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. LAKE CITY AIRPORT DEDICArED 

The Cliff J. Evans Airport i n Lake City was formally 
dedicated on Sunday, May 15, before a large gathering from 
throughout this area. 

The $160,000.00 airport was named in honor o:f Lake 
City's Mayor, C. J. Evans, its construction :fulfilling his 
long-time dream and efforts · to bring an airport to this area. 

The guest speaker, Senator Clyde w.,Graham, was in
troduced by Highway Commissioner LeRoy Nettles, who stated 
in his opening remarks, "Lake City can now take its place 
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with other South Carolina cities served by adequate :facilities." 
Senator Graham particularly covered the history of Lake 

City, its progress and extensive growth, stating ":from 1940 
to 1950 it grew more than any other place in the State, jump
ing in population from 2,500 to 5,500." He referred to its 
being a pioneer in agriculture, at one time the greatest truck 
market in the world, and today producing some of the finest 
tobacco available. "In 1960, it had retail sales of 30 
million dollars, the greatest in coastal places o:f South Caro
lina", he said. 

He elaborated on the contributions o:f Mayor Evans to 
the community, stating "he is dedicated Mayor, with courage 
and ability, and he had a vision of a great industrial town 
and o:f a great airport." 

In his response, Mayor Evans spoke o:f the airport as 
= being one of the finest o:f its size anywhere in the country 

and as another indication o:f the progress o:f the area and its 
value to the industri~l growth now going on. "Never, when 
a small boy on a farm at New Hope, did I think I'd ever :fly 
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a plane or have an airport named for me", he said. 

Among guests introduced were Grover Collins, Supervisor 
1 of Airports o:f the S. C. Aeronautics Commission, Homer Collum, 

~- President o:f the S. c. Breakfast Club, .J. Bennie McCutcheon, 
Ed McLeod, Coroner Billy Eaddy, members o:f the County Delega
tion, Eddie Campbell, Commander of the Florence Civil Air 
Patrol, and Mayor Pete Sparrow, Commander of the Scranton 
squad. 

The Dedicatory Prayer was given by the Reverend .J. L. 
Wall o:f the Pentecostal Holiness Church, sometimes described 
as "the :flying parson." The cutting of the ribbon by Mayor 
Evans completed the program. 

The Lake City High School Band, directed by Lenich 
Coker, added several members to the formal ceremony, which 
they opened with "The National Anthem". 

During the afternoon and until dusk more than 300 re
sidents took advantage o:f chartered :flights over the city, 
the money being donated to the local Civil Air Patrol, under 
the direction of Major R. T. Whitehead, Jr., :for furtherance 
o:f its Cadet Flying Program. 

The Breakfast Club meeting, which was held at Lake City, 
the same day was very well attended. Approximately 60 
aircra:fts were on hand :for the meeting. 



THUNDERSTORM SEASON 3/ 

It's thunderstorm time again, and also time to refresh 
our memories concerning the Do's and Don'ts of operations 
in and around T-storm areas. As repetitious as the words 
may seem, accident records indicate a need for reminders 
that the hammer of Thor can strike a mortal blow, parti
cularly to the unwary or careless. 

PREFLIGHT - 1. Check closely with FAA Flight Service 
Station weather briefing Specialists regarding the current 
and forecast locations of severe weather. Check the 
SIGMENTS. 

2. Cheek the aircraft's static eliminators. 
Make certain they are of proper length and the wicks are 
not worn off or contaminated with oil or grease. 

3. In the event you have airborne radar, 
make sure it is operative. It's a key tool in thunderstorm 
avoidance. 

EN ROUTE - 5. Keep up-to-date on the over-all T-storm 
patterns. 

6. Remember that in the summer seemingly in
significant fair-weather cumulus can become dangerous mon
sters in a matter of minutes. 

7. The most dangerous are those clouds with 
fastest growing tops. _ 

8. If there's a lot of lightning, it's pro
bably a wicked storm. 

9. If you have no radar and thunderstorms 
are a problem, ask for flight-following assistance from FAA. 

LANDING - 10. Never attempt a landing during a thunder
storm or if one is in the immediate vicinity of the airport. 
Get help from air traffic control to make certain your let
down and approach do not take you into a storm. Either 
delay your approach or proceed to an alternate rather than 
attempt to penetrate a thunderstorm on letdown and landing. 

FAA REPORTS RECORD-BREAKING FLIGHT OPERATIONS FOR 1965 

Flight operations through the national airspace system in 
1965 surpassed all previous years, according to figures re
leased by the FAA in its annual Air Traffic Activity repor~. 

(Cont'd on Page 6.) 
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FEDERAL AVIATION AGENCY 

VFR EXAM-0-GRAM * 
FUEL CONTAMINATION 

EXCERPTS FROM A RECENT AIRCRAFT ACCIDENT REPORT: " ... Subsequent 
examination of the engine and its components revealed large deposits of foreign material, 
sediment, and water in the fuel strainer, carburetor bowl, and fuel pump in sufficient 
quantities to cause stoppage . . . Probable cause of accident: Inadequate preflight action 
by the pilot; subsequent engine failure due to fuel contamination .... " 

DO YOU KNOW-- AND PRACTICE-- THE PRECAUTIONS YOU SHOULD TAKE TO 
AVOID FUEL CONTAMINATION? Perhaps you do, but there are many pilots who 
obviously do not -- as evidenced by the alarming increase in the number of fuel con
tamination-caused accidents. The moder n aircr aft engine is a r emarkably reliable 
and dependable mechanism, but it will not run on water, dirt particles, and other 
non-combustibles. Let's review this ins idious problem by asking -- and answering -
a couple of rather pointed questions about this subject. 

1. WHAT CAUSES FUEL CONTAMINATION? 

A. Storing the aircraft with partially filled fuel tanks may cause condensation and 
water contamination. You have, no doubt, often noticed moisture (or dew) on 
the outside of your aircraft early in the morning. When you noticed this, did 
it occur to you that this same moisture could form on the inside walls of your 
fuel tanks? Water is the worst offender in these contamination cases, and 
condensation inside the tank is one of the methods by which it finds its way 
into your fuel system. 

B. Servicing the aircraft from improperly filtered tanks, particularly small tanks 
or drums, is another principal source of fuel contamination. This practice 
frequently introduces both dirt and water into the aircraft fuel system. 

2. WHAT PRECAUTIONS SHOULD THE PILOT TAKE TO AVOID FUEL CONTAMINA
TION? 

A. PREFLIGHT ACTION: Drain a generous sample of fuel (several ounces --
not just a trickle or two) into a transparent container from each of the fuel 
sumps. (Notice that we specified each of the fuel sumps. This includes not 
only the main gascolator, but also the wing tank sumps.) Examine the sample 
of fuel from each sump for water and dirt contamination. Water will not mix 
with gasoline. If present, it will collect at the bottom of the transparent 
container and will be easily detected. If water or dirt appears, continue to 
drain from that sump until you are sure the system is clear of all water and 
dirt. (NOTE: If your aircraft is not equipped with wing tank quick-drain 
petcocks, it is recommended they be installed. This can make the preflight 
check of the wing tank sumps much more convenient, as the frequent removal 
and r eplacement of wing tank sump drain plugs can be a time-consuming 
operation. ) 



B. POST-FLIGHT ACTION: (1) Top off your tanks at the end of the day to avoid 
condensation and water contamination inside your fuel tanks. Although this is 
a desirable procedure to follow at the end of each flying day (assuming your 
loading schedule for the next day will permit a full load of fuel) , it is particu
larly important that this is done if the aircraft is to stand idle for several 
days - -whether it is tied down out-of-doors or stored in a hanger. (2) Avoid, 
if pos s ible, servicing your aircraft from small tanks or drums. Should this 
become necessar y, t he fuel should always be s t r a ined through a chamois skin 
that is in good condition. 

C. PRECAUTIONARY MAINTENANCE ACTION: In addition to the previously 
discussed precautions, the following maintenance precautions should be per
formed on your aircraft at periodic intervals: (1) Inspect and clean the tank 
fuel outlet finger strainer. (2) Inspect and clean the inlet carburetor screen. 
(3) Flush the carburetor bowl. 

BY FOLLOWING ALL OF THESE PRECAUTIONS, YOU CAN GREATLY REDUCE THE 
HAZARD OF ENGINE FAILURE DUE TO FUEL CONTAMINATION. 

* * * * * * * 
To better understand the reasons for the PREFLIGHT ACTION we have recommended, 
let's take a br ief look at an a ctual water contamination t est r ecently conducted by FAA 
- - it 's a real eye opener ! 

After all water was removed from the fuel sys tem of a popular make high-wing 
monoplane, three gallons of water were added to the half-full fuel tank. After a 
few minutes, the fuel strainer (gascolator ) was checked for water. It was necessary 
to drain ten liquid ounces of fuel before any water appeared. This is considerably 
more than most pilots dra in when checking for water. 

In a second test with the same aircraft in flying attitude (to simulate a later tri
cycle geared model) the fuel system was again cleared of all water; then one 
gallon of water was added to the half-full tank. Upon checking the fuel strainer 
(gascolator) quick drain, more than a quart of fuel was drained before any water 
appeared. 

In both of the above-described tests, about nine ounces of water remained in the 
fuel tank after the belly drain and the fuel strainer (gascolator) had ceased to show 
any trace of water. This residual water could be removed only by draining the 
tank sumps. 

Two significant findings emerged from the above tests and from tests made on a 
plastic mockup of a similar fuel system: 

1- When water was introduced into the fuel tank, it immediately settled 
to the bottom, but did not flow down the fuel lines to the fuel strainer 
until all fuel was drained from the lines. Remember , each fuel tank 
must be turned ON to drain the tank lines thr ough the gascolator. 

2- Since it was found impossible to drain all water from the tank through 
the fuel lines , it wa s necessary to drain the fuel tank sumps in order 
to remove all water from the system. 

* * * * * * * 

S, 



6/ The 292 FAA airport traf~ic control towers, 14 more 
than in 1964, reported a record 37.9 million takeof~s and 
landings during the year - an 11 percent increase over 
1964. Nearly one-fourth of the airport operations were 
conducted under instrument flight rules (IFR) - an in
crease of 15 percent. 

IFR aircraft handled, for the second consecutive 
year, increased by 10 percent. There were 12.9 million 
IFR flights handled by FAA aur route traffic control centers. 
The largest increase - nearly 34 percent - was in general 
aviation (non-airline) flying. In comparison, airline 
activity increased by only 14 percent. 

In total operations (each takeoff or landing is 
counted as one operation), the five busiest airports were: 
Chicago O'Hare International - 519,430; Van Nuys (Calif) -
439,563; Opa Locka (Fla.) - 425,323; Long Beach (Calif.) -
393,892; and John F. Kennedy International (N.Y.) - 389,917. 

Leaders in airport itinerant operations, which ex
clude purely local flights, were: Chicago O'Hare - 519,344 
operations; John F. Kennedy International - 389,047; Los 
Angeles International- 366,531, Washington National (D.C.) 
307,839; Dallas Love Field (Tex.) - 270,034. 

O'Hare also led in air carrier operations with 
443,026; John F. Kennedy International had 352,469; Los 
Angeles International - 288,610; Washington National -
219,108; San Francisco International - 210,948. 

The five busiest general aviation airports were: 
Opa Locka (Fla.) - 211,868; Van Nuys (Calif.) - 205,193; 
Long Beach, Calif.) - 203135; Fort Lauderdale (Fla.) -
160,660; and Phoenix (Ari.) - 151,246. 

A NEW CONCEPT ON APPROACHES KEEP GEAR AND SPEED UP 

For retractable gear single and multi-engine general 
aviation aircraft there are several advantages obtained in 
forgetting the factory-recommended approach speed of 100-
120 mph with gear and flaps down. Instead, leave gear 
and/or flaps up until "contact" conditions have been ob
tained with the runway in sight and landing assured before 
lowering gear and flaps. 

In this clean configuration, on an instrument ap
proach, the aircraft can be maneuvered at speeds 20 to 30 
mph higher than flaps down speed. Here are the advantages 
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t .o be gained by driving a. clean airplane at a higher speed 
throughout the approach: 

1) Speed will be more compatible with that of air
liners such as the Convair, Viscount, DC-7, and Electra 
and thus will make an approach in landing sequence with 
these other craft at busy terminals much more orderly. 

' 2) If there is any possibility of icing the fact the 
gear is not extended prevents less ice from adhering to 
the plane. Also, sufficient ice might accumulate on ex
tended gear to prevent its being retracted in the event 
of a missed approach or engine failure. 

3) Generally the airplane has better control, flies 
easier on instruments and you get the a.pproach over with 
a little faster. With a strong headwind, that run from 
the facility inbound to the runway seems forever at 100 kts 
airspeed. Too, if you circle to land, you can slow down, 
stay within one mile of the airport and make those tight 
turns safer with gear up. 

4) In event of engine failure in a light twin you 
already have airspeed well above Vmc; aircraft is in clean 
configuration so you have less to do in coping with this 
emergency. 

5) You are in better shape to execute a missed 
approach. 

6) In most of today's aircraft the gear extends and 
locks quickly so you can safely wait until you have the 
runway in sight before slowing down and dropping the gear. 
If your plane is "slow to slow down" to gear or :flap 
speed remember that at most airports today with approach 
control facilities the runway is at least 5000 feet and 
you've been landing and turning off at the first inter
section. So generally there is plenty of runway left 
over on which to slow down, extend gear and flaps, land 
and stop. 

7) If you're afraid you'll forget to lower landing 
gear when you "contact" ask the tower to visually check 
your gear when they sight you. 

8) You generally practice instrument approaches 
''under-the-hood" at gross weights several hundred pounds 
less than maximum G. W.--only you and a check pilot on 
board, no ice accummulation. Then one day you shoot an 
actual approach with a cabin full of people and way too 
much baggage and you do this at the same slow practice 
airspeed with gear down. 

Questions anyone? (Texas--Wing Tips) 
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PERMIT NO. 61 

PROPOSED "LOOK-SEE" RESTRICTION WITIIDRAW 

FAA has had under c onsideration a proposal to amend 
Parts 91 & 121 of the FARs to prohibit "look-see" when the 
runway visual range {RVR) was reported below the prescribed 
RVR minimums. Objections to the proposal pointed out that 
an instrument approach would have to be discontinued at any 
time that a below minimum RVR report was received by the 
pilot and it was possible that this report could be received 
after the pilot had reached a p oint, wher e, under existing 
c i rcumstances, the safest procedure would be to p roce ed with 
the landing. In view of this and other objections, FAA 
withdrew the proposed change. 

NEW PARACHUTE JUMPING RULES PROPOSED 

FAA has proposed new safety regulations affecting sport 
parachute jumping which would: require authorization by FAA 
for jumps in controlled airspace; require their airplanes to 
have two-way radio communications with air traffic control 
when operating in controlled air$pace; six hours advance 
notice to FAA when jumping outside controlled airspace; pro
hibit jumping within eight hours after drinking an alcoholic 
beverage; FAA be provided with information concerning - the 
size of jump sites and drop zones in both controlled and un
controlled airspace. Duplicate comments on the proposal {doc-
ket No. 6762; Notice 66-18). should be. routed t8 FAA Ot_=tl~n~ 
of General Counsel, Attention Rules Docket, 80ATndtPio 19~6 Avenue, sw, Washington, D. C. 20553, prior to ugus , • 


