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LEFT SEAT
I attended an AOPA weather safety seminar in September which was held at the Marriot Hotel near the University of Utah. The
presenter spent the bulk of the two hour seminar talking about weather and how it relates to general aviation. At the end, he
related his ideas of things we never “have” to do in aviation. One example is, “you never have to take off”. I have thought about
this concept several times since the seminar and thought that the idea of making a list of things we never have to do in aviation
is a smart idea.
Most of us, if we have been involved in aviation for any length of time, know of someone either directly or indirectly that has
ended a flight in a less than satisfactory way. In fact if the truth were known, most of us have had an experience that has caused
us to say “I’ll never do that again”. Learning from our own experiences and mistakes or the experiences and mistakes of others
is something that we should all do on a regular basis. So why not keep a running list of things that either we or others have done
that we want to avoid at all costs in the future?
My list would include, but not be limited to the following:
•
•
•
•
•
•
•
•
•

Never
Never
Never
Never
Never

depart on a flight with less than maximum fuel
continue VFR flight into IFR conditions intentionally
continue flying into icing conditions – turn around
take someone’s word for the amount of fuel in the tanks – check yourself
depart on a flight if the winds aloft are greater than 25 knots
The turbulence can be brutal
Never fly into a thunderstorm – thunderstorms eat aircraft
Never think that you have to land on the first try – if it doesn’t look right, go around
Never get in an airplane and fly it with a known defect or squawk
Etc.

Note: The above list contains items that I have learned mostly from observations of fatal accidents whileserving in the
Civil Air Patrol as both a pilot and observer.
Our personal lists could get quite long but if the items on that list contained do’s and don’ts from our own experiences or from
the actual experiences of people we’ve known, we might be able to help ourselves avoid disaster as well as help us keep our
airplanes from getting bent.
It’s easy to read in a book or magazine about what some other pilot did that resulted in his or her flight ending in failure. Each
month in the AOPA magazine, there is an article entitled “Never Again”. Most of these articles are educational and provide
information that is useful in educating pilots of this or that danger. But if our lists included personal experiences, and we read
our list on a regular basis, maybe it would help us to improve our decision making skills and serve to remind ourselves that there
are certain things we won’t do and certain bounds we won’t cross. Other than the rare catastrophic machine failure, most
aviation accidents can be attributed to poor decision making skills on the part of the pilot and/or crew.
A self imposed list of do’s and don’ts could become our own personal set of “FAR’s” so to speak. More importantly, our own
self-written regulations that govern our activities as pilot in command might just be the best advice we ever get with regards to
flying.
As always, it is my hope that those of us who enjoy flying will be able to continue that activity safely as long as possible despite
rising fuel and maintenance costs and despite other outside influences that tend to restrict our flying activities. The ability to
fly has made a huge difference in my life and has enriched me and my family in countless ways.
Fly Safe,
Dave Haymond

President, UGAA

SAFETY
CFI, Former Navy Trained U.S. Coast Guard Aviator, CAP
SAR Pilot, and FAA Safety Team Representative, UGAA Board
Member and humble Piper Cherokee Owner

Cold Weather Operations. The Importance of Proper Reciprocating Engine Preheating Saves You and Your Pocketbook
“In less than a minute, a single cold start without proper preheating an aircraft engine can produce
more wear on your piston aircraft engine than 500 hours of normal cruise operations. If it is cold
enough, a single cold start can cause the catastrophic destruction of an engine shortly after takeoff.”
Mike Busch, AVweb
Major aircraft engine manufacturers, Lycoming and Continental have Service Bulletins providing recommendations
for preheating their air cooled engines during cold weather. They state that engines should be preheated as outside
temperatures approach freezing to as low as 20 degrees F. Many operators say that proper preheating needs to be
accomplished at even higher temperatures to provide longevity to the expensive heart of the aircraft, the engine. As
stated above, failure to properly preheat your aircraft engine can lead to a failure of that all important powerplant.
I sit on the GA Airport Advisory Subcommitee, am an aircraft owner and work for the City’s Fire Prevention Bureau
of the Fire Marshal’s Office. Several months ago I was asked to assist in formulating a policy that would allow for
reasonable safety procedures for aircraft engine preheating. Such a policy would allow aircraft owners to properly
and safely preheat their aircraft engines and do so in a way that will greatly reduce the risk of fire.
I began my research by reviewing the adopted Fire Code, and some general safety requirements and regulations. My
eyes were really opened when I went on-line and did research on preheating of aircraft engines and how to do it
safely. That was when I came across the beginning paragraph of this article. That got me thinking as an aircraft
owner. Have I damaged my engine with cold starts? Have I improperly preheated my engine? Then I remembered
that one experience I had in my teens. When I was a newly minted pilot I loved to fly our family’s Cessna 172. It
was always parked outside we never preheated it. I cleaned the wings and did what I thought was a good preflight.
We started it cold! When aircraft engine started it was often rebellious but appeared to warm up OK. Sometimes it
wouldn’t start, or begin to start and
quit. That was when I learned about ‘‘frosting the spark plugs’’ a condition where the cold soaked engine would fire
a few times and quit. The moisture of the partial start would freeze and short out the sparkplugs and you would
lose the spark. No matter what you did after that the engine would not start until it was preheated with hot air
(over the cylinders) Then the engine would start, but was that enough? No, the oil was still thick, and lots of damage was being done. The following summer, on a beautiful clear afternoon while returning from a flight back from
Wyoming over the mountains east of Logan that engine failed and started to come apart. It ran for several minutes
making lots of scary sounds. I wonder, was that a result of several years of cold starts? I did land safely, with the
engine seizing within gliding distance of the airport. The engine was junk, and my dad was really unhappy. I was OK
and a rebuilt engine was later installed. My dad brought up his tools and made me stay with a college friend and
told the FBO that I was to disassemble the engine and see what came apart. I did and that began a great education
with pieces of engine neatly arranged on the floor. It was very expensive for my dad, who had recently retired. I
had my first inflight engine failure. I wonder, was it those cold winter starts?
I always knew that at least warming the oil was a good idea. So, on my humble Cherokee I have an approved Tanis
oil pan heater that I plugged in several hours prior to a flight in the winter. Yes the oil is warm. But after reading all
the information on line I have found that indeed may not be enough! A cold soaked engine has many parts that
may in reality be too tight or lack proper clearances, even with warmed oil. In doing research I have discovered
much damage can still be done which may not show up for a long time! These components may include the pistons,
with piston scuffing and cylinders with excessive wear, lifters, valve guides, main bearings and other parts that rotate or move that need proper lubrication and proper clearances.
So, I would strongly recommend going on-line and read the cold weather preheating recommendations for your aircraft. There are many products that can be utilized for preheating. Still cautions and precautions need to be taken.
One note, the automotive electric dip stick heaters are prohibited by the aircraft engine manufacturers and actually
do little. The best situation for preheating the aircraft is to put it in a heated hanger for many hours. Ensure that
your engine oil is fluid and that the cylinders are near room temperature. If you pull the dip stick and the oil is
thick and not flowing, don’t start that engine! Find a way to preheat it. There are propane preheaters. They put out

SAFETY cont.

a lot of BTU’s and should never be used in a hangar, and in fact are prohibited from use inside any hangar at Salt
Lake owned Airports. This is due to potential fire and explosion hazards from venting fuel fumes off the aircraft
tanks. They may be used outside only. Pilots must be very careful with propane heaters. You can actually over heat
the top part of the engine, while oil is still too thick and the core of the engine is still cold soaked deep inside. Also I
have heard that these units can produce so much heat that wire insulation and fuel lines can melt. So be very, very
careful!
Slower more even heating seems to be the key. Prolonged and full time heating with pan heaters and other types
can also be detrimental due to moisture build up in the engine, which can cause an environment for rust and corrosion. Perhaps the best solution is to have a heater that keeps the engine EVENLY warmed, inside the cowling at
about room temperature. This would require that the engine cowl be closed and blanketed, have a thermostat inside and an approved electric heater, powered at a medium setting bathing the engine in warmth. This could be
done 4-6 hours before a planned flight depending on the outside temperature. Many products are on the market or
they can be made using products from your home improvement center. Again, do some research on-line. We have
seen many great engine heaters.
Now a few notes. AT SLC airports and perhaps other locations, heat sources shall not be within 18” of the floor due
to possible ignition of fuel fumes coming from fuel vents. Each pilot needs to be very aware of this potential especially in closed hangars! Ensure adequately sized and good conditioned extension cords of at least 12 gauge. Other
devices can also be utilized to control heaters, such as cell phone switches (check Sporty’s,) Intermoutain Farmers
has temperature power cubes that turn on heaters at 40 degrees.
For those of you who plan on building your own electric engine preheaters, utilize UL listed approved heaters with a
tip over shut off safety switch, thermostat control, with variable watt settings, and an over temp shutdown switch.
All ducting needs to be non-combustible.
At SLC airports we are in the process of proposing changes to preheating and device policies to allow for some
common sense and safe units. We want everyone to be safe, and keep your aircraft operating in a safe manner.
Love to hear from you with your ideas and thoughts on this matter. You can email me at.
wayne.leydsman@SLCGOV.com
There is a lot of information on line on preheating your piston aircraft engine. Both Lycoming and Continental have
Service Bulletins, Advisories and information on when an aircraft engine should be preheated. No matter which
powerplant you own be aware of recommended procedures to avoid engine damage.
In review here are some recommendations:
•

I have seen several homemade heaters where a duct is placed from the heater into the bottom opening of
the engine. Here are the rules. Use an UL approved heater which has a thermostat, tip-over shut off
switch and overheat shut off switch. Heaters shall be raised above the floor, at least 18 inches, this is a
common safety factor found in codes and will prevent the ignition of fumes coming from tank vents when
full. Again 12 gauge extension cords should be utilized, through a 15 amp power strip. Keep plugs off the
floor. Use non-combustible materials including hot air vent hoses. I have seen several good units built by
aircraft owners. If you have any questions regarding the safety of the installation, please contact the Airport Fire Marshal. Ideas will be entertained and evaluated for safety.

•

Ensure that the fuel valve is turned off in the aircraft.

•

The best situation is a heated hanger, where the aircraft can be placed prior to flight.

•

What is prohibited in our hangars are fuel fire heaters stored or utilized in hangars. Propane or liquid fueled heaters. They may be utilized outside of and away from the hangar.

•

Dip stick automotive type heaters are prohibited by aircraft engine manufacturers.

Every owner and operator should study these issues carefully. Again fire safety and prevention is the
goal.

PAT’S CORNER

As I write this article, the good news is the state of Utah is financially in the black and
improving. The bad news is our federal government is in the middle of a partial shut-down and
the FAA is facing serious budget cuts. Washington politics can be very ugly! What does this
have to do with General Aviation in Utah? It means there may be a lot less funding available
for airport capital improvement projects. Thirty-five of Utah’s forty-six public use airports are
eligible for FAA grants. With few exceptions, high dollar projects at GA airports are paid for
with FAA grants. Most airports, especially GA airports, do not have the ability to generate the
revenue needed to support themselves. Without FAA grants, our nation’s system of airports
could not exist. On average, the FAA grants approx. $7 million dollars per year to support
Utah’s GA airports through State Apportionment, and another $30 million through Discretionary funds for capital improvements projects (including Salt Lake International Airport).
FAA Administrator Michael Huerta recently reviewed fiscal year 2013 actions taken by
his agency as a result of sequestration. It required a $486 million reduction from the budget.
Do you recall how we almost lost our contract tower services at Provo and Ogden airports?
Fiscal year 2014 will require an estimated $697 million reduction (43% more than FY2013). Mr.
Huerta outlined proposed cuts through reductions in overtime, travel, contract services, attrition, hiring freezes, etc. and noted that there is still an unresolved shortfall of $337 million.
Last year’s shortfall was covered using airport capital improvement funds. I suspect the same
will happen again this year. As a result, there will be less funding available for GA airports. He
went on to state “This allows FAA to target remaining resources to serve the largest number of
passengers at the most utilized locations.” I interpret that to mean major airline hub airports,
and funding for general aviation airports will be reduced.
The battle over user fees is not limited to general aviation aircraft owners. Airport
sponsors are now facing fees. Aviation trade publications have covered recent stories about
the FAA charging nearly $500 million for air traffic control services at Oshkosh this year. Here
in Utah, a new PAPI was recently installed at Fillmore airport and the city received a $10,570
invoice from the FAA for the cost to flight check it. Salt Lake International Airport also received
an unexpected invoice for FAA services. The new policy of charging for services began shortly
after the first round of sequestration……and I’m sure there’s more to come. So, fasten your
seatbelt. It’s going to get turbulent!
Now, I’ll shift to a topic I hope you find interesting and enjoyable. I recently received
several phone calls and e-mails asking if I have any information on the history of large concrete
air navigation arrows that still exist. Maybe you’ve seen one and wondered what it is. In the
late 1920s and early 1930s, the U.S. Postal Service established a network of concrete air navigation arrows, with light beacons, to aid airmail service. It’s a fascinating story. Many of the
historical arrows still exist. The closest one that I’m aware of is located at the north end of the
Oquirrh Mountains near Lake Point, UT. There are a few around the St. George area and along
I-80 between SLC and Wendover. Take a short field trip to visit one or fly over one. Google
“concrete air navigation arrows” and learn more about them! Stop by the Division of Aeronautics office to pick up a new Utah Aeronautical chart and I’ll show you where other arrows are
located.
Safe Flying!

Ed’s note.. Pat Morley is
Director of Utah Division
of Aeronautics

MOOSE CREEK 2013
Each year members of UGAA make an annual pilgrimage to Moose Creek, Idaho (1U1)
on or about July 24. This wilderness airstrip is located within the Selway-Bitterroot wilderness area where Moose Creek joins the Selway River (N46.07.25 W114.55.64). The
Moose Creek airstrip at an elevation of 2454 feet has 2 runways: Runway 1/19 is 4100
x 250 ft turf and runway 4/22 is 2300 x 250 turf.
Photo 1 shows an aerial view of the airstrip (credit Google Earth). On the left (west) is
Moose Creek, at the bottom (south) is the Selway River. When the Selway-Bitterroot wilderness area was designated in 1964, all existing airstrips were grandfathered in so that
none can be closed by the Forest Service or other agency. It is still wilderness, so you
can fly in and camp, hike, fish, etc., but you can’t so much as ride a bicycle on the airstrip. In fact, the Forest Service mows the airstrip with a
sickle bar mower pulled by a
mule team. The nearest trail
head is 25 miles down the
Selway River, so visitors are
limited to hikers, horseback/
mule riders and rafters on the
Selway River. There are no
garbage cans, garbage dumps
or fire pits – it’s all “pack it in
/ pack it out”. Visiting pilots
do a very nice job of keeping
the area pristine. There are
two open pit toilets at the south
end of the airstrip. The camping areas have no
water, so if you want running
water, you run up to the ranger
station fill your container and
run back to camp with it (photo
PHOTO 1 Moose Creek Airstrip (credit
2).
Google Earth)
My wife Teri and I were able to
get the entire week of July 22 through July 28 off, so we planned for that time slot. Mike and
Diana Mladejovsky planned to get to Moose July 23, With Dave and Lisa Haymond and their
two dogs to arrive Wednesday July 24th. As usual with best laid plans of mice and men, we
got delayed – last minute fussing with our 172, packing all the stuff and then getting it into
the plane. Mike was delayed a day getting to SLC, so he was late. Dave had just replaced

a cylinder on his Cherokee 6, so he needed
a little break in time before heading off to
the wilderness. Teri and I finally got off
Tuesday morning. The air was smooth,
but headwinds were such that a fuel stop at
Salmon, Idaho (SMN) was required. Back
country flying is a compromise between
having the plane as light as possible and
having enough fuel to get to your destination and get back out. The plan was to
go to Moose, camp, and then leave via
Hamilton, Montana (6S5), some 34 miles
east of Moose for fuel for the return trip to
SLC. We took on 12 gallons of 100LL, did
a potty stop, and headed for Moose Creek.
PHOTO 2 Running water

The flight from SMN to 1U1 at 11000 feet
was uneventful other than quite a bit of smoke from a large fire west of Challis. Soon we were letting down
in the Selway River Valley, crossed over the airport and landed on runway 19. Photo 3 shows final
approach to runway 19. Stay well above the trees – sometimes there are some squirrelly winds off of that
little knoll to the right of the approach end of runway 19.

PHOTO 3 Final approach to runway 19
We pulled over to the southeast side of the runway, unloaded (photo 4) and set up camp back in the trees.
That’s a lot of stuff. We actually weighed it and ended up 4 lbs under gross. Of course we forgot stuff –
like the battery for the shower … You do always take a shower with you, don’t you? Our tent is a 12’ x 16’
screen tent, with side flaps and a rain fly, large enough to have two cots and a kitchen area, with enough

room to move around. It was aptly named the Taj Mahal during an earlier Moose Creek trip – one can’t be too
comfortable on a wilderness trip. The camping area was absolutely beautiful, cool in the morning until about 11
am (photo 5).

And now the rest of the story: It was hot. It was about 90 degrees when we
landed at 1:30 pm. Then it got hot. The thermometer was over 100 every
day we were there, 107 one day, 104 another. Mornings were cool and
nice, but about 11:00 it started heating up. There were several new forest
fires in the area that at times filled the valley with heavy smoke. There were
bugs. When we first arrived we were greeted by biting flies, but bug repellent did a good job of discouraging them. But they soon were replaced
by yellow-jackets that wouldn’t take no for an answer. Fortunately, the Taj
screen tent kept them at bay (photo 6).
For Wednesday breakfast Teri and I had “Denver Omelet” and hash
browns. Soon we heard the clattering hoofs, a cloud of dust and a hearty
“Hi Ho Silver” … Oops, wrong movie. How about a thundering roar, a
cloud of dust and a Pilatus PC-12. Four guys flew in from Sacramento (2
hours) and camped and fished for the rest of the week. It can’t be too hard
an airstrip for them to get a PC-12 in there. Early Wednesday afternoon,
Mike, Diana and Maddy (the dog) arrived and set up camp about 100 yards
north of our site. We ran short of ice, and no sign of Haymond who was
supposed to bring us 20 lbs. So we took a quick trip to Hamilton, picked
up 50 lbs and a battery to run the shower and another 12 gallons of 100LL.
That afternoon Mike, Diana, Teri and I hiked down to Moose Creek, about
a half mile and 200 feet down. The creek is just right to cool off, you can
PHOTO 4 A bit of baggage
lay in it for an hour and not get chilled. By the time we got back up to camp
we were hot again. Our usual humble dinner consisted of BBQ’d Ahi Tuna, ginger/lime sauce, wild rice, veggie
and Jello dessert.
Thursday morning we slept in enjoying the cool, then had a leisurely breakfast of Belgian Waffles, with syrup,
jam, sausage and juice. A noonish trip up to the ranger station resupplied us with “running water”. Thursday
afternoon we made a more proper trip down to the creek. There is a superb swimming hole a couple hundred
yards above the Moose Creek Bridge. It’s deep and crystal clear (Photo 7). After the hike back to the airstrip
(photo 8) we fixed dinner (fillet mignon, mashed potatoes, mushroom sauce, spinach and red wine).
By Friday morning Mike and Diana had had enough of the yellow jackets – Diana is allergic to bee stings – so
they departed early en-route to Canada. About three hours later Dave and Lisa Haymond came in and set up
camp in the “triangle area” southwest of the runway (photo 9). They had yellow jackets also, although Dave
claims “not as bad” - only one dog got stung. Dave and Lisa hiked down to the creek – Teri and I endured.
Dinner: pork sirloin chops, stuffing, corn, applesauce, white wine.
Saturday breakfast consisted of fried eggs, hash-browns with chicken breast chunks, salsa, Feta cheese, toast and
juice. Dave and Lisa hiked down to the creek again. Teri and I endured the heat at camp using cooling potions
(XXX and cola with lots of ice, etc.). Saturday evening after our Mexican meal (Chile Verde, refried beans, corn

chips and guacamole, salsa, spicy hot shrimp, garlic bread, beer, butterscotch pudding), we proceeded over
to Dave’s camp and watched “Red Tails” on his portable DVD player. I finally got my shower.
The trip home on Sunday morning was uneventful, but smoky. Head winds going south, so another stop at
SMN for a fuel fill-up, bumpy until we got down to the Snake River Valley. We went through the valley behind
a big thunderstorm after which it was smooth.
I should mention that Frank Blomquist tried to join us, but got caught in a crosswind gust after refueling in
Challis – minimal damage, but ruined his day. Next year Frank.
It may be obvious to the reader by now that I go to Moose Creek for the serenity, mellow surroundings and
gourmet food. Airplane sounds are serene! One can live comfortably in the wilderness. As for the heat and
bugs – this was an unusual year, hot, with an early fire season; mild winter
for low bug kill. We are going back next year, but probably will schedule
it for June. All are welcome to join us.

PHOTO 5 Cool and beautiful

PHOTO 7 Mike in the
swimmin hole

PHOTO 6 A black yellow
jacket on the screen

PHOTO 8 Mike at “butt rock”

PHOTO 9 “Triangle Park ” with
the PC-12 and Dave’s Cherokee 6
in the background

