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CHICAGO EXECUTIVE AIRPORT 

There is space available in the NE Tee Hangars.  Contact the 
airport manager’s office for details.  847-537-2580 

The February meeting of the CEA Board has been changed 
to February 7th.  The rest of the year has been scheduled as 
follows: March 14 

 April 11 

 May 9 

 June 13 

 July 11 

 August 8 

 September 12 

 October 10 

 November 14 

 December 12 

(at 6pm in the Airport Office) 

Meetings scheduled for GA (not corporate operators) as   
follows: March 11 

 June 10 

 September 9 

 December 9 

(at 9:30 am on the Monday following the CEA Board meeting) 

P.A.C.E. Public Awareness for Chicago Executive Airport 
Meetings scheduled in the airport office Conference Room as 
follows: February 26 

 March 26 

 April 30 

 May 28 

 June 25 

 July 30 

 August 27 

 September 24 

 October 29 

 November 26    

      Meeting times to be determined 

 
WHAT PAPA DID IN JANUARY 

 
PAPA members met on January 7th for their Board meet-
ing and discussed the business of the organization.  The 
first order of business, after welcoming the new Board and 
Officers, was to note the new Board for our Safety and 
Scholarship Fund.  We also established the total of dona-
tions during 2012 which set the limits of the 2013 scholar-
ships to be given.   
 
PAPA members attended the January meeting of the Chi-
cago Executive Airport Board. A large number of guests 
were present for Chairman Englehardt’s last meeting as 
Chair.  He received accolades for his term of office from 
many of those present.  We don’t know at this point who 
will become the new Chairman, but the active presence of 
PAPA At Chicago Executive members at the CEA Board 
meetings is most valuable. 

 
We continue our strong commitment to providing a flow of 
information from the pilot community to the members of the 
Chicago Executive Airport Board and from them back to 
our pilot community.   
 
We continued our outreach to the community by offering to 
take visitors around the airport; to speak to interested 
groups; to take newcomers for their first ride in a light 
plane; and to discuss and explain our collective fascination 
with the art and science of aviation.  Take a first timer for a 
ride.  It’s good for all of us! 
 
2013 scholarship applications are now posted on our web-
site www.pwkpilots.org. You can go online to get an appli-
cation for one of our scholarships.  
 
We are looking for a chairperson for the Annual Member-
ship Appreciation Picnic, to be held in July this year.  Will 
you volunteer?  The details are outlined for easy manage-
ment of this event.  Contact Keith Miller or Ken Reisterer. 
 
Join us in making a commitment to excellence - in safety 
education, in representation of the CEA pilot population, in 
working for improvements at KPWK, and in providing 
scholarship opportunities for worthy aviation students. 
 
PAPA members fly for business and commercial purposes, 
give flight instruction, take flight instruction for recurrent 
training and for new ratings, fly for breakfast, lunch and/or 
dinner, and just fly for fun.   
 
Did you fly this month? 

Find us on the web at 
www.pwkpilots.org 



2013 0FFICERS & DIRECTORS  
 

PRESIDENT  Keith Miller  847-736-3045 
   Keith@RobertsHeating.com 
VICE PRESIDENT Rusty Stevens  847-910-2789 
   cd987rusty@aol.com 
SECRETARY  Mike Schab  312-927-4823 
   Mschab@gmail.com 
TREASURER  Ken Riesterer  847-456-1791 
   papa@pwkpilots.org 
DIRECTORS  Jim Kwasek  800-901-0730
          info@ChicagoExecutiveFlightSchool.com 
   Howard Levinson      847-480-1118 
   howdl@sbcglobal.net 
   Chris Pesche  847-815-3241 
   saratogacopilot1@gmail.com 
   Gene Haig  224-578-5066 
   gene.haig@gmail.com 
   Jim Loerzel  847-220-7969 
   jloerzel@sbcglobal.net 
 
       

COMMITTEE CHAIRS 
 

AIRPORT SUPPORT NETWORK REP 
   Howard Levinson 847-480-1118 
   howdl@sbcglobal.net 
AWARDS/SCHOLARSHIP 
   Mike Schab  312-927-4823 
   Mschab@gmail.com   
BYLAWS/LEGAL 
   Bob Hanaford    312-899-9020 
   rhanaford@hanafordlaw.com 
MEMBERSHIP 
   Ken Riesterer  847-456-1791 
   papa@pwkpilots.org 
SAFETY/PROGRAMS  
   Gene Haig  224-578-5066 
   Gene.haig@gmail.com   
PUBLIC RELATIONS 
   Mike Schab  312-927-4823
   Mschab@gmail.com 
WEBMASTER 
   Jim Kwasek    847-322-7117  
   webmaster@pwkpilots.org 
NEWSLETTER EDITOR 
   Madeleine Monaco   847-431-1947   
   99mjm@sbcglobal.net 
NEWSLETTER ADS 
   Rusty Stevens  847-910-2789 
   cd987rusty@aol.com 
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PAPA SEZ is published monthly by PAPA At  Chicago Executive.  PAPA was formed in 1986 as a forum for the users of Chicago Executive Airport  
(formerly known as Palwaukee) and a means to act as a conduit for information from the users to the governing body and from the governing body to 
the users.  PAPA’s mission is to promote the safety of operations and continued development of Chicago Executive Airport in a fraternal environment 
with the pilots, users and community.  Membership in PAPA is open to any user of Chicago Executive Airport.  Membership dues are $30.00 annually 
and include a subscription to PAPA SEZ. 
 
Letters to the Editor, Feedback, Concerns and Questions and any articles submitted for publication must be received by the 15th of the month, will be 
printed on a space available basis, and may be edited for style, length and appropriate content.  Send text as a Microsoft Word file attached to an 
email to 99mjm@sbcglobal.net.  Any files not electronically transmitted, please make prior arrangement with the editor. 
 
PAPA SEZ 
1005 S Wolf Road Suite 106 
Wheeling, IL  60090-6408 
 

PAPA EVENT SCHEDULE 
 

All Board Meetings are held at Atlantic Aviation  
in the Conference Room at 7:00 pm 

 
 

FEBRUARY   4 Board Meeting  
FEBRUARY   20 Safety Meeting   
    Lou Wipotnik IFR  
                                            CHART REVIEW 
MARCH   4 Board Meeting  
APRIL   1 Board Meeting  
APRIL  17 Safety Meeting   
    Scott Landsdorf   
                                            RAMP CHECK 

MAY    6 Board Meeting 
JUNE    3 Board Meeting  
JUNE    19 Safety Meeting 
    Brad Whittsitt       
    XWIND Science + Art 

JULY                       1             Board Meeting 

JULY                       17           Annual Picnic   
                                                          Scholarship Awards 

AUGUST                 5             Board Meeting 

SEPTEMBER          9             Board Meeting 

SEPTEMBER         18            Safety Meeting 
                                                          Jason Unger  1000 + 3 
                                                          LETS FLY THE GAP 
OCTOBER              7             Board Meeting  
NOVEMBER           4             Board Meeting       
NOVEMBER           13           Annual General Meeting 
                                            and Election  John Hoff 
                                                          Pilots Bill of Rights           
DECEMBER            2            Board Meeting           

DECEMBER               18           Holiday Dinner 
FLY INS, FLYOUTS, SOCIAL EVENTS  

AND A GOLF OUTING TO BE SCHEDULED 
                                    

NEW PAPA MEMBERS IN DECEMBER 
 

None—bring a guest to the February meeting!!!! 
 
 

PWK FUEL 
 
 

See PWKPILOTS.ORG for fuel 
price snapshot and for daily fuel 

prices visit www.100ll.com or 
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 PAPA SAFETY AND SCHOLARSHIP FOUNDATION 
MINUTES OF January 7, 2013      

ATLANTIC AVIATION CONFERENCE ROOM WHEELING, ILLINOIS 
 

Meeting was called to order at  709 pm  Keith Miller, President in the forum  Present were Keith Miller, Ken Riesterer, 
Chris Pesche, Bob Hanaford, John Doerner, Gene Haig, Jim Loerzel, Madeleine Monaco, Howard Levinson and Guru 
Prasad 
 

Minutes of the December Board meeting have been published –Loerzel/Riesterer motion to approve Passed 
 

Treasurer’s Report   Ken Riesterer reports as of 12/31 $24,011.28   $1584.60 remains unused in Badal Fund 
 

New Business Loerzel/Riesterer moved to confirm current Board (officers and Directors) shall be voted in as Safety and 
Scholarship Board    Passed   
 

Scholarships to be given  By calculation the amount available for this years scholarships is $911.03. 
Motion by Leorzel/Levinson to transfer remaining Badal funds to regular scholarship fund, to use $1500 of the total for 
one $1000 and one $500 scholarship and retain the rest ($995.63) in the fund.  Passed 
Prasad will notify New Trier on the 2013 scholarship amount of $6500 and send them the application 
Mike Schab will send out the regular acholarship notices and apps immediately 
 

Adjourned 723pm 
 

PAPA AT CHICAGO EXECUTIVE  
Minutes of meeting of the Board of Directors 

January 7, 2013  Atlantic Aviation Conference Room  Wheeling ILLINOIS 
 
 

Meeting called to order by Keith Miller President at 7:23 pm. Present were Keith Miller, Ken Riesterer, Chris Pesche, 
Bob Hanaford, John Doerner, Gene Haig, Jim Loerzel, Madeleine Monaco, Howard Levinson and Guru Prasad 
 

Secretary’s report  December minutes published Loerzel/Pesche motion approve as published Passed 
 

Treasurer Report  $9462.56  in our treasury  as of 12-31-12  The PAPA A.C.E. organization funded approximately $500 
of the costs of the Holiday Dinner covering party favors, awards and appetizers. 
 

Airport rep Levinson  Financial reports presented by Rita Boserup, CFO of CEA  Meeting held with Doerner, Levinson 
and Dash. To review profit and loss data on T Hangars  Doerner presented financial statements for the T Hangar opera-
tions at  CEA  This will provide useful information for additional projects we will present to be completed at e airport.   
Board Chairman Englehart will Chair his last meeting on Thursday 
 

Legal/ByLaws Bob Hanaford is working on an article of interest relating to aviation legal matters 
 

Newsletter   Madeleine Monaco  No report   Prasad offered compliments on PAPA Sez 
 

Membership – Riesterer   No new members in December 
 

Safety and Programs  Gene Haig  The year’s schedule has been planned and approved.  First safety meeting pre-
sented by Lou Wipotnik on IFR flight at KPWK  Info to be sent to newsletter for publication in Feb issue   FAA FSDO  
notice to go out to all pilots  Gene has provided additional questions that he would like covered   Next meeting to be   
presented by Scott Landsorf of the FSDO – a ramp check program – using Keith Miller’s aircraft for educational purpose. 
Levinson will ask Atlantic for use of their hangar for April mtg  Haig will ask airport for tables and chairs 
 

Public Relations  Mike Schab  absent 
       Social Outreach – Prasad and Pesche   
 Chris Pesche proposes a wine tasting fund raiser for the scholarship fund or some of the following events:  
 Concert – orchestra and chorus  local talent – charge for tickets  Magician  Band  Howard’s nephew has a band 
 One of our members has a bar/restaurant in Mt Prospect  Piano Bar in Arlington Heights 
  

New Business  Calendar changes   September meeting was scheduled on Labor Day   Now changed to Sept 9th 

 
Meeting adjourned 8:55 pm 
 
Madeleine Monaco   
Secretary Pro Tem  
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It ’s time to take the mystery  

out of your aircraft maintenance  
 

 
Get your hands dirty with  

Galt Airport’s owner-assisted 
maintenance program. Learn 
your airplane, save money, 
 and become a safer pilot.  

 
  Annuals flat-rated at $450  
 $72/hr shop rate  
 Free rides to/from PWK  

 
Come try the best general aviation shop in  

Chicagoland.  
Contact Brian at (815) 648-2642 to schedule  
or email maintenance@onezerocharlie.com  

 
 
 

 
 
 

w w w . g a l t a i r p o r t . n e t  

 

 
 
 PAPA FLY MARKET 

 

Classified Ads  
FREE TO PAPA MEMBERS 

YOUR AD CAN BE HERE NEXT MONTH 
 

150 1/2 PARTNERSHIP FOR SALE 

Discover the pleasure of aircraft ownership in a very low 
cost way.  Share ownership of an IFR equipped 1974 
Cessna 150, with recent Garmin radios and a panel 

mounted Garmin 496. New interior. Shared space in the 
NE T Hangars adds to the economy.  Email with questions 

or to see this gem.  99mjm@sbcglobal.net.  

 

DEBONAIR PARTNERSHIP FOR SALE 

Exciting Opportunity to fly fast in comfort and at an     
amazingly low price. We are looking for a 1/4 partner in 

our '62 Beech Debonair based PWK. The airplane is 
equipped with an HSI, S-Tec 60-2 auto pilot, dual yokes, 
recent paint and leather interior and a 300 HP Lycoming 

engine with a 3-blade prop. Excellent maintenance and an 
August '12 annual. All of this for only$18,000.00. 

 
Contact Jeff Bell at jbell@fusionreac.com,  
or call 847-207-1801 for more information 
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THE UNTOLD STORY OF THE CONCORDE DISASTER    December 9, 2012 

LAST WEEK, A FRENCH APPEALS COURT overturned a manslaughter conviction against Continental Airlines for its role in the 
crash of an Air France Concorde outside Paris twelve years ago.  Flight 4590 was a charter destined for New York’s JFK airport 
on July 25th, 2000, carrying mostly German tourists headed to South America. As it neared takeoff speed, the Concorde struck a 
thin metal strip on the runway, causing one of its tires to burst. The strip had fallen from the underside of a Continental Airlines 
DC-10 that had departed minutes earlier, bound for Houston. Chunks of the burst tire impacted the Concorde’s wing at tremen-
dous velocity, resulting in a powerful shock wave within the wing’s fuel tank that ultimately punctured it. Gases from the engines 
then ignited leaking fuel, touching off a huge fire.  
The crew wrestled the crippled jet into the air, but lost control moments later, slamming into a hotel. All 109 passengers and crew 
perished, as did four people on the ground.  All along, conventional wisdom, bolstered by lethargic media coverage, has held 
that the fuel tank fire was the direct cause of the crash. This from the Associated Press a few days ago, is a typical example of 
what the public has been reading and hearing: “The burst tire sent bits of rubber flying, puncturing the fuel tanks, which started 
the fire that brought down the plane.”    But this isn’t so.  
There’s no denying the jet ran over an errant piece of metal that caused a tire explosion and a resultant fire. But while the fire 
was visually spectacular — caught on camera, it trails behind the plane in a hellish rooster tail — experts say that aside from 
damaging the number 2 engine, it was very much survivable, and likely would have burned itself out in a matter of a few minutes. 
Not only was it survivable, but it was probably avoidable as well, had it not been for a chain of errors and oversights that, to date, 
nobody wants to talk about — particularly not European investigators.  The plane went down not because of any fire, directly, but 
because 1., it was flying too slowly; 2., it was several tons overweight and beyond its aft center of gravity limit; 3., two of its four 
engines were damaged or erroneously shut down. It was flying too slowly because the pilot at the controls, Christian Marty, had 
pulled the jet into the air to avoid skidding sideways off the runway and colliding with another plane. Why it was skidding has 
been the subject of contention, but as we’ll see in a minute, many believe the skid was caused by an improperly repaired landing 
gear.  
Under normal circumstances Marty still had enough speed to climb away safely; however, he no longer had enough power. One 
engine had been badly damaged due to ingestion of foreign material — not only pieces of exploded tire, but debris from a run-
way edge light the jet had run over during the skid. A second engine, meanwhile, was shut down completely by the cockpit flight 
engineer — at a time and altitude when he was not supposed to do this, when remaining thrust from that engine was desperately 
needed for survival.  All the while, the plane was an estimated six tons above its maximum allowable weight based on wind con-
ditions at the time of the crash. At proper weight, the jet would have become airborne prior to the point when it ran over the metal 
strip.  
The November 29th verdict was, if nothing else, fair. “France is one of a handful of countries that routinely seek criminal indict-
ments in transportation accidents, regardless of whether there is clear evidence of criminal intent or negligence, “reported the 
New York Times. All along, aviation safety specialists were highly critical of the suit, believing (as I do), that such prosecutions 
set a dangerous and destructive precedent, undermining crash investigations and air safety in general. “The aviation safety com-
munity is going to view this verdict with great deal of relief,” said William R. Voss, president of the Flight Safety Foundation, 
speaking in the Times article. “It reminds us that human error, regardless of the tragic outcome, is different from a crime.” 
Well and good. However, does the full and true story of the disaster remain untold? 
I point you to a story that ran in the British newspaper The Observer in 2005. It’s seldom that I have flattering things to say about 
the press’s coverage of aviation accidents, but this particular piece, by reporter David Rose, is a gripping, startling story.  Below, 
is a version that I have edited and condensed for clarity… 

DOOMED: THE REAL STORY OF FLIGHT 4590   BY DAVID ROSE 
It is an indelible image, heavy with symbolism: the photograph taken on 25 July 2000, at the moment Concorde became a tech-
nological Icarus. The great white bird rears up over runway 26 at Charles de Gaulle, immediately after takeoff. Already mortally 
wounded, flames bleed uncontrollably from beneath the left-hand wing. Less than two minutes later, the world’s only supersonic 
airliner will fling itself into the Paris suburb of Gonesse, killing all 109 on board and another five on the ground. 
The official investigation has focused almost entirely on the fire. According to the French accident investigation bureau, the BEA, 
it broke out when the plane passed over a strip of metal on the runway. A tyre burst; a chunk of rubber thudded into a fuel tank 
inside the wing; jet fuel poured out of a hole and ignited.  The hot gases caused two of the engines to falter, and despite a valiant 
struggle by Captain Christian Marty, a daredevil skier who once crossed the Atlantic on a windsurf board, the loss of thrust made 
the crash inevitable. 
An investigation by The Observer suggests the truth is much more complicated. In the words of John Hutchinson, a Concorde 
captain for 15 years, the fire on its own should have been “eminently survivable; the pilot should have been able to fly his way 
out of trouble.” The reason why he failed to do so, Hutchinson believes, was a lethal combination of operational error and negli-
gence. This appears to have been a crash with more than one contributing factor, most of which were avoidable.  Go back to that 
photograph. An amazing picture: but where was it taken? The answer is: inside an Air France Boeing 747 which had just landed 
from Japan, and was waiting to cross Concorde’s runway on its way back to the terminal. Its passengers included Jacques 
Chirac and his wife, the President and first lady of France, returning from the G7 summit.  Concorde looks to be nearby because 
it had been close to hitting the 747, an event which would have turned both aircraft into a giant fireball. Veering wildly to the left, 
like a recalcitrant supermarket trolley with a jammed wheel, Concorde’s undercarriage had locked askew.  When Marty pulled 
back on the control column to raise the nose and take to the air — the process pilots call “rotation” — the plane’s airspeed was 
only 188 knots, 11 knots below the minimum recommended velocity required for this manoeuvre.  But he had no choice: the 
plane was about to leave the tarmac altogether and plough into the soft and bumpy grass at its side. That might have ripped off 
the landing gear, leaving Concorde to overturn and blow up on its own. If not, the 747 lay straight ahead. So he took to the air, 
although he knew he was travelling too slowly, which would impair the damaged plane’s chances of survival.  Shocking evidence 
now emerging suggests that the Air France Concorde F-BTSC had not been properly maintained. The airline’s ground staff had 
failed to replace a “spacer” — a vital component of the landing gear which keeps the wheels in proper alignment. Although the 
BEA disputes it, there is compelling evidence that it was the missing spacer which may have caused the plane to skew to the 
left, so forcing Marty to leave the ground too early. 
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At the same time, the plane was operating outside its legally certified limits. When it stood at the end of the runway, ready to roll, 
it was more than six tonnes over its approved maximum takeoff weight for the given conditions, with its centre of gravity pushed 
dangerously far to the rear. Even before the blowout, Marty was already pushing the envelope.  The stresses on Concorde’s 
landing gear are unusually severe. At regular intervals, the various load-bearing components become “lifed” and must be re-
placed. When the undercarriage bogeys are taken apart and reassembled, the work must be done according to a rigid formula, 
and rigorously inspected and assessed.  Concorde F-BTSC went into the hangar at Charles de Gaulle on 18 July, a week before 
the crash. The part which was lifed was the left undercarriage beam — the horizontal tube through which the two wheel axles 
pass at each end. In the middle is a low-friction pivot which connects the beam to the vertical leg extending down from inside the 
wing. The bits of the pivot which bear the load are two steel shear bushes. To keep them in position, they are separated by the 
spacer: a piece of grey, anodised aluminium about five inches in diameter and twelve inches long. When the plane left the han-
gar on 21 July, the spacer was missing. After the crash, it was found in the Air France workshop, still attached to the old beam 
which had been replaced. 
In the days before the accident, the aircraft flew to New York and back twice. At first, the load-bearing shear bushes remained in 
the right positions. But the right-hand bush began to slip, down into the gap where there should have been a spacer. By the day 
of the crash, it had moved about seven inches, until the two washers were almost touching. Instead of being held firmly in a 
snug-fitting pivot, the beam and the wheels were wobbling, with about three degrees of movement possible in any direction. As 
the plane taxied to the start of the runway, there was nothing to keep the front wheels of the undercarriage in line with the back. 
The supermarket trolley was ready to jam.  Exactly when it started to do so is uncertain. Jean-Marie Chauve, who flew Con-
cordes with Air France until his retirement, and Michel Suaud, for many years a Concorde flight engineer, believe the undercar-
riage was already out of alignment when the plane began to move down the runway.  They have spent the past six months pre-
paring a 60-page report on the crash. Chauve said: “The acceleration was abnormally slow from the start. There was something 
retarding the aircraft, holding it back.” Chauve and Suaud’s report contains detailed calculations which conclude that without this 
retardation, the plane would have taken off 1,694 metres from the start of the runway — before reaching the fateful metal strip.  
The BEA contests these findings, saying that the acceleration was normal until the tyre burst. It also maintains that even after the 
blowout, the missing spacer was insignificant. The BEA’s critics say that once the tyre burst, the load on the three remaining 
tyres became uneven, and even if the wheels had been more or less straight before, they now twisted disastrously to the side. 
The smoking gun is a remarkable series of photographs in the BEA’s own preliminary report. They show unmistakably the skid 
marks of four tyres, heading off the runway on to its concrete shoulder, almost reaching the rough grass beyond.  In one picture, 
the foreground depicts a smashed yellow steel landing light on the very edge of the made-up surface, which was clipped by the 
aircraft as Marty tried to wrest it into the air. Industry sources have confirmed that this probably had further, damaging results. 
Until then the number one engine had been functioning almost normally but when the plane hit the landing light it ingested hard 
material which caused it to surge and fail. This hard material, the sources say, was probably parts of the broken light.  John Hut-
chinson said: “The blowout alone would not cause these marks. You’d get intermittent blobs from flapping rubber, but these are 
very clearly skids.”  In its interim report, and in a statement, the BEA said that the leftwards yaw was caused not by the faulty 
landing gear but by “the loss of thrust from engines one and two”. 
There are several problems with this analysis. First, as the BEA’s own published data reveals, the thrust from engine one was 
almost normal until the end of the skid, when it took in the parts of the landing light. It is simply not true that the yaw began when 
both engines failed.  Second, those who fly the plane say that a loss of engine power will not cause an uncontrollable yaw. The 
Observer has spoken to five former and serving Concorde captains and flying officers. All have repeatedly experienced the loss 
of an engine shortly before takeoff in the computerised Concorde training simulator; one of them, twice, has done so for real. All 
agree, in John Hutchinson’s words, “It’s no big deal at all. You’re not using anything like the full amount of rudder to keep the 
plane straight; the yaw is totally containable.”  Other avoidable factors were further loading the dice, making it still more difficult 
to rescue the plane. When Marty paused at the start of the runway, his instruments told him that his Concorde had 1.2 tonnes of 
extra fuel which should have been burnt during the taxi. In addition, it contained 19 bags of luggage which were not included on 
the manifest, and had been loaded at the last minute, weighing a further 500 kg. These took the total mass to about 186 tonnes 
— a tonne above the aircraft’s certified maximum structural weight. Meanwhile, in the interval between Concorde’s leaving the 
terminal and reaching the start of the runway, something very important had changed: the wind. It had been still. Now, as the 
control tower told Marty, he had an eight-knot tailwind. The first thing pilots learn is that one takes off against the wind. Yet as the 
voice record makes clear, Marty and his crew seemed not to react to this information at all.  Had they paused for a moment, they 
might have recomputed the data on which they had planned their takeoff. If they had, they would have learnt a very worrying 
fact. The tailwind meant that Concorde’s runway-allowable takeoff weight was just 180 tonnes — at least six tonnes less than the 
weight of Flight 4590. [NOTE: What the reporter is saying here is that once the tailwind was accounted for, the plane was now 
six tons above the takeoff limit for that runway.] 
John Hutchinson said: “The change in the wind was an incredible revelation, and no one says anything. Marty should have done 
the sums and told the tower, ‘Hang on, we’ve got to redo our calculations.’” The extra weight had a further consequence beyond 
simply making it harder to get into the air. It shifted the centre of gravity backwards: the extra bags almost certainly went into the 
rear hold, and all the extra fuel was in the rearmost tank.  A plane’s centre of gravity is expressed as a percentage: so many per 
cent fore or aft. Brian Trubshaw and John Cochrane, Concorde’s two test pilots when the aircraft was being developed in the 
early 1970s, set the aft operating limit at 54 per cent — beyond that, they found, it risked becoming uncontrollable, likely to rear 
up backwards and crash, exactly as Flight 4590 did in its final moments over Gonesse.  The doomed plane’s centre of gravity 
went beyond 54 per cent. The BEA states a figure of 54.2 per cent. A senior industry source, who cannot be named for contrac-
tual reasons, says the true figure may have been worse: with the extra fuel and bags, it may have been up to 54.6 per cent. And 
as the fuel gushed from the hole in the forward tank, the centre of gravity moved still further back.  When the plane was just 25 
feet off the ground, Gilles Jardinaud, the flight engineer, shut down the ailing number two engine. Both French and British pilots 
say it was another disastrous mistake, which breached all set procedures. The engine itself was not on fire, and as the tank emp-
tied and the fire burnt itself out, it would probably have recovered. The fixed drill for shutting down an engine requires the crew to 
wait until the flight is stable at 400 feet, and to do so then only on a set of commands from the captain.  In a comment which 
might be applied to the whole unfolding tragedy, John Hutchinson said: “Discipline had broken down. The captain doesn’t know 
what’s happening; the co-pilot doesn’t know; it’s a shambles.” 
Previous reports of the tragedy have described the crash as an act of God, a freak occurrence which exposed a fatal structural 
weakness in the aircraft which could have appeared at any time. The investigation by The Observer suggests the truth may not 
only be more complicated, but also sadder, more sordid. Men, not God, caused Concorde to crash, and their omissions and er-
rors may have turned an escapable mishap into catastrophe.   



 

 
FEBRUARY MEETING  

 

Wednesday   2-20-13   7:00 PM 
CROWNE PLAZA 

 

LOU WIPOTNIK 
 

IFR CHART REVIEW 
 

Join us for our first safety meeting of the year "IFR chart review" by Lou Wiptonik, our            
very active CFII flying out of home KPWK.  Not only will he review its current approach       
and departure charts,  he will also explain and give insight to "Special " topics that VFR        
pilots might not hear from their local controller!  He will also suggest best VFR arrival         

and departure procedures for that lakeshore photo trip.  
 

Content valuable for VFR pilots also 
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