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CHICAGO ENECUTINE i

NEWSLETTER PILOTS' ASSOCIATION

MEET THE CEPA BOARD OFFICERS AND DIRECTORS

PRESIDENT MICHAEL BARAZ— Our President Michael owns a Mooney Rocket and instructs at Chi-
cago Executive and DuPage. He brings years of IT experience to the Board and has a very special
interest in educating pilots. Michael was recently appointed lead FAASTeam Rep for our FSDO.

% VICE PRESIDENT ROB MARK- Our Vice President has been a member for almost
M forever. He is a CFIl, with experience as a tower controller, a corporate and airline pilot. He is an
award winning print, radio and television journalist, and an adjunct professor who educated

A journalism students at Northwestern’s Medill School. He is an editor and publisher of JetWhine;
runs his own public relations firm, and can be heard on numerous aviation podcasts.

SECRETARY MARC KATZ- Marc is an avid private pilot working toward an instrument rating now.
He is a former banking and finance professional, who is Founder, Managing Partner and Chief
Investment Officer at BCM Capital management.

TREASURER CHUCK HEFTMAN— Retired Air Traffic Controller and Commercial pilot working on his
CFIl. Chuck brings years of volunteering expertise and fiscal oversight to his position. He has been
working with Aviation Explorers on our airport for many years, providing education and supervision
to the young people interested in aviation in the Chicago Area.

DIRECTORS:

Madeleine Matt O’Reilly
Monaco

Co-Founder

Matt Souza Rusty Stevens

Past Scholarship Aircraft Owner,

Instrument Rated

Winner, ATP, new pilot and LEFC

Long time pilot-
Past President

CFLCFILMEI hire at Sky West member member
AND THE CURRENT COMMITTEE CHAIRS
AIRPORT BOARD LIAISON Vacant IL AVIATION HALL FAME Michael Baraz
SCHOLARSHIP Madeleine Monaco PR/SOCIAL MEDIA Rob Mark
MEMBERSHIP Matt O’Reilly WEBMASTER Matt Souza

NEWSLETTER EDITOR Madeleine Monaco
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2024 CALENDAR
2023 OFFICERS & DIRECTORS
OUR BOARD MEETS MONTHLY
PRESIDENT Michael Baraz 630-781-8890 Except February & August
Michael@baraz.us
VICE PRESIDENT Rob Mark 847-644-1575 MAJOR SOCIAL EVENTS INCLUDE:
rmark@commavia.com HANGAR PARTY & SCHOLARSHIP AWARDS JULY
SECRETARY Marc Katz 312-286-5107 HOLIDAY DINNER IN DECEMBER
mkatz@broadfield-capital.com BOARD MEETINGS
TREASURER Chuck Heftman 847-757-8412 .
. 3-Jul Atlantic
cheftman@gmail.com o
DIRECTORS Madeleine Monaco 847-431-1847 6-Mar 4-Sep Aviation
99mjm@sbcglobal.net 3-Apr 2-Oct FBO
Matt O'Reilly 224-343-2243 1-May 6-Nov Conference
mijoreilly33@comcast.net 5-Jun 4-Dec Room
Matt Souza 224-256-7002
matt.souza.1982@gmail.com SAFETY PROGRAMS
Rusty Stevens 847-910-2789 26-Jun Harper
cd987rusty@aol.com 28-Aug College
27-Mar 25-Sep Prospect
24-Apr 23-Oct Heights
COMMITTEES
AIRPORT SUPPORT NETWORK REP Vacant SOCIAL EVENTS
SCHOLARSHIPS Madeleine Monaco ~ 847-431-1847 JULY thd DECEMBER tbd
99mjm@sbcglobal.net
BYLAWS/LEGAL Larry Kream 312-419-9100 .
Ikrergm@kreamlaw.com Chicago Area 99s—
MEMBERSHIP Matt O'Reill 224-343-2243 iati H -
mjoreiilly33@comcast.net Aviation Day for Girls o
Renewals Kriztine Ballerini 815-582-8109 Date: Saturday, May 18, 2024 -
kriznguyen87 @gmail.com Time: 8:30-1:30pm O
SAFETY/PROGRAMS Location: Lewis University,
_ Romeoville IL
AVIATION HALL FAME M;gﬂggl(ggr;gz.us 630-781-8890 For girls ages 10218
PR/SOCIAL MEDIA  Rob Mark 847-644-1575 o gl
rmark@commavia.com wI0f ARt
WEBMASTER Matt Souza 224-256-7002
papa@pwkpilots.org
NEWSLETTER MGR  Madeleine Monaco 847-431-1847
99mjm@sbcglobal.net
AD SALES Rust% Stevens 847-910-2789
cd987rusty@aol.com

Chicago Executive Pilots’ Association Newsletter is published monthly This organization was formed in 1986 as a forum for the users of Chicago

Executive Airport (formerly Palwaukee) and as a conduit for information from the users to the governing body and from the governing body to the
users. Our 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 is open to users of Chicago Executive Airport who support the goals and objectives as stated in the
bylaws. Dues are $40.00 annually and include newsletter.

Letters to the Editor, feedback, concerns or questions and any articles submitted must be received by the 20th of the month. Submissions will be

printed on a space available basis and may be edited for stylé, length and aiopropriate content. Send text as a Microsoft Word file attached to an

email to editor@pwkpilots.org. Please make prior arrangement with the editor for any files not electronically transmitted,

CHICAGO EXECUTIVE PILOTS ASSOCIATION NEWSLETTER 1005 S WOLF ROAD STE 106 WHEELING, IL 60090-6408




Program Postflight Briefing  2-28-24 HARPER COLLEGE

LEARNING & CAREER CENTER
Our Safety Program in February was well attended and our

guests were accommodated comfortably in a classroom
1375 S WOLF ROAD

well appointed for our purposes. Our Past President, PROSPECT HEIGHTS IL

Arthur Gunn, founder of our popular IMC Club Safety
Programs made his presentation and led the discussion on
the topic “Wake Turbulence in Small Aircraft Operationing

A good pilot is always learning!
at Chicago Executive Airport and Other Airports with Mixed

Traffic”
Most in attendance participated in active debate on their i /;;9_'] \ B
experience with this situation. "3 . ’
Thank you Arthur, and thanks to Harper and all who attend-
ed and participated. We learn from each other.
March 27 Safety Program Preflight Briefing
ANTHONY GRECO, CFI on FLYING IN MIXED TRAFFIC AT NON-TOWER AIRPORTS

Join us in March for a discussion of mixed traffic. A seasoned CFI from 3CK will lead a discussion on
communications, procedures and possible problems related to flight at non-tower airports with approaches.
IFR vs VFR
PRIMARY TRAINING vs TRANSIENT
JET vs PISTON

HARPER COLLEGE LEARNING & CAREER CENTER

1375 S WOLF ROAD PROSPECT HEIGHTS IL
on the east side of Wolf Road just south of Palatine Road

PAPA SAFETY AND SCHOLARSHIP FOUNDATION ANNOUNCEMENT

The scholarship applications for 2024, which again include a “home airport” flight training award, have been
posted on our website www.pwkpilots.org

If you have financial need, a clear and achievable aviation goal, and live in lllinois, please look at the
requirements and if, you qualify, apply.

Our Academic Scholarship continues for students who live in lllinois and attend an institute of higher
education as Sophomore, Junior or Senior in lllinois.

Our Flight Training Scholarship has been added to assist students taking their training at an approved PWK
based flight training facility.

We look forward to receiving your applications and helping to advance your path in aviation.

The state based aviation schools and the airport based flight schools have been notified.
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CHICAGO EXECUTIVE PILOTS Ad pad through December 2023
Fly Market Classified Ads

50% Partnership in 1983 P210N. Based at KPWK in the NE-Ts. $120K

TI[IN

“—FLIGHT TRAINING="

SOAR LIKE AN EAl}lE

| EARN ADDITIONAL
RATINGS

160 KTs in air conditioned, pressurized comfort! FIKI approved.
Aspen PFD1000 and Gensys STEC-3100 Flight Guidance Computer. Garmin, Avidyne, and Bendix-King.
Color Radar, XM weather, ADS-B in/out, and Jepp approach plates.

contact Chuck Malek, chuck.malek@ieee.org or cell: 847.371.1765

4 FOR SALE

% share 1974 182P based at PWK
Nice paint Leather interior
Low time engine & prop
Well maintained with full logs
Garmin stack
Garmin G5 HSI & attitude ind.
Call for more info 847-736-3045

Gall (847] 333-3300
or visit
J www_sKillaviation.com

-

FOR Two Lightspeed Sierra headsets with Bluetooth
Both in excellent condition

SALE S600 for pair or $350 for one

Contact: Steve Daudelin at "csdaudord@gmail.com"

Taher Sobhy, M.D. AME
Chicago Executive Airport
1061 S. Wolf Rd., Hangar © Bay 4
Wheeling, IL 60090
Phone (847) 244-6900

gh December 2023
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CHICAGO EXECUTIVE PILOTS ASSOCIATION SUPPORTS THE YOUNG EAGLES PROGRAM AT KPWK

Free Young Eagles® Flights

According to EAA’s Young Eagles website:

“Launched in 1992, the Young Eagles program has dedicated 30 years to giving youth ages
8—17 their first free ride in an airplane. It’s the only program of its kind, with the sole mis-
sion to introduce and inspire kids in the world of aviation.

Today, over 2.3 million young people have enjoyed a free introductory flight through the Young Eagles program.
These flights are made possible through the generosity of EAA member volunteers. Join them in offering youth ages
8-17 the opportunity to experience The Spirit of Aviation® by becoming a Young Eagles volunteer today!”

The Young Eagles program at KPWK is under the guidance of Carol and Steve MacCabe. The program benefits
local youth, as well as those who come from surrounding areas. Many CEPA members who are also EAA members
volunteer to fly Young Eagles at KPWK and/or offer ground support. To be part of this wonderful program, you
must be a current member of EAA and complete the Youth Protection Policy course, which may be taken online
and includes a background check. Pilots must also have a current medical, current flight review and have aircraft
passenger liability insurance for the aircraft used (owned, rented, or borrowed) with $100,000 per seat coverage.

This is a completely volunteer program. Signature Flight Support and Chicago Executive Airport does offer a fuel
discount to pilots on the day of the Young Eagles rally. If you have questions or want to be added to the list of
pilots for any of the rallies, please email Steve MacCabe at smaccab@aol.com.

2024 CALENDAR OF
PWK YOUNG EAGLES DATES

Once accepted as a flight and/or ground volunteer,

APRIL 20, 2024 you will be placed on an emailing list and requested in
advance to participate. The number of Young Eagles
MAY 18, 2024 flown is dependent on the number of pilots and planes
available for each event. With one or two 2-place aircraft
and three or four 4-place aircraft, 35 - 40 young people
, dth four 4-pl ircraft, 35 - 40 |
can be flown at a rally.
JULY 1 3, 2024 Volunteers are asked to arrive beginning at 9 a.m. The
pilot and ground volunteer briefing is at 9:30 a.m. Flights
AUGUST 17. 2024 begin as soon as the briefing is over, and no later than 10
’ a.m. Flights are scheduled between 10 a.m. and noon.
SEPTEMBER 21 2024 A Go/No Go weather call will be made the evening before
b

a rally, if at all possible. Otherwise, the call will be made
by 7:15 a.m. on the day of the rally. Each pilot is final

OCTOBER 1 9, 2024 judge of his/her personal minimums.

IF PILOTS CAN FLY IN FROM OTHER AIRPORTS TO ENJOY THIS VERY SATISFYING PROGRAM (and they do)

LET’S SEE HOW MANY CEPA MEMBER PILOTS CAN HELP MAKE YOUNG EAGLES SOAR!



Breaking the Ice Myths and Misconceptions By Tom Hoffmann, FAA Safety Briefing Magazine

When it comes to aircraft icing, it’s usually the clear or rime variant accumulating on airframe structures that gets the spotlight.
And for good reason. Structural icing has hugely debilitating effects on all four major forces in flight and can be deadly if not
avoided or handled properly. However, there’s a more insidious type of icing lurking under the
cowling that can prove just as deadly and is prevalent in a more varied range of weather condi-
tions than its chilly cousin.

To engine Fuek-air moxture

Carburetor icing, or carb icing, can starve an engine of its power-producing properties, often with-
out warning. Thankfully, carb ice can be fairly easy to avoid and/or mitigate — provided you're
familiar with the correct information and procedures. Yet, every year many pilots find themselves
victims of carb ice and unaware of its propensity in some warmer environments. A recent search
for carburetor icing-related accidents since 2018 in the NTSB’s aviation accident database ren-
dered 192 accidents, 19 of which were fatal. A common theme among the accidents was the ina-
bility to recognize carb icing symptoms and the improper use of carburetor heat.

So, what can pilots do to combat this icy villain? Let’s take a closer look at what carb icing is, how
it can affect your flight, and how to deal with it. When it comes to aircraft icing, it’s usually the
clear or rime variant accumulating on airframe structures that gets the spotlight. And for good reason. Structural icing has
hugely debilitating effects on all four major forces in flight and can be deadly if not avoided or handled properly. However,
there’s a more insidious type of icing lurking under the cowling that can prove just as deadly and is prevalent in a more varied
range of weather conditions than its chilly cousin. Carburetor icing, or carb icing, can starve an engine of its power-producing
properties, often without warning. Thankfully, carb ice can be fairly easy to avoid and/or mitigate — provided you’re familiar
with the correct information and procedures. Yet, every year many pilots find themselves victims of carb ice and unaware of its
propensity in some warmer environments. A recent search for carburetor icing-related accidents since 2018 in the NTSB’s avia-
tion accident database rendered 192 accidents, 19 of which were fatal. A common theme among the accidents was the inabil-
ity to recognize carb icing symptoms and the improper use of carburetor heat. So, what can pilots do to combat this icy villain?
Let’s take a closer look at what carb icing is, how it can affect your flight, and how to deal with it.

What is Carb Ice? Carb icing occurs when moisture in the air freezes and collects on parts inside of the carburetor and/or the
air intake, blocking airflow to the engine. It can happen to any carburetor under the right atmospheric conditions and even a
small amount can cause a power loss. The formation of carburetor ice may reduce or block fuel/air flow to the engine.

As noted in FAA Advisory Circular (AC) 20-113, Pilot Precautions and Procedures To Be Taken in Preventing Aircraft Reciprocat-
ing Engine Induction System and Fuel System Icing Problems, and the FAA Safety Team’s Winter Flying Tips pamphlet, there are
actually three types of carburetor icing to be aware of:

1. (3 Impact ice forms by the impact of moist air at temperatures between 15 and 32 degrees Fahrenheit (F) on air scoops,
throttle plates, heat valves, etc. It usually forms when visible moisture like rain, snow, sleet, or clouds are present. Most rapid
accumulation can be anticipated at 25 degrees F, when the supercooled moisture in the air is still in a semi-liquid state. (Note:
Impact ice can also block the air filter and rob the engine of air needed for combustion, even on a fuel-injected engine.)

2. B3 Throttle ice forms at or near a partly closed throttle valve. The water vapor in the induction air condenses and freezes
due to the venturi-effect cooling as the air passes the throttle valve. Since the temperature drop is usually around 5 degrees F,
the ideal temperatures for forming throttle ice would be 32 to 37 degrees F (although a combination of fuel vaporization and
throttle ice could occur at higher ambient temperatures).

3.3 Fuel vaporization ice forms at and downstream of the point where fuel is introduced and occurs when the moisture con-
tent of the air freezes as a result of the cooling caused by the vaporization. It generally occurs between 40 and 80 degrees F
but may occur at even higher temperatures whenever the relative humidity is more than 50%. Fuel icing usually occurs in con-
junction with throttle icing and is most prevalent in engines with conventional float-type carburetors.

A key takeaway here is that carburetor icing doesn’t just occur in freezing conditions; it can occur at temperatures well above
freezing when there is visible moisture or high humidity. You’ll notice in the chart to the left that the temperature and humidity
range most prone to carb ice covers many conditions we fly in throughout a good part of the year. While
/ . this chart can help determine prime conditions for carb icing, remember it can still occur in conditions
f . outside of that range.

B kien (30 s i pow
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It's also worth noting that differences in engine airflow and cowling design make some aircraft types
more prone to carb ice than others. For example, due to engine design and carburetor placement, a
high-wing Cessna 182 with a big-bore Continental engine is more likely to build carb ice than a Lycoming
-powered Piper Cherokee. Just remember that no carbureted engine is immune from carb icing, noris a
fuel-injected engine immune from impact icing.
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How Do | Know | Have Carb Ice?
Carburetor ice can be detected by a drop in rpm in fixed-pitch propeller airplanes and a drop in manifold pressure in con-
stant-speed propeller airplanes. You may also experience engine roughness and vibration when carb ice is encountered.

Pilots should also be cognizant of the increased likelihood of carb ice during certain low-power configurations like descents
and idling on the ground. If the pilot doesn’t take immediate action to clear the ice, it will continue to restrict the fuel/air
flow and the engine may lose power completely. “In my experience, throttle ice, which seems to manifest itself on cold days
during extended periods of ground operations, is the type of carb icing that seems to be unfamiliar to many pilots,” says An-
drew Walton, director of safety at Liberty University’s School of Aeronautics. Walton shared an enlightening scenario of such
an encounter with throttle ice during an instructional flight at Liberty in 2009. As reported by the instructor onboard, a Cess-
na 172 had an extended wait before takeoff due to inbound traffic. The outside air temperature was just above freezing and
the humidity was low. Once airborne, the instructor stated that the engine started cutting in and out. They applied carb heat
in case of icing and immediately returned to the field. It appears throttle ice had developed at low power after the run-up
and while waiting for takeoff. “This incident demonstrates that while pilots are generally aware of the possibility of fuel ice at
higher temperatures and humidities, they don’t realize that throttle ice can happen on the ground during taxi,” Walton add-
ed. Another good way to help pinpoint the likelihood of carb ice is by using a carburetor temperature gauge. They are usual-
ly color-coded with yellow indicating the temperatures where icing may occur. If you have one, be sure to include it in your
instrument scan.

Bring the Heat!

So, what’s the best course of action for combatting carb ice? Carb heat of course. In most airplanes, when you pull the carb
heat knob, a flapper door opens and the engine pulls warm air through a heat exchanger that surrounds your exhaust sys-
tem. Carb heat use will cause the engine to have a slight loss in power due to the warmer and less dense intake air. If there is
carb ice present, you may also notice the engine running rough before eventually smoothing out. This may last from 30 sec-
onds to several minutes depending on the severity of the icing. The key to carb heat effectiveness is knowing when and for
how long you use it. Use it too late (i.e., after a significant amount of ice has accumulated) or too briefly, and you may not
have enough heat available to melt the ice. Sometimes descending to a lower altitude where the air is warmer works, but
the terrain has to allow for that. Pilots should consult the airplane flight manual or pilot’s operating handbook (POH) for
specific instructions on carb heat use, but a best practice is to use carb heat during low-power operations like descents and
during landing, as well as when carb icing symptoms exist. Master instructor and designated pilot examiner Doug Stewart is
a proponent of this advice but makes it a point to stress the need for carb heat before reducing power. “During checkrides, |
might only see one out of ten pilots pull the carb heat before beginning a descent to land,” notes Stewart. There’s an in-
creased likelihood of carb ice during certain low-power configurations like descents and idling on the ground. For Stewart, tim-
ing is everything too. “When a carbureted engine quits due to carb ice, the longer you wait to apply heat, the less chance
there is of getting that engine running again.” He adds that waiting to run through your checklist might be too late as the
residual heat from the exhaust system may already be gone. Bottom line: if you suspect carb icing, particularly if you’re with-
in the sweet spot for temperature and humidity, use carb heat.

Is There a Downside to Using Carb Heat?

Since carb heat usually brings unfiltered air into the engine, there is concern among pilots that its use may cause damage to
the engine. Pilots should exercise caution and limit the use of carb heat in extremely dusty areas, or where there may be vol-
canic ash present. Another concern is the degraded climb performance when performing a go-around with the carb heat left
on. Pilots should be aware of this, particularly when certain atmospheric conditions may require all available power to arrest
a descent. It’s best to follow the procedures stated for carb heat use in the aircraft’s POH. Just remember that not using carb
heat when required for a power-off or low-power descent for landing could result in carb ice and restrict your engine’s abil-
ity to develop full power on a go-around.

Troubleshooting Tips

Ensuring you’re prepared for any icing of the induction kind means checking the carb heat system before you fly. When
pressed for time, resist the urge to speed through your instrument checks on run-up. Instead, take the time to carefully rec-
ord the appropriate rpm drops when carb heat is applied. If you’re not seeing a significant rpom drop, the system could be
leaking, or your cable could be broken. Leaky air boxes are common. When it comes to how much of a drop you should ex-
pect to see, the manual is the best place to look. It’s common to expect a drop between 75 and 150 rpm. Any less might be
worth a discussion with your mechanic.

Tom Hoffmann is the editor of FAA Safety Briefing magazine, a commercial pilot and holds an Airframe and Powerplant certificate
This article was originally published in the November/December 2023 issue of FAA Safety Briefing Magazine.

https://www.faa.gov/safety briefing
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WHAT’S UP DOC?

Hi Doc, What are your thoughts on the FAA’s investigation into changes to their position on mental illness and treatment for pilots?

Local pilot inquiring

Dear Local Pilot, Tough, complex topic. Mental health issues have always been a significant problem for the FAA. Depression, one of
the more common mental health problems, became forefront in the FAA's regulatory program after the German Wings incident several
years ago. Out of that tragedy, came a reasonable approach to dealing with depression. At the moment, the FAA allows five different anti-
depressants to be used, and pilots can fly even while taking the antidepressant. It's not a quick, easy, or cheap special issuance to achieve,
but at least there is a pathway now that will allow pilots to fly while taking one of the five permitted antidepressants. If you're not on one
of the permitted antidepressants, it's very difficult to gain special issuance approval. Of course, for more severe mental health issues, such
as bipolar disorder, psychosis, or suicidal ideation, obtaining a medical is almost impossible. It's even one of the exclusions for BasicMed.
One recent change that the FAA has done is in the arena of ADD / ADHD. They now have a fast track for those airmen who took ADHD
drugs more than four years ago. This allows another alternative pathway to special issuance that does not require the complex documenta-
tion and testing that is required if you are still taking this type of drug. You need a HIMS AME to help you through this process. (

)
In dealing with mental health issues, the one consistency is the variability and uniqueness of everyone's situation and diagnosis. If you have
questions about this, really the best thing to do is talk to a HIMS AME to try and get an idea of how difficult your journey will be to get a
special issuance. It is possible, but as | mentioned above, it's not quick, cheap, or easy. The possibilities are there that you can fly if your
mental health problems are not too severe and are under good control..

Dr. Schneidman

Sydney Schneidman is a Senior Aviation Medical Examiner with HIMS certification. He flies a Cardinal at PWK,

is a long time CEPA member, active with CAP, and practices Emergency Medicine, and Aviation Medicine.

He will answer any CEPA member’s questions about FAA medical certification, alcohol issues, or antidepressants.
Contact him with questions/concerns at



https://www.faa.gov/pilots/medical_certification/media/hims-ames.pdf
https://www.faa.gov/pilots/medical_certification/media/hims-ames.pdf
mailto:sschneidman@gmail.com

