


0f Bachs & Ganns& FabulousWords
Over the years, I've followed and enjoyed
Budd Davisson's articles but have never
been compelled to write and say, "Fine
job!" until now. As a pilot, both privately
and professionally, I've enjoyed the writ-
ings of all the people mentioned in "Grass-
roots" lDecember 2008] (along with
Richard Drury and Len Morgan), and
have been dismayed at many a crew mem-
ber who responded to mention of these
authors-on those quiet nights across the
Pacific-with blank stares. How can any-
one rise to any level in aviation when
they've no concept of its roots? I leave
you with two quotes:

A master in the art of living draws no
sharp distinction betw een his w orh and his
play; his labor and his leisure; his mind
and his body: his education and his recre-
ation. He hardly hnows which is which.
He simply pursues his vision of excellence
through whatever he is doing, andleaves
others to determine whether he is worh-
ing or playing. To himself, he always
app e ar s to b e doing b oth.-Frangois-Ren€
de Chateaubriand

I fly because it releases my mind from
the tyranny of petty things.-Antoine de
Saint-Exupery

Don't give up, someone had to point
the way for us, we should do the same.

Jimmy Rollison
Vacaville, CaliJ.

I couldn't agree more with the musings
of Mr. Davisson, but I submit that he
missed a name: Gordon Baxter.

David B. Sirota
Via e-mail

I'd like to recommend a book that will
acquaint the uninitiated to a variety of
superlative aviation stories: The Greatest
Flying Stoies Ever Told: Nineteen Amaz-
ing Tales from the Shy . It's a great way to
discover some terrific aviation authors.

Chns M. Front
Ot'Jice oJ Aerospace Medicine, FM

Washington, D.C.

Backcountry Safety
I was overcome with emotion when I
read laurel Hilde Lippert's "Doglegs 6l
Dirt" [December 2008] and remembered

the great joy I experienced while flying
with Laurel that week. Each time she
mentioned her thoughts and daily expe-
riences, I felt a breath ofstrength to help
me through another year of teaching in
this wonderful environment, helping pilos
expand their wings over the backcoun-
try. I work so hard to touch pilos in a
way that will save their lives, Each year,
every one of my instructors expresses the
same sentiment...this is the philosophy
for the school and has become my goal.
You've done a wonderful job expressing
this goal: aviation safety, saving lives and
really caring about every person we ride
with! You've truly lifted me up!

Lori MacNichol
Owner. McCalI Mountainl

Canyon Flying Seminars
McCall,Idaho

Down&Welded
I enjoy reading your magazine and try to
learn something new every month. I have
a bone to pick, however, with a column
in your December 2008 issue. In "NTSB
Debriefer: Glass-Cockpit Blackout," Peter
Katz writes of a Cherokee Six pilot who
experienced an electrical failure. After
making his way back to the airport, he
requested a flyby of the tower to check
whether his gear had extended. As a
Cherokee Six owner, one o[ my greatest
reliefs at the end of each flight is know-
ing that my gear is "down and welded"
and that I don't have to wait for "three
greens." Maybe it wasn't really a Six?

Marh Riordan
Sanford, Fla.

Editor's Note: Marh Riordan is correct, oJ
course, about the Cherohee Sabeingfaed-
gear. The model number gven in the ASRS
datqbase report was t'or a PA32, ond the
Lance and Saratoga models with retractable
gear are designated PA32R. A w arninghom
shouldhave sounded.

il,;;;;;il i;;;;;.,;i;;; 6. ;i;;;''';;-
azine', Athr: I.etters, 12.121 Wilshirc Blvrl.,
Sr.tite 1200, Lo.s Arrgelcs. CA 90025; or
e- moil e ditot@pl ane.antlpil ot ntds. corr t.

In addition to letters and e-mail, you can also
comment on PdParticles at planeandpilotmag.tlogspot.com.
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INSTRUCTORS

. Hold your altitude in the pattern
until you're ready to descend. This was
one of the most common misukes cited
by the check pilot instructors. Too many
pilos become distracted with other duties
and forget what Captain Kirk would call
the "Prime Directive": Fly the airplane.
In this case, that means maintain altitude
and airspeed. Any pilot, student or ATP,
who fails to maintain the proper airspeed
and attitude on approach will have a tough
time taming the ultimate monster, the
landing. Similarly, from a pure safetyview-
point, don't get in the habit of descend-
ing while headrng away from the airport.
That qualifies as a definite "duh!"

. Similarly, don't automatically reduce
power and begin descent when you tum
base. At busy terminals, the downwind
leg may sometimes extend two to three
miles from the runway. It hardly makes
sense to reduce power three miles out
just as you would from the key position
abeam your touchdown point.

. When you're ready for the power
reduction, power back to the appropri-
ate setting and immediately trim. Don't
lock your gaze or: the uch or manifold
pressure during power changes. Scan
them quickly until you see what you
want. Use more trim than you think you'll
need and shoot for the exact approach
speed, not a rough approximation.

. Think ahead at all times in the pat-
tern. Plan what you'll need to do next
so you won't feel rushed, Deploy flaps
as necessary. Most instructors favor a
third on downwind. the second third on
base and full flaps on final, and trim out
any elevator pressures immediately upon
flap deployment. When you reach for
the flap handle, don't fixate on it. Put
your hand on it and put your eyes back
in the sky or attend to other business,

. It may sound like an oversimplifi-
cation, but remember that there are only
three things to remember on final-

wings level, fly the proper airspeed and
power settings, and hold the centerline.
(Again, we're assuming no crosswinds.)
If you begin to drift left or right, make
your corrections early while you still
have enough altitude to bank the air-
plane as necessary. Begin to break the
glide at 15 to 20 feet, and don't initiate
the flare until five to l0 feet.

. No matter how well you can land
your airplane, don't relax after touch-
down. The flight isn't over just because
the wheels are on the ground. Taildragger
pilos know this lesson well. Stay tight
on the rudder pedals during the rollout,
and correct any directional problem early
after touchdown before you drift into
the runway lighs. If you need to use
hard braking, simultaneously use full
back stick or yoke after speed drops
through about 30 knos. This puts more
weight on the main gear and offers max-
imum aerodynamic drag to the relative
wind to help slow the airplane.

. Always brake in a straight line. Don't
try to brake and turn at the same time.
It's true that most airplanes have no brake
on the nosewheel or tailwheel, but nei-
ther tricyde- nor conventional-gear designs
take kindly to such abuse. In the worst
case, inertia may cause a trike to wheel-
barrow away from the direction of tum.

. Finally, virtually all the check pilos
suggested that pilots should be more
assertive with the airplane. Make the air-
plane do what you want it to do, and
don't be afraid to use all conuols avail-
able to guarantee the desired result. That
doesn't mean abusing power or slam-
ming controls to the stop. It does mean
manipulating power, ailerons, elevators,
rudder and flaps to achieve the desired
result and make the airplane do what
vou need it to do. P&P

To read pilot reports, review airplane specs and
sharpen up your flying skills, vislt planeandpilotmag.com.


