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President’s Page
by Gary Palmer

Summer past has set new records for rainy weekends which has unfortunately cramped the aviation opportunities for those of
us still gainfully employed. For the many fortunate retired chapter pilots, I am told Wednesday’s were almost guaranteed to
provide perfect flying conditions. For the true homebuilders amongst us, this has been a mixed blessing as more time has been
available to push ahead to completion of projects.
July 1st CAM show
The annual Canada day show at the Canadian Aviation Museum was a great success. Our inside display manned by Curtis
Hillier, Martin Pottecker, and a band of volunteers too numerous to mention was kept busy all day long.
Outside in the sunshine, Russ Holmes’s Kitfox was joined by Dayle Lamport’s RV-6 and a gathering of RV’s from across
Ontario. Visitors got to see real craftsmanship in this sampling of outstanding homebuilts.
A special thanks to all who helped make this event a success!
July 15th Meeting : RV-6
Russ Robinson hosted a visit to his advanced RV-6 project. Russ has two separate garages devoted to homebuilt aircraft; a
true homebuilder’s heaven. At the rate Russ is progressing, we can look forward to completion within a year or two. Keep up
the great work Russ!
August 13th Carp Flyin
Our flyin breakfast this year was a huge success as the weather god’s smiled on us and gave us the first good weekend of the
summer. A special thanks to Stan Acres and his band of hard working volunteers for a job extremely well done!
Oshkosh 2000
As the date for Oshkosh approached, George Elliott and I were getting more and more nervous. The annual on C-FUGO had
exposed about four significant repairs needed, ranging from aileron and rudder hinges, to a leaky cylinder. Receipt of parts,
together with AME scheduling challenges, found George and I rolling up our sleeves and working along with Tim Robinson to
complete the annual 2 day’s before the official opening of Oshkosh.
3:30 PM on Monday saw the hard work complete, then the fun began as we set off for the Sault and an overnight stay before
clearing customs and pressing on to Oshkosh. Despite dire weather predictions for our first night at Oshkosh, nothing worse
than light rain was experienced, and we had a truly enjoyable holiday.
Along with the forums, new aircraft, old and new friends, this year was notable for the chapter 245 banquets held each
evening at the University cafeteria where a gang of seven typically met. George enjoyed his first flight to Osh so much, he
want’s to do it again next year!
New completions
Two members have recently completed their projects, and are awaiting paperwork and the right moment to make that first
flight.
Stan Ironstone has completed his gorgeous Glasair III and is looking forward to first flight early this fall.
Bill Argue is anxiously awaiting his flight permit for his Pegazair STOL aircraft. We should see it leaping from Bill’s grass
strip later this fall as well.
Congratulations on jobs well done, and we look forward to hearing about the joy of first flight at a future meeting, and
presenting first flight plaques next June!
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Buecker Jungmann in local skies
Our own Uwe Stickel has a new love in his life, a classic Buecker Jungmann that he recently flew home from Santa Paula in
California, north of Los Angeles. This is the only Jungmann flying in Canada, and as Uwe exclaims, it is like a Porsche;
incredibly responsive. Many knowledgeable pilots view it as one of the best aerobatic biplanes ever built.
Uwe has graciously agreed to share the excitement of his 25 hr. cross continent flight home with us at the October 19th
meeting, so be sure to mark that one on your calendars.
September 21st Meeting
Our September 21st meeting marks the return to the National Aviation Museum Bush Theatre. Our featured speaker will be
our very own inimitable Dick Moore who will share the secrets learned when he undertook his aviation upholstery project for
his C-150. Those who have seen his spanking new seats will know how good a job he did. Be sure and attend this one,
particularly if you are nearing completion of your own aircraft and are interested in learning yet another skill, while keeping
costs in line. Meeting time as always will be 8:00 PM start
See you there.
Excerpt from an Article by Rod Machado
Submitted by Stan Ironstone
Last week I read about a twin turboprop that crashed on takeoff, killing all on board. The report went on to state that the pilot had
more than 11,000 hrs., with over 8,000 hours of multi-engine time. I have lately seen many similar reports involving high time pilots
.As a 'relatively' low time pilot how can I feel confident in my ability to fly safely, when high time pilots crash airplanes so
frequently?
The first question we must ask ourselves is "does experience (read airtime) really offer any real benefit to a pilot”? It is universally
accepted that experience does indeed have value. It takes years of intensive preparation to reach the accumulation of 'domain
specific' knowledge that personifies the "experienced" pilot. It is a pilot’s experience that allows him to fly complex airplanes
without a commensurate increase in risk. Why then do experienced pilots still crash airplanes?
If we eliminate those accidents beyond the pilots control, the vast majority of these accidents appear to result from something the
pilot did (or did not do). Perhaps these 'high- time' pilots crash because of something they encountered or a problem they’ve never
seen before? Not so! If that were true, then preventing accidents would be a simple matter of requiring pilots to study a sufficient
number of accident reports. The sad fact appears to be that high- time pilots usually break airplanes for nearly the same reasons that
low-time pilots do. Granted, they do not do it as frequently but they still do it.
We are led to conclude therefore that hi timers bend airplanes for reasons that are very often unrelated to their level of skill. Perhaps
they temporarily forget to act on what they know or to behave in the way that they were trained to act. What then can we as lowtimers or 'infrequent flyers' do to prevent accidents? As long as there is a hint of anxiety concern or fear we are likely to think
cautiously. But with every hour of flight time that's free from physical or emotional injury we are more likely to move one step away
from that state of mind. It is therefore important that we acknowledge our vulnerability and maintain this awareness as a dominant
thought at the appropriate times.
Sustaining an awareness of our own vulnerability compels us to evaluate and modify our behaviour. This is fundamental to flying
'defensively' and safely. Make this awareness part of your pre-flight ceremony. By considering our vulnerabilities before every flight
we reinforce this pattern of thinking making it more likely to become a permanent part of our pre-flight strategy.

Maintenance Corner
by Charles Gregoire
The continuing saga of the compass repair..... If you read the President’s page in the July-August newsletter you’ll remember a short
section where I wrote about repairing a leak in my compass. Well about a month and a half after fixing the compass it started
leaking again. It seems the silicon repair I’d performed did not last. Luckily I’d taken the time to order a new diaphragm seal. It
turns out that I was able to order it from the Wag-Aero Group (1-800-558-6868). I also ended up ordering a number of other items
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and decided to pick them up in the US in order to save on shipping charges. As previously noted in the February 99 newsletter the
address is:
MailBoxes, Etc
2981 Ford St
Ogdensburg, NY
13669
(315)393-1188 - Phone
(315)393-0121 - Fax
They charge $5 US per box received and are very conveniently located in a little plaza very close to the border crossing. BTW, If you
are also in the habit of mixing a little Marvel Mystery Oil (i.e. MMO) into your autofuel, this oil can be purchased in an auto parts
store located at that same plaza.

Scud Running: Discussing A Delicate Subject
by Rick Durden
This article was taken from Avweb (www.avweb.com)
There's a right way and a wrong way to do anything. So it is with scud running, that time-honored practice of scooting under
weather to get to a destination. Lately, though, the practice has gotten much more dangerous, partly because it's not being properly
taught any more. While that may be a good thing, people are still finding ways to bend sheet metal at low altitudes. AVweb's Rick
Durden shows you how to scud run, then shows why you shouldn't.
It's a bit disconcerting when it happens. Every once in a great while someone says something that causes your jaw to drop in utter
amazement. You stare at the person who just made the statement because you can't comprehend its magnitude. Meanwhile, your
tonsils are attracting flies.
It happened to me recently, here in the Pilot's Lounge at the virtual airport, when old Hack walked up, took me aside and said he
wanted to get his instrument rating. I think he said something else but my brain locked up. I was busy trying to digest the concept
that this guy, in his 70s, who had spent his flying life defiantly operating under VFR and a great portion of that time ridiculing the
pantywaists who had to use instruments to fly, who was always able to get back to our airport by scud running because he knew every
landmark for a 20-mile radius, had just said that he wanted to get an instrument rating. Of the people that I thought would never go
for an instrument ticket, Hack was the name on the list in large, gold-plated letters.
This had the feel of the end of an era, of a monument to the old stick-and-rudder, wind-in-the-face pilots, crumbling into dust. When
I was finally able to speak, I said what first came to mind, "Hack, why?"
Hack looked me straight in the eye and just said, "Scud running isn't safe any more." His sentence hit me hard. I had never thought
of Hack as a particularly safety-conscious pilot. His comment opened up an entirely new side of my friend and made me want to
know a lot more. We went over to a corner of the lounge where we could talk without interruption. Naturally, I wanted to talk scud
running, but we needed to get through the business of agreeing on a program that Hack and I would follow toward getting his
instrument rating. I wasn't a bit worried about him being able to get the rating. He may be the local curmudgeon, but he's one of the
smartest curmudgeons I've ever met. In addition, I'd ridden with him in his Super Cruiser; he was smooth and precise all of the time.
He wanted to make sure I was willing to give dual in clouds. Absolutely. He asked about dual in thunderstorms. I refused.
With the preliminaries out of the way, I pressed Hack about his thoughts and practices when it came to scud running, and, more
importantly, why someone as experienced as he had stopped doing it. Then I sat, listened and learned. I'll try to relate as much as I
can recall from the conversation.
Dare We Discuss Scud Running Openly? In Public?
As a veteran of World War II, Hack was one of the thousands who benefited from what was the best piece of legislation ever to pass
Congress over the determined opposition of the Republicans in this century, the G.I. Bill of Rights. Hack and thousands of young
men and women, who would never have gone to college, took advantage of this farsighted law to obtain unprecedented levels of
education, education that powered this country's economic engine for decades. As a result of the G.I. Bill, Hack not only got an
advanced degree in geology, he picked up his private pilot ticket. Not long after that he helped the economy when he bought a brand
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new Piper PA-12 Super Cruiser. Over the years, he used his education and airplane to make a very satisfactory life for himself.
As part of his flight training, Hack had an instructor who taught him more than what was necessary to pass a private pilot checkride;
Hack was taught how to survive. He received a formal education in how to scud run rather than having to learn it on the streets, so to
speak, where he might have gotten bad information. His brand of practical education in scud running is something that is now seen
only rarely, partially because the FAA and a huge majority of instructors currently take a head-in-the-sand approach to intentionally
flying below 1,000 feet AGL. They refuse to teach anybody anything about the subject, opting to piously tell students not to scud run,
then they pat themselves on the back, telling each other that because they "just said no" then nobody will do it. Unfortunately, just
like the concept of not teaching kids about sex, the "keep 'em ignorant" approach to dealing with flying low when the weather is
lousy has been horribly unsuccessful.
Every year the most common cause of aircraft accidents in this country is attempting to press on VFR into deteriorating weather.
From time to time, pilots get into weather that is going downhill. Because many of them don't truly understand what is involved with
scud running, have never been introduced to it under controlled conditions, and thus don't know what they are getting into, these illequipped pilots elect to try low, and make their first try at scud running. Hack spoke about pilots who tried to scud run in a situation
like that with nothing but contempt. He said that a pilot who tries something he hasn't done before, hasn't planned and probably
hasn't even thought about, is sentencing his passengers and himself to death. He likened it to the chess player who is losing and
starts making desperation moves, sacrificing pieces unproductively while only briefly delaying the inevitable checkmate.
Hack's position, stated vehemently, was that because many pilots are uneducated in procedures and realities of scud running
(whether by design or omission in training), many will attempt it because they simply do not fully understand why it can kill them if
they try it as a reaction to deteriorating weather. I thought about what Hack said. After all, most of the pilots I know are reasonably
intelligent, but no one's education was perfect (we're all ignorant, only on different subjects), so a mature discussion is appropriate. If
nothing else, the FAA and others tend to forget that pilots are, by and large, a fiercely independent lot, and a huge proportion will
respond to an admonition of "don't do that" by promptly going out and doing it. Hey, we pilots are the ones who so glorify "pushing
the envelope" that we invented the phrase.
A Little History of Scud Running
Hack explained to me that it was possible to scud run in this country and safely get to a destination in some pretty low ceilings for
much of time since the Wrights flew. I had read enough to know that even the earliest airline pilots, operating tri-motored Fokkers
and Fords, sometimes flew just barely clearing the treetops in bad weather. Unfortunately, and sadly, according to Hack, that sort of
thing is no longer possible because of changes wrought by mankind to our landscape.
From what I learned from Hack, and observed at Oshkosh this year, it's time for a frank discussion of scud running and why it has
become too dangerous to conduct any more. In doing this, I'm going to talk about how to scud run, then I'm going to use that same
discussion to suggest to an intelligent group of people, pilots, why changed conditions in this country have made it so dangerous that
even pilots experienced at low flying have stopped the practice. Only the amateurs are scud running now, and they are dying. I know
I will hear contrary views, and that's fine. This issue needs to be openly discussed.
So, What Is This Scud Running Stuff?
First of all, the name: low clouds, driven by the wind, have traditionally been referred to as "scud" (well before a missile of the same
name became widely known). The practice of flying quite low to stay under the clouds was given the name "scud running" some time
ago. It stuck. Part of the reason for the popularity was that it worked, at least in many parts of the country. When the U.S. Air Mail
got going in the early 1920s, there was effectively no way to fly IFR. Altimeters had but one hand, and that hand made just one
rotation of the face of the instrument from sea level to 20,000 feet. (If you ever are offered a chance to try to fly level using a "nonsensitive" altimeter, take it -- but only in good VFR weather.) Gyroscopic instruments were largely unknown. When the weather was
low, pilots flew lower. It was not uncommon for mail pilots to land with leaves and small branches in their landing gear. Those
pilots also knew every single house, road and distinctive tree on their routes, as well as the magnetic heading from one to the next.
They looked outside nearly 100% of the time, only glancing in the cockpit to check engine gauges. Still, a frighteningly large
percentage of mail pilots died on the job. Most died in the mountainous stretches during bad weather, but flat-country weather
claimed its share as well.
Through the 1940s, scud running was usually a matter of staying low and keeping track of where you were. If you weren't in
mountainous country, the only thing to worry about was high-tension power lines. Pilots quickly figured out that the wires were
invisible in many lighting and background conditions, so they looked for the poles and flew over the tops of the poles themselves,
making a conservative assumption that the wires ran from the very top of one pole straight to the top of the next. As wires usually
sag, that proved to be a safe way to cross the power lines. The word got passed along.
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Broadcast radio in those days was on the AM band. That is not line of sight; there was no need to put up very tall towers or repeaters
all over the landscape. The actual transmitters were usually located on top of the building where the radio station lived, meaning in
town. The station would put enough wattage through the tower to reach listeners half a continent away with only the one
transmission tower. Television transmitters were so rare as to be ignored. Other than the scud-running crew in the B-25 that
smacked into the Empire State Building during World War II, pilots flying low in bad weather usually didn't fly over towns in the
process, so hitting a tower wasn't high on the list of life-threatening concerns.
If you hear a World War II pilot tell a scud-running story, you are most likely to hear of following a railroad track while low enough
to roll one's wheels. The story gets exciting when the tracks disappear into a tunnel. You rarely, if ever, hear a scud-running story
from the first 50 years of airplanes in which radio towers play a part.
Is It Legal?
You'll get the standard lawyer's answer from me: It depends. Most of the time scud running is legal. Depending on the airspace in
which you are flying, the visibility required is either one or three miles. Again, depending on airspace, required clearances may
simply be "clear of clouds" or the measured distances of 500 feet below and 1,000 feet horizontal may apply. In all operations a pilot
must fly high enough to make a successful forced landing if an engine fails, be 500 feet away from persons or property, or, in a
congested area, at least 1,000 feet above the highest obstruction in a defined radius. Still, it is virtually impossible to legally scud run
in a congested area. If you are 300 feet above an interstate the fact that you are flying over cars makes the operation illegal.
Rules? In a Knife Fight?
1.

Select the altitude that gives the most visibility. This may be extremely low. Those who were trained in scud
running learned that there were rules to be followed in order to survive. First of all, a pilot should fly at the altitude
that allowed maximum visibility. It didn't take a genius to realize that the more one could see, the better. A pilot
needed a usable horizon and had to be able to spot landmarks for navigation. Sure, that sounds basic, but it was the
rule that had to be kept at the highest level of aeronautical consciousness. The condition of the cloud bases often
determined how high one could fly. If the cloud bases were not well-defined, it was necessary to stay very low to
get decent visibility, but then it became quite challenging to navigate because one just couldn't see much. If the
cloud bases were well defined, it was best to stay as high as possible, so long as you had a horizon, thus simplifying
navigation.

2.

Minimum visibility is about two to three miles. When thinking back about the times Hack had arrived in the Super
Cruiser under a low ceiling, I recalled that the visibility was never less than three or four miles. He explained that
scud running in anything under three miles' visibility was extremely difficult and exhausting, thus, he would not
plan a flight when the visibility was going to be that low. The fact that the ceiling was very low wasn't the variable
that concerned him. He wanted to be able to see some distance ahead. While he knew his way around, he always
had his finger on his map. It meant he had to look inside the cockpit at the map with some frequency. At 120 mph
he covered a mile every 30 seconds. He wanted to have at least 15 to 30 seconds available to him to look inside at
the map, or, later, his GPS. If the visibility was much less than three miles he not only didn't have a decent
horizon, he didn't have time to look inside the cockpit, look back out and make the transition involved from
looking inside to looking outside (it can take several seconds) and then be able to react before hitting something
that might loom out of the mist. The math is pretty simple: When flying at 120 mph in one-mile visibility, you
have 30 seconds before you hit something that appears at the limit of the distance you can see ahead.

3.

Get dual on a low ceiling and visibility day before scud running on your own. Hack looked at me and said that
he has yet to meet a pilot, trained in the last 20 years, who was taken out by his instructor in two-mile visibility so
the pilot could see just how terrible it is to fly in such conditions. In fact, he has met only a very few whose primary
instructor insisted on them flying even one leg of a dual cross country at 500 feet or so above the ground.
Interestingly, Hack said he believed that some pilots died trying an unplanned scud run because they could not
make the intellectual leap to understand just how little one can see when the visibility goes down and how terribly
different the world appears than on a good VFR day. I thought about the times I've watched instrument students
struggle through their first circle-to-land approach in two-mile visibility and found that again I was in agreement
with old Hack.

4.

If possible, have another pilot aboard to handle navigation. Hack's next rule was to try to have another pilot with
him to help with navigation. He wanted someone who could read a map and keep him on the desired course. Hack
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wanted to look outside as much of the time as possible. Map and GPS reading and interpretation meant head-down
time, every moment of which was perilous.

5.

Plan the flight, completely. Hack firmly believed in the rule about planning a flight. Hack planned his flights. All
of them. If he knew the weather met his own personal minimum visibility, he planned to fly under low clouds. He
never departed with less than four miles' visibility. During our discussion of the flight-planning rule, Hack again
remarked to me that most of the folks who were flying low in reduced visibility were doing so because they let
themselves get forced into it. They didn't plan to do so in the first place. As a result they were merely reacting to a
situation rather than being proactive and conducting something that was the result of some forethought. He asked
me to recall some of the accident reports on scud running that I'd seen. A significant proportion of the pilots were
instrument-rated and current. However, they had started out under VFR in weather that was shaky. On running
into lowering ceilings, the pilot simply tried to go lower, without a definite plan. Once the visibility became less
than about three miles, the awful end was pretty well ordained because the pilot was unwilling to climb, admit his
problem and get an instrument clearance. Unfortunately, those pilots acted on the axiom, "it's better to be dead
than embarrassed."

6.

Know where the alternate airports are and how to get into each one. Part of Hack's flight planning was to note
every single potential airport to which he could divert if the weather went bad. He noted the way into each airport,
boldly circling terrain and obstructions on his chart. If something went wrong, he had several contingency plans in
his back pocket.

7.

Determine the minimum acceptable altitude over the terrain before departure. When learning to fly, Hack learned
never to completely rely on his engine. As he looked for available airports along his route, Hack's flight planning
included a review of the land over which he was going to fly. In the Midwest, he could land almost anywhere, so
he could fly quite low and do just fine if the engine decided to take the rest of the day off. In more rugged terrain
his idea of scud running sometimes meant he would go no lower than 2,000 feet above the rocks. When not
following a highway or railroad for navigation, my friend would alter his course as needed to stay within gliding
distance of suitable places to land.

8.

Fly directly over the right lanes of divided highways. As the interstate system was developed, scud runners had a
wonderful aid to navigation and safety. After a few head-on, midair collisions, over the median, pilots figured out
that they should stay over the right lane. They also learned to stay directly over the pavement because some states
built rest areas and towers in the medians.

9.

Keep the airplane trimmed at all times. Experienced scud runners also knew they had to keep the airplane trimmed
correctly at all times. They could not afford any altitude drift when their attention was diverted. They had to be
able to hold altitude within plus or minus fifty feet without fail.

10. There are power lines across river valleys. Hack sometimes found that river valleys were helpful for navigation and
freedom from towers (towers are built on high ground, for obvious reasons). But, after some scares with power
lines, he learned that it is very common for high tension lines to be stretched completely across river valleys,
unmarked and invisible, with the supporting poles hidden by trees. He never flew below about 100 feet above the
hills on either side of a river valley. As he spoke, I recalled my CAP cadet days when our wing commander died in
a T-34 when he was flying low down a river valley and hit power lines.

11. Avoid towns and cities. My new instrument student also explained why he never flew low over any sort of a town
or city: There was no place to land in an emergency and too many things stuck too far up into the air. Hack knew
and could quote the FARs on minimum altitudes and admitted he was not always 500 feet away from persons or
property, although he would only go closer than that if he could turn away and land should there be a problem. He
also never flew over congested areas where the altitude requirement went to 1,000 above the tallest obstruction. He
was pragmatic; he knew someone would turn him in. Interestingly, he had done his homework; he knew that heavy
traffic on an interstate was considered a congested area.
Hack had lived by the rules of scud running. He planned his flights very carefully. He violated surprisingly few FARs, and then,
not with any frequency. I came to respect Hack's perspective on VFR flying. He pointed out that more than once he had flown quite
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safely on winter days, below a 1,500-foot overcast with unlimited visibility, after watching me cancel a trip. I had refused to go
because of ice in the clouds. It simply hadn't occurred to me to go VFR those days.
Despite superb flight planning and religiously abiding by the rules, Hack had stopped scud running. Something had changed. I
wanted to know what it was.
An Experienced Scud Runner Watches the World Change
In the '60s, Hack noticed that TV transmission towers started to become more common in rural areas. He saw that the sectional
charts didn't always keep up with the location of the towers, so he made notations on his charts of all the towers he saw. Then,
towers taller than 1,000 feet started to be constructed. The guy wires for some of those monsters sometimes stuck out as much as 800
to 1,000 feet on each side, creating a very big, almost invisible, net in the sky. It got progressively worse in the '70s when line-of
sight FM radio became popular.
By 1980, the stunning proliferation of very tall towers, even in the most remote areas, caused Hack increasing levels of discomfort,
although he observed that they were lighted and the folks responsible for keeping the lights illuminated seemed to do so. The first
time he saw a tower constructed with its guy wires crossing a major highway nearly gave him heart failure. The guy wires had
neither lights nor balls on them.
In the 1990s, Hack watched the growth of cellphone towers carefully. He tried to keep track of those towers, but they multiplied at an
astonishing rate, particularly along, and very close to, interstate highways. Over the last few years, he learned that the aeronautical
charts were not required to illustrate towers below a certain height. In addition, if shorter than a certain height, towers are not
required to be painted bright colors, as required of their taller relatives. He read the recent notification that the FAA is seriously
considering not depicting towers under 600 feet in height on sectional charts, and came to the realization that the FAA simply
doesn't give a tinker's damn about flight safety for those in the lower portions of our atmosphere. He also noted that, more and more
frequently, those folks who were supposed to maintain tower lighting systems weren't doing their jobs.
The last straw came a few days earlier, during a flight home, while giving a wide berth to the 1,100-foot tower several miles north.
Looking carefully, Hack was able to pick it out against a gray sky. Angrily, he once again noted that the strobe lights on it weren't
working. In a few more minutes, as dusk fell, the tower would become invisible.
That did it. Hack was used to flying low. He had been trained to do it safely. He followed all of the rules for scud running religiously,
particularly rule number 1 regarding flying at the altitude that gave the best visibility, even if it meant flying very low. The ugly, and
deadly, conundrum is that flying where the visibility is greatest (and it may be only a couple of miles, if that) too often puts one down
where the incredible proliferation of towers on our landscape has simply made it unreasonably dangerous to be, even with the most
careful advance planning. Simply stated, if you put the airplane where you can see the farthest, you are down where the towers grow,
where they don't have to be depicted on the chart and where some of them are impossible to see against the prevailing background.
Hack told me that he will no longer fly VFR under 1,000 feet above the ground, during the day, unless he has five miles' visibility
and he won't fly that low at night except to take off and land because towers are not being consistently illuminated. It seemed to him,
he said, somewhat propitious to choose to end this millennium by ending scud running and to start the new one with an instrument
rating.
As he finished talking, I found myself in agreement with Hack. There are simply too many man-made aeronautical weeds sticking up
in the air for it to be possible to scud run any more. We lost a planeload en route to OSH this year. They hit a wind generator. That's
a relatively unusual thing to strike while flying, but it is symptomatic of the fact that now there is always something to hit. Cellphone
towers line the sides of interstates. A pilot trying to stay low over the right lane, and paying attention to business, can still get pushed
into one by a good wind gust in a matter of seconds. Ten seconds of head-down time with a map is now all it takes for a pilot low
over the interstate to stray into a cellphone tower. After all, cellphone towers are specifically built to be just under the height for
reporting and marking on aeronautical charts. Don't forget that community beautification projects have caused many cellphone
towers to be designed to blend into their surroundings. Think you can see all of them? Want to bet your life?
The needed visibility for low flying has gotten to the point that scud running cannot be done with any reasonable hope of survival for
any length of time. Don't believe me? Try something: Draw a line on a sectional between the airport you ordinarily use and an
airport at least 100 miles away. Chances are that your line passes over or within two miles or so of at least one 1,000-foot tower and
at least three shorter ones. I'll also guarantee you that it passes very near at least three towers that aren't on the chart.
So, what's the alternative to trying to scud run when you get yourself into deteriorating weather? Climb and call ATC, or in the blind
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on 121.5, and get an instrument clearance. Will you get a violation? Probably. (So file the NASA report when you get home.) Will
you survive the experience? Most likely. It's a heck of a lot more likely that you and your passengers will survive than if you try to go
low. Is your passenger's life worth trading to avoid a violation? I hope you are willing to be embarrassed rather than dead. You're one
of my readers, and I need every single one.
I'm looking forward to flying with Hack as he works on his instrument rating. I like him and I like his Super Cruiser. I'm also very
glad that Hack survived the transition in aeronautical eras from when scud running was a practiced art of travel to where it became
something too dangerous to contemplate. A hell of a lot of pilots and passengers didn't.

Classifieds

Place your ads by phone with Charles Gregoire
@ 828-7493 or e-mail to cbgregoire@sympatico.ca
Deadline is first of the month. Ads will run for three
months with a renewal option of two more months.

I am always interested in receiving submissions for this,
your, Newsletter. You may bring articles to the monthly
meetings or mail information to the post office box or send
me an e-mail attachment at:

cbgregoire@sympatico.ca

Airplane for Sale:
Davis DA2A, 295 TT, C85 90 SMOH, All Metal, Low
wing, Nose gear, Flaps, ADF, KX-170 Radio $14,000
Jim
613-839-5542
07/2000

Garry’s Parts Bin
50 ft. 1/8" galvanized aircraft control cable, 7x19, MILW83420D
Dynafocal engine mount
Wheel pants
$100.00
Oil, break-in, 12 litres, Shell, Esso
Wing Tip Nav Lights
NACA air inlets
Elevator trim assembly
Primer
Valves, Fuel selector
Valve, Parking brake
Accelerometer (G-meter) 2.25 inch
Oil cooler - Continental 6cyl.
CHT guage and probe
Lycoming, Accesory case, dual take-off adapter for
hydraulic and vacuum pumps.
Piston rings for Continental E-185 or O-470.
Light weight starter & bracket for Lycoming O320 or
O360.
two Lycoming engine-driven fuel pumps $50.00 each
Control wheel yoke assembly from Piper Tomahawk
Engine, VW 1600cc completely rebuilt
Garry Fancy
(613)-836-2829
06/00

Articles Wanted
Published by EAA Chapter 245 (Ottawa) P.O. Box 24149 Hazeldean R.P.O., Kanata, Ontario, Canada, K2M 2C3
9

Carb Heat

EAA 245 Newsletter

September 2000

EAA Chapter 245 Membership
Application
NEW:___
RENEWAL:___
DATE:__/__/__
EAA NUMBER:......................
EXP Date:__/__/__
NAME:..............................................................
ADDRESS:........................................................
CITY/TOWN:....................................................
PROV:.....................................PC:....................
PHONE:(.......).................H
(......)......................W
AIRCRAFT &
REGISTRATION:.............................................
...........................................................................
OTHER AVIATION AFFILIATIONS:
COPA:____ RAAC:____
OTHER:____________________________
Annual Dues: January 1st to December 31st. (porated after March31st for
new members/subscribers).
Associate Member
____: $30.00 Newsletter plus Chapter
facilities
Full Member:
____: $55.00 Newsletter, hangar,
workshop, tiedowns
Newsletter subscriber ____: $30.00 Newsletter
Note Associate and full members must also be members of EAA’s parent body in
Oshkosh WI, USA

Make cheque payable to:

EAA Chapter 245 (Ottawa)
Mail to - P.O. Box 24149, 300 Eagleson Road, Kanata,
Ontario, K2M 2C3

Published by EAA Chapter 245 (Ottawa) P.O. Box 24149 Hazeldean R.P.O., Kanata, Ontario, Canada, K2M 2C3
10

