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PROCLAMATION BY GOVERNOR JAMES B. EDWARDS
ON

AVIATION SAFETY WEEK

WHEREAS, the South Carolina Aeronautics Commission and the General
Aviation District Office of the Federal Aviation Administration are
observing the week of April 16 through April 23, 1978, as "Aviation
Safety Week"; and

WHEREAS, South Carolina, over the years, has enjoyed an outstanding
aviation safety record; and

WHEREAS, the officials and individual pilots responsible for this
outstanding record deserve commendation.

NOW, THEREFORE, I, James B. Edwards, Governor of the State of South
Carolina, do hereby proclaim the week of April 16 through April 23,
1978, as:

AVIATION SAFETY WEEK

and I urge all South Carolinians to pay special recognition to our
officials and pilots for their fine work in this field.

; % James B. éﬁwards



AVIATION SAFETY WEEK PROGRAM

In observance of Aviation Safety Week, the
South Carolina Aeronautics Commission in cooperat-
ion with the FAA and AOPA, has scheduled several
important programs.

The first will be the State wide accuracy landing
contest, Regional contests will be held at Owens Field
Columbia, Walterboro, Anderson, Spartanburg, Flor-
ence, and Aiken. The regional contests will be con-
ducted on Saturday, April 8 at 2:00 p.m. Con-
testents should register in advance at the following
locations; Columbia, Midlands Aviation, Walterboro,
with George Welch, at Harrington’s in Aiken, at the
Control Tower in Spartanburg and at the Flight
Service Station at Anderson and Florence. The
Hope Insurance Agency of Columbia will provide
trophies for the six regional winners and also for the
winner of the state championship.

The Regional winners will compete for the champ-
ionship trophy on Saturday, April 15 at Camden at
2:00 p.m.

We hope that many pilots will enter this years con-
test. Student pilots may participate and in at least
one past contest we have had a student pilot declar-
ed State Champion.

The rules for the contest; developed by Frank
Kelley are as follows:

1. Engine must be throttled to idle opposite
point (180) of intended touch down. Clear-
ing of engine will be allowed at pilot’s dis-
cretion, however, clearing after completion

of final turn will be downgraded. Maximum

altitude at throttle closing 1000 feet AGL.

2. Use of flaps and slips will be at the discretion
of the pilot.

3. Each contestarit will be allowed three landings
which will be graded. Touch and go landings
are authorized.

4. Landing must be stall type landing (no wheel
landings in tail wheel type airplanes or three-
point landings tri-gear airplanes).

5. Each contestant will be judged on the follow-
ing. Turn to final approach, final approach,
round-out or flare, landing and accuracy (as
to touchdown point).

6. Fach contestant must have a current pilot
certificate, current medical certificate, and a
properly certificated airplane. He must be a
resident of South Carolina.

7. Contestant must be registered with the judges
prior to starting time.

8. ANY OPERATION CONSIDERED RECK-
LESS OR UNSAFE TO THE JUDGES WILL
BE DISQUALIFYING.

9. Contest is restricted to fixed wing aircraft.
Pilots flying helicopters will not be per-
mitted to enter contest.

This years Awards Banquet will he on Thursday,
April 20 at 7:00 p.m. at the Thunderbird Motor Inn
at the Greenville Downtown Airport. Awards will
be presented to the State and Regional landing
contest winners and to the South Carolina Flight
Instructor of the year and South Carolina Mechanic
of the year.

Nomination forms are available at your local FBO.




Con’t from page 2
Mr. Phil Swatek, Director of the FAA Southern
Region will be the featured speaker at the banquet
and will conduct a Listening Session at 8:30. Tickets
to the banquet will be $5.50 per person and everyone
having an interest in aviation is invited to attend. The
The FAA Listening Session is [ree of course.
The Aireraft Owners and Pilots Association’s
\ir Safety Foundation will conduct their famous
week end Flieht Training Clinie at Greenville. Down-

town Airport on April 21. 220 and 23,

The courses

offered will he:
I. Pinch Hitier Course for non-pilots who fly the
richt scal. This course is completed in 4 hours
fiving and F hours ground school.

2. Airmanship Refresher Courses 4 hours flying
and 4 hours around <chool.

3. Instrument Pilot Preparatory  Course for

those who have passed the written and wish

lo get ready for the IFlicht Cheek. This will

be 4 hours ground school and 5 hours flying.

4. Instrument Pilot Refresher Course. 6 hours.
fying and 4 hours of sround school.

The FAA written courses will also he offered al
this time.

We hope that vou will make plans now to par-
ticipate in Aviation Safety Week. Cheek our April
Newsletier for the latest information.

FLORENCE - DARLINGTON TEC

Florence - Darlington Technical College is aceept-
ing applications for Aircraft Maintenance Technology
students for the spring and summer quarters.

For further information write - Student Personnel.
P. O. Drawer 8000. Florenee. South Carolina 29301
or call 803/662-8151.

CIVIL AIR PATROL CADET RECEIVES

SPAATZ AWARD

Cadet George Moore. Jr.

Governor James B Edwards presented Civil Air
Patrol Cadet George R, Moore. Jr. the organization’s
Geno Carl Ao Spaatz \ward in a ceremony at the
Governor's Office in Columbia on January 19, 1978.

Cadet Moore is the <on of Mr.and Mrs. George R.
Moore. Src ol 19 Burgundy Dr., Greenville. e has
been o member of Civil ir Patrol’s Greenville Squad-
ron simce  June 1975, The commander of  this
squadron i~ L. Col. Harold M. Dickerson.

The prestigious Spaalz. Award is the highest
attainable in Civil Air Patrol’s comprehensive cadet
program.  The award means that Cadet Moore
has completed all the requircments of the cadet pro-
gram. Cadets. who range inage from 13 to 21, study
a series of courses in avialion and acrospace scienee-
related subjects as part of the program. In addition,
they attend annual encampments and participate in
a number of special courses and programs, they study
survival and rescue techniques, ethical and leadership

Con’t on page 7



FAA NOTES

INFLIGHT ICING

In much of the country there are more good fly-
ing days in winter than any other season for a simple
reason--thunderstorms are less active in cold weather.
There are many crisp, bright days when the air is
stable and the visibility looks like about half a light-
year, at least. Nevertheless, flying conditions change
with great suddenness in winter, so that weather
predictions have to be monitored closely. For the
IFR pilot who intends to fly through clouds, winter
brings on the increased likelihood of inflight icing.
Although de-icing equipment is not required for IFR
operations on light aircraft, it is highly recommended
for winter flight. »

For the VFR pilot, there are also unsuspected win-
ter weather hazards that can produce “instant IFR”
~ conditions and zero visibility, in the absence of
adequate windscreen defrosting equipment.

In addition to loss of visibility, a buildup of
inflight icing can lead to virtual loss of control of
the aircraft. The increase in weight is not as serious
a problem as the distortion of airfoil surfaces
(including the propeller). As little as half an inch of
ice accumulation on the leading edge of the wing
(which can take place in one or two minutes) can
cause a loss of as much as 50 percent of lift. The
degradation of aircraft performance is also cumu-
lative: increased drag means lowered airspeed, while
loss of lift means stall speed goes up.

At the same time, the pilot may be hampered by
the unreliability of key panel instruments, such as

airspeed indicator, altimeter, turn and bank indicator,

etc., due to icing of the pitot tube or static ports. At
this point he may well begin to wonder why he had
paid so little attention to the weather prediction of
possible “light” to moderate icing in clouds.

There is no type of icing prediction which can be
taken lightly. “‘Light” icing may be handled safely
by aircraft with adequate de-icing gear, but it can
become a nightmare for non-equipped planes. “Mod-
erate” icing is more severe than it sounds; few light
aircraft are equipped to deal with it for any extended
period of flight. Flying into “severe” icing condit-
ions is sheer folly, an open invitation to disaster. In
fact, most experienced pilots make it a rule never
to fly intentionally into known icing conditions of
any kind, except in an emergency. They will sit out
the weather on the ground, or fly around it, even if
this entails a detour of several hundred miles.

Inflight icing commonly occurs as a result of
freezing rain or sleet adhering to the airplane. The
precipitation may begin as rain in a warm, upper
layer of cloud and solidify as it passes through a sub-
freezing layer. Later on, before the precipitation
reaches the ground it may change back to rain, as it
encounters a warm body of air near the surface.
There is no way that weather observers or ground
facilities can pinpoint the exact elevation of freezing
and above-freezing layers of air, even with the aid
of pilot reports (which do help enormously), since
air current in clouds are constantly shifting.

There are also several less obvious sources of
inflight icing, where no precipitation is apparent.

Winter clouds may be made up of tiny (micro-




scopic) droplets of supercooled moisture--moisture
that is actually many degrees colder than the freez-
ing point of water. When these supercooled droplets
are shattered by impact with an airplane, they may
freeze onto the plane’s surface. The most severe
icing of this type occurs in clouds with a temperature
range between about 15 degrees F. and 32 degrees F.

Another unexpected weather condition that leads
to icing is called sublimation. This is a process of
physical change, as from a gaseous state to a solid
state (i.e., from water vapor to ice) without passing
through the intermediate, or fluid, state. This takes
place in a body of subfreezing air with a high relative
dew point or moisture content, even when no visible
cloud is present. The energy accompanying the
passage of an aircraft through such alayer of air may
trigger the change from vapor to ice, resulting in an
instantaneous coating of the aircraft and perhaps a
complete loss of cockpit visibility.

VFR pilots who encounter any form of icing
are well advised to turn tail and return to their base.
But the IFR pilot who may unexpectedly encounter
icing enroute, or while climbing to an assigned
altitude, or descending to land, the proper evasive
action is more difficult to decide. Where is the
nearest warm body of air--above or below?

The answer will depend in large part on the
severity of the icing and the service ceiling of the
aircraft, as well as terrain conditions. If unable to
obtain specific guidance from the air traffic service,
many pilots will opt from the higher altitude. (If you
descend to your minimum enroute altitude without

finding warmer air, you may pick up too much ice to

climb out of trouble. Remember what icing on the

wing can do to lift capability; you may not be able
to climb within 5,000 feet of your normal ceiling.)

The presence of oxygen on board is an important
consideration. If you find warmer air well above
10,000 feet and have to remain at this altitude for
any length of time, which may well be true with
severe icing, you will need the support of the 02
bottle.

Anti-icing and de-icing equipment usually consists
of rubberized “boots™ on the wings and tail surfaces
and propeller (the boots dislodge ice by vibrating or
pulsating), heating elements, and liquids. The latter
are commonly used in light aircraft on propellers
where the combination of centrifugal force plus a
non-sticking surface is usually sufficient to prevent
ice formation. Unprotected propellers are an open
invitation to engine trouble in winter flying: any
uneven ice buildup will produce harmful vibration
that could damage the crankshaft and even shut down
the engine.

Liquid ice repellents for protecting cabin windows
are also available. Before applying this material, the
pilot should make certain it will not harm plastic
surfaces.

The windscreen defrosting system is usually a hot
air system drawing its heat from the engine. This
means that when the engine is turning over slowly,
during an extended approach, less heat may be avail-
able. Warming the windscreen thoroughly prior to
letdown is a good precaution against encountering
severe icing near the ground during the final landing
phase. Instances have been reported where desperate
pilots have punched a hole through the windscreen

or side window in order to grope their way down



to the runway.

For similar reasons, having the windscreen defros-
ter “tull on™ is a good pre-takeoff procedure in
winter, even when no clouds are visible overhead.
Recall the phenomenon of sublimation--crystalization
water vapor which. under susceptible conditions, can
coat your airplane with ice about as fast as you can
say “Jack Frost™ or some more expressive phrase.

Pitot tube heaters. when installed. should also be
“on” continuously whenever icing conditions are
present.  Ice may form inside the tube. unobserved
by the pilot. whose first intimation of trouble may
come in the form of an unintentional stall. due to an
erring airspeed indicator. or a frightening close call
with a mountainside. because of an unreliable alti-
meter.  (Incidentally. pitot tube covers. when not
removed during the preflight. can be just as trouble-
some.)

In installing anti-icing or de-icing cquipment on an
airplane. the owner should be euided by the manu-
facturer’s recommendations. Non-approved equip-
ment might not be compatible with existing svs-
tems.

But even the finest of defrosting and de-icing
equipment has its limitations when exposed long
enough to the full fury of winter chill. The best.
and also the cheapest. anti-icing device ever invented
is the will to say “No go”™ when a winter flight that
can be postponed would involve flying through
clouds in freezing air temperatures. Anyone who has
been through the experience of secing an airplane in
flight turmn into a virtual igloo will tell you, “Ice
ain’t nice.”

Reprinted from FAA Aviation News, Dec. 1971-
Jan. 1972.

MAINTENANCE NOTES

ENGINE SUDDEN STOPPAGE

We have frequent inquiries about whether an
engine must be disassembled/overhauled following
sudden stoppage. The following from the General
Aviation Inspection Aids is provided:

When an aircraft is involved in an accident result-
ing in a bent propeller causing sudden engine stop-
page, it is impossible to predict any internal engine
damage or cracks in the crankshaft. The most
vulnerable areas are the crankshaft propeller flange,
counterweight blades, and crankcase bearing webs.
The crankshaft can be visually ‘inspected for flange
runout or cracks and the counterweight blades can be
inspected visually by removing cylinders. These met-
hods do not provide positive determination. Cracks
in the crankshaft and bearing webs as well as other
critical internal engine parts can only be discovered
by engine disassembly and magnetic particle inspect-
ion of steel parts and dye penetrant inspection of
nonferrous crankcase areas.

Advisory Circular 43.13-1A, Chapter 14, also
speaks to engine sudden stoppage and make reference
to the manufacturer’s service and overhaul data.

BOGUS PARTS

Maintenance personnel are again reminded of the
performance standards of 14 CFR 43.13 (b). This
section of the FAR requires persons performing
maintenance to do the work in such a manner and
use materials of such a quality that the condition of

the aircraft, airframe, aircraft engine, propeller or
appliance worked on will be at least equal to its

original or properly altered condition. This requires

the persons to use approved replacement parts. Parts




that are approved are identified under Parts Manu-

facturing Approval (PMA), Technical Standard Order

(TSO), or with manufacturers FAA approval in con-
junction with the type certification. When installing
overhauled engines, for example, the installing me-
chanic is jointly responsible for determining that the
overhaul was done in accordance with FAA approved
data. The engine maintenance records should pro-
vide this information. If you have no records, you
don’t know what kind of replacement engine you are
installing and it may not be airworthly.

Recently an engine was installed in an aircraft in
South Carolina that was supposedly overhauled by a
foreign repair station. No records were provided
describing the work performed. No FAA approval
of the engine overhaul was available at the time of
installation. The engine experienced a malfunction
which resulted in an inflicht emergency. An Air-
worthiness Directive which should have been accomp-
lished at overhaul was not done. Compliance with
the AD probably would have prevented the problem.

Repair stations are required to certify articles
they maintain as airworthy under 14 CFR 145.59.

Certificated mechanics are required to record
maintenance under 14 CFR 43.9.

Don’t cause yourself trouble or possibly endanger

lives by using parts of unknown quality.

ALTIMETER ERROR

We have been notified of a potentially hazardous
condition that may exist in some models of alti-
meters. The condition is caused by the misplace-
ment of the barometric knob on the setting shaft of

the altimeter. If such misplacement exists, forward

pressure on the knob may disengage the barometric
scale from the altimeter pointers. This could result
in an altimeter error when pressure correction is
applied.

All pilots are advised to observe the following
particularly prior to IFR flight:

(a) Rotation of the barometric pressure scale
results in movement of both the pressure
scale and the altimeter pointers.

(b) Forward pressure on the knob during rotat-
ion does not disengage the pressure scale
from the altimeter pointers.

(¢c) The altimeter indication is in accord with
the barometric scale, as referenced to the
altitude and current barometric setting at
the location of the check.

Con’t from page 3

SPAATZ AWARD

principles, build self-confidence, and learn first hand
of the carcer opportunities open in the aviation and
aerospace ficlds.

As cadets complete each phase of the program,
they receive an award and a promotion. Having
completed the entire program, Cadet Moore now
becomes a cadet colonel.

Civil Air Patrol is the volunteer, civilian auxiliary
of the U.S. Air Force and is noted for its air search
and rescue operations; its emergency and disaster
relief work;

its cooperation with civil defense

agencies; and its aerospace education - youth
motivation programs.

The Commander of the South Carolina Wing,
Civil Air Patrol, is Col. George O. Compton of

Columbia.
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AV-ED

Fred Begy

AV-ED, Inc., a new company will specialize in
aeronautical ground training, has been formed in
Columbia. The company, with offices at 1009
Airport Boulevard (across from Owens Field) will
offer courses ranging from one day refresher types
through ATP. FAA approval has been requested for
some courses already and others will follow.

Fred Begy, who has been active in the ETV

"seminars will be the chief instructor and Jeff Trum-

bower is president.

The school will offer courses in Columbia and also
will travel to other locations and offer training
through the fixed base operators. Information can
be obtained by calling (1) 800/922-2224.

UNAPPROVED PARACHUTE HARNESSES

We have been advised by Regional Headquarters
that nonapproved dual pack (piggyback) parachute
harnesses are being manufactured, sold and used by
jumpers for the attachment of both main and reserve
parachutes.  Federal Aviation Regulations require
that auxiliary parachutes have an approved harness
(TSO C-23 or Mil Spec). In other words, the harness
is considered a part of the reserve parachute.

The harnesses of concern are not being manu-
factured to any known standards and are not ident-

ified. This, of course, makes their safety questionable

at best.

The uses of these unapproved rigs is contrary to
14 CFR 91.15 (a) which places the pilot in violation
Additionally,
Section 91.15 (b) concerns the jumper as well and
references 14 CFR 105. Section 105.43 requires the

approval of reserve parachute and also places respon-

and subject to enforcement action.

sibility on both jumper and pilot.
Drop zones in South Carolina will be spot checked

throughout the year.




