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WHAT’S HAPPENING @ PCC
Editor

New Expansion! More Room!

Newly added flight station, pit area and signs.

CLEAR DA PROP!
Dennis Lowry

Happy Cinco de Mayo.

We’ve had several healthy things going on since I last wrote
this column:

Dream Machines was a very good event and a very nice day
for eating a Polish Dog and looking at the P-51’s.  I know
Ellsworth had a dog!  (I hope Jean doesn’t see this.)  David
and Ray put our old fliers to use by handwriting the new
location on them.  And Mike found a new event for us to
participate in.

United Airlines hosts an event during Fleet Week that, by
size, compares to Dream Machines.  He has been invited to
show up with several friends in tow to exhibit a static display
of Models.  It sounds very exciting.

Ken Martinez took first place in Combat competition that
same week, but the report is he was just flying against poor
young pitiful children who had never flown before.  I’m just
kidding.  Jake says he did it with one airplane that never even
got a scratch on it.  Congratulations Ken!

But the following weekend, Ken disappointed a number of
fliers who showed up at the field and had forgotten that we
had planned for a work party that day.  Boo-hoo!  We have
now expanded the pit area southward so as to provide
helicopter space as well as a few more parking places.  The
container was emptied, and Ken has now had it moved to Mr.
Giusti’s property.  Thanks Ken, and all those unfortunates
that missed flying.  Keeping the field in good shape is as
important as keeping the basement in good shape.
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And I’ve not said much here about having completed the
High School project, but boy it sure feels good to have done
that.  With this kind of project in our history our future is so
much brighter in terms of approaching the county, POST, or
even AMA for space and or funding.  As result, we’ve been
invited back as a host again next year, and Jake is putting
together an indoor flying program that will keep us connected
throughout the year.  He’s going to have monthly flying in the
gym, 6:30 on a Thursday yet to be decided.  Their gymnasium
will make a great place for you foamie buffs.  Pete, Mike
Nadler, all you guys who like the small stuff, talk to Jake.

Finally, I’ve got everybody all up in arms about the rules
update.  At last month’s meeting we had some energetic
discussions about the proposals, and as I had said, I listened
to suggestions, and have made some changes, primarily in the
Jets, Helicopters, and 3D sections.  At the May meeting I’d
like to open the floor once more for feedback, and then put
them up for a vote unless there are further emendations
requested.  Here are the changes I’ve made:

GENERAL

11. Pulse jets are not to be run at the PCC facility.

12. Wet fuel turbines are restricted to operation during the
wet seasons only; the turbine operator must be in
possession of the AMA waiver; and the season of safe
operation will be called by the Safety Committee
Chairman and posted on the www.flypcc.org web site.

HELICOPTERS 

1. Helicopters are restricted to the same flying area as fixed
winged aircraft, taking off from and landing on the
runway, but shall not be flown closer than 75 feet from the
pit area, the picnic tables or the parking area.

2. Helicopters may be flown while fixed winged aircraft are
being flown provided:

a. Take-offs and landings take place at the south end of
the pit area, the area on the map indicated as
“Helicopter Pad."

b. In the rule, “No more than four aircraft shall be flown
at the same time,” the helicopter is counted as an
aircraft and is restricted to the same time limit.

c. Helicopters remain east of the runway except to land.
d. Helicopters are not flown closer than 75 feet from the

pit and picnic tables.
e. Helicopter pilots communicate with other pilots flying

or about to enter the flying space.
f. Helicopters shall not be flown closer than 75 feet from

the pit area, the picnic tables or the parking area.
3. The size of the helicopter does matter.  Safety and common

sense must prevail.

3D FLYING

1. 3D flying is a different style of flying
than pattern or sport type flying, and can
interfere with the pattern so 3D pilots must
communicate their intentions.

2. All pilots must negotiate the use of air space before flying
to prevent collisions.

3. 3D shall not be flown closer than 75 feet from the pit area,
and shall always remain east of the runway when other
pilots are at the flight line regardless of size.

4. But size does matter. Safety and common sense must
prevail.

I hope this works for everybody.

Believe it or not, the rules review is healthy.  We are all here
to fly and enjoy the camaraderie.  Nobody wants to lose the
field or the club.  These rules represent our collective
agreement, and our representation to the public of our concern
for the safety and the health of the environment we create.
Thanks for your good spirited discussions.

Well, today is a beautiful Saturday morning.  I wish I could
go out and fly, but I promised to take Pat on a little adventure,
so I think we’re going to drive down the peninsula, and go to
San Juan Bautista for the evening.   Hey, and I might stop off
in San Martin and Visit the Wings of History Fly In!

What the heck?  See you at the meeting.

Dennis

APRIL MEETING MINUTES
Mike Solaegui

Minutes from April 2010 Membership meeting.
 
• 34 in attendance. 

• Guests: Brock Siegel, Eric Bravo, John Capinelli.

• Minutes approved.

• Raffle prize: P51 micro Mustang RTF supplied by J & M
Hobbies.

• Treasurer report: all OK.

• Field report: work party Saturday, the 24th. (rescheduled to
May 2nd due to schedule conflicts)

• Jay Emerson will look into the cost of flight proficiency
patches.

• Jake explained the AMA instructor program.

• Oceana HS had great results and will make the gym
available to us for a reduced nonprofit rate.
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• Turbine flying was discussed, no changes until a safety
chairman is selected.

• Mike Klass lost two planes due to the same bad aileron
servo.

 Show and tells:

• John Bassetto built the fuse of a Lots a Watts, an 84 in twin
electric,

• Matt Abrams, a new foamy called a Vector.

• Gary Leopold finally built a Kahos 90, bought in 1980. This
guy is a master builder.

• Mike Peck, The Wowplane B25 twin electric.

• A German-built ocean tug kit using 19 channels.

Mike

 UPCOMING EVENTS
May
15 Electric Fun Fly, SCCMAS, Morgan Hill, Ca
19 PCC Meeting, 7:30 p.m., Dave Chetcuti Room
27-30 IMAAWest Coast Festival, Castle AFB –

Scott Malta 209-617-5789
Rick Maida 408-460-1526

June
5 PCC Regional Open House Invitation to Guest Clubs

and Club Members.
12 4-Corner Slope Fun fly, Sausalito, C.D.Forrest Barton,

CBarton328@aol.com.
16 Meeting, 7:30 p.m., Dave Chetcuti Room
19 PCC Presidents’ Day at PCC Richardson Field.

A CRASH COURSE ON LANDING
Jay Emerson

I’d like to start this article with a HUGE disclaimer: I don’t
land perfectly every flight, and sometimes I land quite badly,
but most of the time I can get my planes down safely in
most/any wind conditions. But it’s not by accident. I’ve done
a lot of reading and a lot of practicing…and a lot of listening
to advice from experienced pilots at the field, mixed with a lot
of uncontrolled landings, (that’s called a crash,) and I can
finally say that I feel comfortable bringing a plane home. I
hope what follows can help new pilots find the runway, or be
a refresher course for experienced pilots who’ve had to do a
few too many “Go Arounds” lately...it is hard on the
underwear.

I’m sure everyone does not land exactly like I do, and you’ll
pick up a lot more excellent tips at the field! So be “all ears”
and listen to everyone, then practice and incorporate
everything you’ve learned into your piloting skills.  Keep in
mind, most of what follows is regurgitated from my studies,
so these are things I try doing as a “student”. I think this is

probably the one topic we should all discuss…most of us
need to improve our skills for more consistent, soft landings!
Estimates say 50% of crashes occur on landing…I think that’s
a low estimate. Let’s get started.

The Approach:
Every time you go up, you have to come down. Going up is
the easy part, (well, ya’ know,) so let’s focus on the getting
down safely part. Basically every landing is a controlled
crash, and every crash can be controlled (or at least you can
try to crash well, which we’ll cover below.)

The biggest mistake made on approach is too much altitude.
Don’t dive your plane to lose altitude on your final approach,
as this only increases airspeed of the plane, and you’ll come
in too hot for a landing. Decrease the altitude of your plane on
a pass, (or several,) low and east of the runway before your
final approach and landing.

Make a wide, outside turn while you approach the runway.
Exaggerate flying out towards the hill before you turn back
towards the runway until you get comfortable. There is a lot
of airspace out there, so use it. Every pilot should practice
“Touch and Go’s”, but if you’re a new pilot there is no shame
in flying entire flights practicing approaches. This is a quote
from a book by Scott Stoops, that some of us consider…”The
Pilot’s Bible”.

“Very few good landings result from poor approaches, while
very few poor landings result from good approaches.”

After you have your plane at landing altitude on final
approach, line your plane up with the center of the runway.
Keep the nose of the plane pointed slightly down or level and
slowly decrease your power, SLOWLY! Another big mistake
pilots make landing their planes is they fail to have enough
power during the final stages of the approach, and this causes
their plane to stall, (or partially stall, and usually that’s
enough to cause some really bad things to happen, like
dropping a wing…and we don’t want that!) Use aileron with
little, smooth inputs, just enough to get the plane level and
only for minor corrections before landing. You should use
rudder if you need to align to the runway, and remember to
keep all of your stick movements SMOOTH at this point.
Don’t jerk your sticks if everything is not perfect…take a
deep breath and fly around again. As you practice, practice,
practice, you’ll find the airspeed and altitude that is required
on your final pattern to land your plane softly.

After you’ve become proficient at your approaches, you’ll
gradually start to “crab” your plane on approach to adjust to
wind conditions/direction. Maybe you’ve already been doing
this technique and didn’t know it, but it’s basically flying
your approach directly into the wind until the pilot makes a
final rudder correction before touchdown to straighten the
aircraft with the runway. It takes practice and looks
impressive.
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The Landing:
Okay…we have our good final approach, the plane is level
and stable and approaching the start of the runway on final
descent and you’re 2-5 feet from landing after you’ve cleared
the end of the runway. Remember you want your plane in a
slightly nose down attitude or level attitude, (depending on
your plane). Our goal now is to decelerate the model
(decrease throttle,) and increase the angle of attack of the
wings to start them to stall before the…FLARE.

The Flare:
This is the final elevator stick movement to land your plane
softly. I find this to be the biggest problem/obstacle for new
pilots, as they tend to over-exaggerate the input required for
touchdown. You’ve seen it, if not done it yourself…your
plane unexpectedly shoots back up to the sky. You frantically
try to come back down, but now you’ve gained speed and
you’re going up and down, (porpoising,) and you can’t
believe it when your plane smashes into the runway and
breaks apart. (yea, you.)

To initiate the flare, simultaneously and “GENTLY” decrease
throttle and add a smooth increase in up elevator. This will
take speed off the wings and put the nose of the plane in a
slightly “up” attitude and decrease airflow over your controls.
Be careful not to close your throttle down completely now,
you want to “fly” through your landing, so keep your speed
up. I think you’ll be amazed at how easy it is to land your
plane at a higher speed than your brain tells you is the correct
speed to land. Let the plane “meet” the runway and let it roll
out safely. If you have a lot of speed, that’s okay, you can
input elevator to slow and stop the plane. Most experts say
input “full up” elevator to slow/stop the plane, but I’ve found
that adding about 20%-40% down elevator works best for my
planes. I tend to take off again with my 3D planes with up
elevator input. Experiment and see what works best for your
planes and flying style. Be careful with big down inputs as
you can drive the nose of the plane into the runway, big up
inputs and you take off again. Remember smooth and small
stick movements.

Something most pilots don’t do is practice the “flare” while
practicing their approaches. DO IT! Imagine the height of the
runway at the altitude you’re at and practice the flare, again
and again.

Nice Landing!

Crashing Well:
“If you’re gonna’ fly ‘em…you’re gonna’ crash ‘em…unless
you’re doing circles.” I think I’ve heard that a thousand times
by a thousand different pilots…enough said. And there is
nothing wrong with doing circles, if that’s what you like. This
hobby has all types of pilots, and we’re all cool. But if it’s in
your nature to throw your planes around a little bit, you’re
going to crash…no ifs, ands or buts about it…it’s the only
way to get better. Many of us have “trainer planes” that we
fully expect to crash many, many times. If you’re one these

pilots, ask around the field and you’ll get squared away, right
away.

OH CRAP! You’ve lost orientation or control of your plane
and you know you’re going to have an uncontrolled landing,
so you jam full throttle to try to save your plane, wildly
creating a blur in the sky…only to make matchsticks. Sound
familiar? And the first thing out of the pilot’s mouth, about
99% of the time, is, “I knew it!”  Guess what? Yea, you did
know it, and you could have made it…well, less pain-full.

In the event that an Uncontrolled Landing is imminent:

• Cut your throttle OFF completely, no matter what the
attitude of the plane.

• Try to keep the plane flat on impact. Use elevator to put the
plane into a flat spin or keep it flat, if possible. Inverted
impact is preferred to minimize LG damage. NOSE FIRST
IS NOT SO GOOD. If you’ve lost elevator or aileron try
aileron or elevator both ways to stop the uncontrolled spin
and flatten the plane a bit.

• Don’t own any model that will make you hang yourself in
the garage if/WHEN you crash it.

• CUT THROTTLE COMPLETELY BEFORE IMPACT!
• 92% of planes that have major malfunction crashes are

repaired and returned to the air.

I hope some of these tips help you to become a better pilot on
landing. Arguably, it is the most stressful part of the flight.
Remember to call your landing pattern loud and clear every
time you land, (and come out), and if you have to go around
again…go ‘round and ‘round ‘round.

Soft Landings to All!

TAME KNIFE-EDGE COUPLING
Scott Stoops

Although somewhat of a misnomer, the term “Knife-edge
coupling” has come to mean un-commanded pitching and/or
rolling during knife-edge flight. While it certainly applies to
knife-edge flight, this same phenomenon occurs to some
degree any time the rudder is used to un-coordinate flight by
inducing a side force on an airplane. My first experience with
this was during my initial flight training while working on
landings in an early model Citabria. My instructor had
introduced slipping approaches to increase the rate of descent
during an approach, and he commented that the aircraft’s nose
would pitch down dramatically when I added the rudder to
induce the slip.  Sure enough; every single time you added
rudder, the nose would drop. We had no name for it, but
looking back it was sideslip coupling – or “knife edge
coupling” as it is commonly referred to in the RC world. This
coupling is divided into two kinds – Roll coupling and pitch
coupling – which describe the secondary effect of adding
rudder to induce a sideslip condition.

So what causes coupling? I mean, didn’t I just ask for yaw
when I pushed on the rudder? Sure, but aerodynamics aren’t
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that simple. Roll coupling is generally tied to the overall
effective dihedral of the airplane and the pressure distribution
above and below the datum line. Think back to your 3-
channel trainer days; most models had plenty of dihedral and
a high mounted wing that created a high effective dihedral.
This effective dihedral allowed the rudder to both yaw and
roll the model. This same applies to all aircraft. Although an
aerobatic design may have very little actual dihedral in the
wing, it likely has some wing sweep, stab sweep or even a
shoulder mounted wing, all of which increase effective
dihedral. In contrast, the model may have a low wing and
stab, which can cause roll coupling due to inadequate
effective dihedral.  Excessive effective dihedral causes the
model to roll in the same direction as the rudder input, while
inadequate effective dihedral causes the model to roll
opposite the direction of the rudder input. In either case, very
few models exhibit zero roll coupling.

Pitch coupling is far less well understood, but it’s tied to
pressure distribution on the fuselage, location of the wings
and stab and CG. Like roll coupling, wing and stab position
on the fuselage are large drivers with low wing and high stab
positions causing excess pitching to the gear. Additionally,
pitch coupling is highly CG dependent. For instance: an aft
CG will require slight down-elevator trim for level flight. In
KE, that same down –elevator will increase the pitch coupling
toward the belly (down-elevator). Likewise, a forward CG
will reduce pitching to the belly in KE flight, and it may
cause pitching toward the canopy. Although it varies, most
aerobat8ic RC models roll in the same direction as the rudder
input and pitch toward the belly while in KE flight.

Knife-Edge Mixing
As my instruction told me to expect this coupling while flying
a sideslip landing, I’m also telling you that your aerobatic
airplane will likely couple during KE flight. It is up to you to
determine what to do about it. The purist might eschew using
radio functions to mix out the coupling, but the vast majority
of pilots use the radio mixes to make the airplane fly as purely
as possible. Before jumping into the process, first be sure that
you’re happy with the other tuning items, including CG,
thrust line and aileron differential. KE mixing should be the
last item that you adjust as changes in the other settings will
also change your KE mix settings.

Many computer radios have a specific mixing function that is
tailored to adjust these settings; this is helpful, but most mid-
level radios can also use generic programmable mixes (P-
Mix) to accomplish the same effect. What we want is either
the ailerons (roll coupling) or elevator (pitch coupling) to
move proportionally when the rudder is activated to counter
your specific model’s coupling tendencies. I prefer to leave
the mix on all the time, but you can also choose to activate the
mix with a switch or dial if you prefer. I’ll briefly go over the
process I use to setup the mix in general sense, but you’ll
want to check your radio’s manual for specific processes.

The first step is to activate the mix and set the master and
slave channels. The master channel will be set to the rudder,
meaning that the mix will be proportional to any rudder
channel inputs. Set the slave channel to ailerons for the roll
coupling corrections and the elevator for the pitch coupling.
For now, leave the mix percentage at 0%. This is also the time
to select the desired switch to activate the mix if you so
choose. Again, I love my mixes on all the time so that would
be your personal preference.

Actually, setting the mix vales requires that you fly the
model, assess any existing coupling and then make
incremental changes to the radio after landing. I’ve seen pilots
attempt to make changes mid-flight, and it didn’t go too well.
I also find that having another pilot standing by with a pad
and pencil to record your thoughts helps keep it all straight in
the fog between then and making the changes after landing. I
prefer to adjust one mix at a time, and generally, I start with
roll coupling. After the initial assessment, I input a best-guess
mix value in increments of 5 and then I fly and adjust from
there. After making the initial adjustment, be sure to do a
sanity check to compare the actual results of your mix with
what you intended, i.e., if the model pitched to the belly in
KE, when your move the rudder, the elevator should deflect
up. If the mix wasn’t enough, add another 5% and fly again.
When you have too much mix, reduce it incrementally until
the model can fly basically rudder-only KE passes. This may
take many short flights to determine and set the correct mixes,
but once set, it shouldn’t change.

Non-Symmetrical Mixes
It isn’t uncommon to end up with mix values that vary
dramatically between the left and right rudder. This is
particularly common in elevator mixes, and isn’t a sign that
your model wasn’t built or assembled straight. Pitch coupling
in particular is highly affected by P-factor. As a model may
tend to yaw left during climbing flight, left-wing high KE will
generally exhibit stronger pitch coupling toward the belly
then right wing high KE due to P-factor. In fact, some models
will even pitch to the landing gear in left wing high KE and to
the canopy in right wing KE flight. Similarly, roll coupling
can vary due to the effects of torque, which as much as 2-3
perfect differences between left and right being common.
This is completely normal and expected.

Conclusion
Flying model airplanes isn’t easy, but it can be made a lot
easier by taking advantage of the mixing functions your radio
offers. I find that many pilots are hesitant to “mess” with the
different options, but once shown how effective the changes
can be, they readily take ownership of the process and thrive.
Take a couple of minutes during your next outing to tune your
model to fly more precisely, and I think you will agree. Until
next time, remember that aerobatics makes the world go
‘round.
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KEEP THIS IN MIND
By SCOTT RHOADES

Have you ever visited another flying field as an observer? If
so, I bet you’ve had an experience similar to some that I’ve
had. Here’s the scenario. I’m behind the fence in the spectator
area, observing a dozen plus pilots doing exactly what we do
at our field: fly, fix, and gab. However, the fence might as
well be a one-way mirror. I can see them, but they can’t see
me. Not much different than a zoo exhibit where the animals
are oblivious to spectators.

After a lengthy visit where I got as much attention as the
fence I was leaning against, I left without making eye contact
with a single member. Sure, I could have initiated contact and
likely had some pleasant conversations, but after a certain
point of going unnoticed, speaking to a member would have
been similar to throwing rocks at the zoo animals to get their
attention. I’ve visited a few clubs over the years and this
scenario has happened more than once. The times I did have a
member initiate conversation, it was typically with only one
person while the others remained in their “cliques.” I don’t
think I need to describe my impressions of clubs that don’t
acknowledge their visitors. Thinking of the friendly nature of
our many members, I doubt any visitor near the action would
get away without chatting with a member. But I believe it’s
important to remain conscious of visitors and make them feel
welcome. I want like to encourage everyone to introduce him
or herself to an unfamiliar face. On occasions when people
only pull halfway down the drive to observe, be sure to give a
friendly wave. Doing what we can to be perceived as a
“friendly” club could reap many benefits. You never know
when a visitor could be the chief state park ranger or our
future club president.

DEAD-STICK LANDINGS
from Transmitter, Palomar RC Flyers,San Marcos CA

Superior Pilot: Def. A pilot who uses superior judgment to
keep himself out of situations that might cause him to have to
use his superior flying skills. Knowing how to make a dead-
stick landing can help make you a superior pilot. Some of us
think that if you prepare well enough, a dead-stick landing
will never happen. But even the best preparation in the world
can still allow for this event to happen. All it takes is for your
engine to stop just once during flight. To make the best of this
sudden event, you should be well-prepared.

1. Practice for a sudden loss of power. When looking for
something to do during your next flight, why not try a few
dead-stick landings. Just cut the power back to idle and try to
make the runway. Even better, have a helper call dead-stick
and then cut to idle. This will introduce a sense of urgency to
the drill. Your helper may even get some kicks out of trying
to see if he can force you not to make the runway without
adding power.

2. At the first sign of a loss of power, head toward yourself.
This gives you the maximum amount of altitude and the
minimum distance to make the runway or landing area.

3. Keep your altitude when your airplane is distant. Don’t fly
low and far away. If you are distant, you will need altitude to
trade for speed in order to make the runway.

4. Use a timer. If you prudently set a timer to time out when
you have used no more than 75% of your tank, you will be
able to more easily determine when your gas supply will run
out. Electric fliers have a leg up here because they
automatically receive a warning when the batteries begin to
lose power.

5. Watch your speed and altitude. Without power (dead-
stick), the only way to gain flying speed is to dive. If the
airplane stalls, it may lose all of its altitude at once.

6. Pay attention to ground speed. You can cover more ground
going downwind than up. When dead-stick and turning into
the wind, you will lose a lot of ground speed, so make your
final turn short, or if you can’t make the turn, land downwind.

7. Set up your tank clunk. Make sure the fuel pickup clunk is
not touching the back of your fuel tank. Set it up so that the
fuel pickup is free to move from the bottom to the top. Now
go fly right and practice a few dead-stick landings.

Photographs and
photographers

Needed.

Help build the PCC website with your photos and videos. See
http://flypcc.org/pages/sharing/send_photos.shtml or contact
the Editor or Webmaster for help & info.
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Mike and  Steve enjoy a May day(weekend?) flying.

Steve’s  Miss Stanford, Drawing by Ray Atkinson.

Newly added pit area. Specially made for Matt and Jay.

Mike’s Pitts Special (heavy) coming in for a perfect touch.

Jay made these new signs. Obey them!

PCC booth at Dream Machine (Greg R photo).
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Next Meeting: Wednesday, May 19th, 2010, 7:30 p.m.


