
times a year in Ada, Okla., and occasionally elsrehand
is also available in a home-study, on-line versituition is
about $1000 for the live course and about $40@hen-
line course. I've taken both the live and on-lieesions, and
both are excellent. The objective of the APS coigse
offer pilots an in-depth understanding of powerplan
management, both theory and practice. It offerageh
amount of information on the subject, and most APS
graduates liken the experience to drinking frorrehbse.
But many pilots are reluctant to invest the timeney and
neurons into gaining that level understanding ofi@glant
management. Many are just looking for a simple kbook-
like approach to leaning that doesn't require &ebscientist
to master.

Over the past decade, I've evolved a dead-simgieoaph
to leaning that has worked very well for me in mgs€na
T310R turbocharged twin. My engines obviously lidye

since they're both now more than 900 hours beyd@d T
and running great.
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With minor variations, my approach should work jiost
about any piston-powered airplane. Perhaps the most
controversial aspect of my technique is that | dase EGT
as a leaning reference for cruise flight. EGT isa@xely
useful for troubleshooting engine problems, bud &saning
reference it leaves quite a bit to be desired iroipion.
That's because optimum EGT varies with cruise power
setting, altitude and temperature, so leaning fareace to
EGT turns out to be relatively complicated. | fiha lot
easier to lean in cruise by reference to CHT aetiffaw. In
this respect, | depart from what is taught in tHeSAcourse.
APS teaches an EGT-based approach that's moreagecur
but more complicated. | use a CHT-based approaattsth
dead simple yet still puts me in the ballpark ahdiously
has made my engines live long and prosper. Heogisl ldo
it. First, | decide upon my objective: Do | wantgo fast
(i.e., achieve maximum airspeed) or do | want tdagdi.e.,
achieve minimum fuel consumptionlf?my objective is to
go fast then | lean so that the CHT of my hottest-running
cylinder does not exceed a pre-established taajaevThat
target depends on the aircraft and to some extenDAT,
but for most legacy aircraft (Beech, Cessna, MooRégyer,
etc.) and most OATSs, a target of about 380°F workk.
(For more recently-designed aircraft like the GirBR22 or
Diamond DA42, with their superior engine-coolingms,
350°F is a better number.) At unusually cold OAfhs,
target figure should be lowered a bit. If the CHThe
hottest-running cylinder exceeds the target vahen |
enrichen a bit more (if ROP) or lean a bit mord_(ifP) to
bring the CHT down to the target. Conversely,  tiottest
CHT is lower than the target value, | can savet afdiuel by
leaning a bit more (if ROP) or gain a bit of spégd
enrichening a bit more (if LOP). Personally, | ajwaruise
LOP for all the reasons cited earlier (cooler, okra
cheaper, greener), but your mileage may vidimpy
objective is to go far then | lean so that my GPS-coupled
fuel totalizer system shows forecast fuel remairahgqy
destination to be not less than my target minimuet f
reserve (which for me is one hour of fuel at crdige-
flow). If the totalizer forecasts that | will argvat my
destination with less fuel than this, then | leartter until
the totalizer does show enough reserve fuel.ifd that |
cannot lean enough to achieve the necessary fsefve
figure without experiencing engine roughness, thiemow
I'll need to make a fuel stop. If you choose tdsgROP,
then you also have to make sure that you don'tdedar as
to exceed your target CHT. If you can't find a raiet that
simultaneously yields the required fuel reserve dmekn't
exceed the target CHT, then you'll either havesthuce
power, switch to LOP operation, or make a fuel stbgou
don't have a GPS-coupled fuel totalizer, then yaru ¢
calculate your reserves manually from fuel quanfirgl
flow and GPS-derived time-to-destination, but thatlot
more work. For anyone who flies a lot of long-dista fuel-
critical missions (like | do), a GPS-coupled fustiizer is
probably number 3 on the "Things You Just Gottadiav
list, right behind a digital engine-monitor andlrgme,
satellite weather in the cockpit.
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