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On May 17, 2014 the Meroke RC Club in
conjunction with the Nassau Flyers are holding an
event at the Lufbery Aerodrome in Cedar Creek
Park called “FLYING HIGH AGAIN - A Benefit For
the Wounded Warrior Project. With that in mind I
thought it would be a good idea to get to know some
of the people who will benefit from what we
accomplish this coming May. In each edition of
“SMOKE SIGNALS” from this issue to the May issue
I will be sharing with you their first hand
experiences, their stories of battle in war and
unfortunately stories of their battles at home. The
first account in this series comes from foxnews.com
and was written by Justin Fishel, Jennifer Griffin.
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FLYING
HIGH
AGAIN

A BENEFIT FOR THE
WOUNDED WARRIOR PROJECT

Saturday, May 17, 2014
12pm - 10pm

Sgt. First Class Michael Schlitz lost both his hands and suffered burns over 85
percent of his body after his unit was hit by a roadside bomb in Iraq in 2007.
His life didn't flash before his eyes that day, he said, but "I was coming to terms
with the fact that this was where I was going to die."
Schlitz survived. And after an anguishing series of surgeries, Schlitz is today a
motivational speaker for other wounded warriors.
On this Veterans Day, Schlitz' account is just one of many inspiring stories that
wounded veterans have to tell. Three warriors who fought in Iraq and Afghanistan
told their stories in detail last week during the Wounded Warrior Experience, an
annual panel discussion held at the Navy Memorial in Washington, D.C., and
hosted by American's Veterans Center and the Military Order of the Purple Heart Service Foundation.
Schlitz, who spoke at the event, described how he was thrown from his humvee after the propane-filled
explosive device ripped through its floor, setting everything on fire. Schlitz was left face down on the side
of the road, on fire.
"Before I knew it I felt that fire extinguisher coming over my body. Two things came over me at that
precise moment. One, the physical relief, an absolute cooling sensation, putting away that heat and the
emotional aspect of 'hey I'm being saved, maybe [I] won't die here. I still have a fighting chance'."
His progression to becoming a motivational speaker for other wounded warriors is just one of the
inspiring feats these men have accomplished.
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"The first four months, the first 30 surgeries, I really
don't have any recollection of it," Schlitz said. "Coming
out of it, they took skin from the bottom of the feet, they
took it from every area they could give it and slowly
piecemealed it together."
Schlitz said that he lost nearly a third of his body
weight while he was in the hospital. Much of that
weight, he said, was burned away in the attack.
After being released from the hospital, Schlitz said
the idea of suicide overwhelmed him and that he'd
thought of a million ways to kill himself. But there were
two major turning points for Schlitz.

iiiii

- !&(,(

!"#$%&'!(#)%%(*+"%,")*!*+'%(''"-&(.&"#

First, he said, was getting his prosthetic arms and
gaining back independence. "I kept pushing through the
rehab and one day I finally got that first prosthetic and
that night I got to go home and feed myself. Just that
little bit of independence, that little bit of freedom was
enough to say, 'Okay, I have a fighting chance again.'"
Schlitz said it was also very therapeutic to travel
back to the site of the attack on three separate
occasions, eventually serving as a military mentor for
wounded soldiers in theater.
But for many returning vets, the pain and suffering
is mostly psychological -- namely post-traumatic stress
that leads to thoughts of suicide.

This account comes from woundedwarriorproject.org/believe-in-heroes/warrior-stories.aspx where you
can find many stories of the men and women who served our country with courage and devotion and
will give you a good reason why our upcoming event in May is not just a good idea but a GREAT idea.
Technical Sergeant Tom Marcum truly exemplifies the meaning of commitment. It’s been a
constant throughout Tom’s life from his childhood growing up in Astatula, Florida…. his days at
Tavares High School…his decision to join the Air Force in 1996… his training as a weapons
expert… his seven deployments…. his assignment to guard the bodies of Saddam Hussein’s
sons… and the explosions that almost took his life.
As the result of experiencing four separate mortar explosion incidents in less than 24 months,
Tom suffered a traumatic brain injury (TBI) and struggles with the effects of post-traumatic stress
disorder (PTSD).
In retrospect, Tom says he didn’t initially receive the medical care he needed because, as he
puts it, “I looked okay, but I felt like my world was rocked.” He compares the experiences of
surviving four separate blasts to a person being cut by a knife over and over again.
“The injury just keeps getting deeper and deeper. But with the last one—which slammed me up against an armory
and knocked me out—my head simply had enough.”
After being medically retired in 2010, Tom says he lapsed into a deep depression. His injuries were simply too
much to endure.
That’s when his wife April called Wounded Warrior Project® to support her commitment to Tom. She attended a
caregiver retreat, and Tom says, “The rest is history. Now every time Wounded Warrior Project has anything going
on, I’m the first to sign up.”
Tom calls April, who was his high school sweetheart, his lifeline saying, “She’s been my greatest support through
my recovery.”
Tom still has a lot of secondary issues, including hearing loss, vision problems, a shoulder injury, and cognitiveprocessing issues, but he is optimistic about his recovery, saying he takes it one day at a time. His passion for
building custom weapons has been replaced by his passion for spending time with April and their two sons as
well as helping other injured service members who are also struggling with recovery.
“My message is DON’T GIVE UP. Three strikes in life don’t mean you’re out. There’s always one more thing you
can do. Give it time and you can finish your journey. I want to show other warriors they can make it like I did.”
Today, to Tom’s credit, he is as committed to other wounded service members just as much as he is to his own
family.
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Here is the 2014 EVENTS CALENDAR with all meeting dates and event dates we have scheduled for this year.
The dates in RED match the events on the right in RED. A full page color 2014 EVENTS CALENDAR can be
found on page 10.

BIRTHDAYS

Calendar

IIIIIIIII
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February 6, 2014
Club Meeting
Show & Tell
February 3, 2014
LIAMA Meeting
February 20 , 2014
Club Meeting
Cross wind Landings
February 21-23, 2014
WRAM Show
Meadowlands Exposition Center at
Harmon Meadow, Secaucus, NJ.

FEBRUARY 2014

Send all suggestions to:
newsletter@meroke.com

Feb 2

George Carley

Feb 7

Jack Stone

Feb 12

Jack Tramuta

Feb 16

Gene Kolakowski

Feb 17

Michael Canale

Feb 19

Richard Boll

Feb 23

Ed Wiemann

Feb 26

Joe Petrozza

Feb 26

John Townsend

Feb 29

Roger Scanlon
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At the Meroke meeting on February 20, 2014 Tony Pollio will give a Cross Winds presentation, so I
thought it was an appropriate time to rerun this article from the March 2011 issue of “Smoke Signals”.
DEALING WITH CROSSWINDS - from EAA Sport Aviation November 2010 by Bob O’Quinn

INADEQUATE CROSSWIND SKILLS ARE one of the primary pilot deficiencies observed most often during pilot
certificate checkrides, according to a panel of designated pilot examiners at the flight instructor refresher clinic last
year at Rantoul, Illinois.
Although crosswind landings are an enjoyable challenge for some pilots, others view them like a recent flight
review candidate who said, "I try to avoid crosswinds like the plague!" Realistically, flying an approach and landing
during crosswinds is inevitable. When it happens, pilots have a choice of which technique to use during final
approach to eliminate side drift; the sideslip or the crab.
Both techniques are acceptable; however, if the crab is used, it must be removed prior to touchdown for most
general aviation aircraft designs according to the FAA Airplane Flying Handbook.
Which method do EAA members prefer? According to the recent
"2010 Survey of the Average Aviator" (see article o9n p46), 72 percent
prefer the sideslip. To help determine which method should be used on
final approach and when, consider the following.
SIDESLIP
The sideslip eliminates left or right drift by lowering the upwind wing with
aileron, while using rudder to maintain aircraft heading (longitudinal axis)
alignment with the runway centerline. To set up the sideslip after turning
to final approach, the upwind wing is sobered as necessary to stop the
drift (i.e., if drifting left, lower the right wing, etc.). However when a wing
is lowered, the aircraft tends to turn in that direction, requiring prompt
impute of opposite rudder to compensate and to align the aircraft with the runway. The sideslip requires constant
aileron and rudder control inputs throughout the final approach, round-out, touchdown (often made on the upwind
wheel firs, then the downwind wheel in strong crosswinds), and roll-out.
Using sideslip increases the aircraft's rate of descent, which shortens the final approach unless power is
added. After touchdown, particular attention should be given to maintaining directional control with the rudder or
nose wheel steering while following through with the aileron to full deflection to prevent the upwind wing from lifting.
CRAB
The crab is executed by turning to a heading that incorporates a wind
correction angle (crab) slightly toward where the wind is coming from so
that the ground track remains aligned with the runway centerline
throughout the final approach.
If the crab is used it must be removed before touchdown by
applying rudder to align the aircraft with the runway. At the same time,
upwind wing must be lowered sufficiently to prevent side drift. This
requires a timely and accurate action that pilots sometimes attempt
during their round-out when a lot is happening. Safer, more effective
timing would be to convert to a sideslip before short final (several hundred feet above ground level), not during
round-out. Failure to properly convert from a crab to a sideslip could result in severe side loads being imposed on
the landing gear, which, on a tailwheel aircraft could also cause a ground loop or worse, because its center of
gravity is coated behind the main landing gear.
The crab method is preferred on a long final approach, partly because significantly less control inputs are
needed, and party for passenger comfort as the wings remain level.
Although sideslips are recommended most frequently, a combination of crab first, then sideslip is usually
preferred.
So if you haven't already learned the sideslip, how long does it take? Everyone learns at a different rate, but
two months after his flight review, the pilot who previously said that he "avoided crosswinds like the plague" emailed to reporter how much fun he was having in 9 to10 knot direct crosswind landings!
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Phil Friedensohn e-mailed me this story last December, I don’t know who to give credit to for it but I thank
Phil for sharing this incredible story with me and you.

This is a story of heroism - devotion to duty and concern for fellow crew members. May it never
need to be duplicated. I hope that everyone involved received proper recognition...Unknown Author
In 1943 a mid-air collision on February 1,
1943, between a B-17 and a German
fighter over the Tunis dock area, became
the subject of one of the most famous
photographs of WW II. An enemy fighter
attacking a 97th Bomb Group formation
went out of control, probably with a
wounded pilot, then continued its
crashing descent into the rear of the
fuselage of a Fortress named "All
American", piloted by Lt. Kendrick R.
Bragg, of the 414th Bomb Squadron.
When it struck, the fighter broke apart,
but left some pieces in the B-17. The left
horizontal stabilizer of the Fortress and
left elevator were completely torn away.
The two right engines were out and one
on the left had a serious oil pump leak.
The vertical fin and the rudder had been
damaged, the fuselage had been cut almost
completely through connected only at two
small parts of the frame, and the radios,
electrical and oxygen systems were damaged.
There was also a hole in the top that was over
16 feet long and 4 feet wide at its widest; the
split in the fuselage went all the way to the top
gunner's turret.
Although the tail actually bounced and
swayed in the wind and twisted when the
plane turned and all the control cables were
severed, except one single elevator cable still
worked, and the aircraft miraculously still flew!
The tail gunner was trapped because there
was no floor connecting the tail to the rest of
the plane. The waist and tail gunners used
parts of the German fighter and their own parachute harnesses in an attempt to keep the tail from ripping off and
the two sides of the fuselage from splitting apart.
While the crew was trying to keep the bomber from coming apart, the pilot continued on hisbomb run and
released his bombs over the target.
When the bomb bay doors were opened, the wind turbulence was so great that it blew one of the waist gunners
into the broken tail section. It took several minutes and four crew members to pass him ropes from parachutes and
haul him back into the forward part of the plane. When they tried to do the same for the tail gunner, the tail began
flapping so hard that it began to break off. The weight of the gunner was adding some stability to the tail section,
so he went back to his position. The turn back toward England had to be very slow to keep the tail from twisting
off. They actually covered almost 70 miles to make the turn home. The bomber was so badly damaged that it was
losing altitude and speed and was soon alone in the sky.
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For a brief time, two more
Me-109 German fighters
attacked the All American.
Despite the extensive damage,
all of the machine gunners were
able to respond to these attacks
and soon drove off the fighters.
The two waist gunners stood up
with their heads sticking out
through the hole in the top of the
fuselage to aim and fire their
machine guns. The tail gunner
had to shoot in short bursts
because the recoil was actually
causing the plane to turn.
Allied P-51 fighters intercepted the All
American as it crossed over the Channel
and took one of the pictures shown. They
also radioed to the base describing that
the appendage was waving like a fish tail
and that the plane would not make it and
to send out boats to rescue the crew when
they bailed out.
The fighters stayed with the Fortress,
taking hand signals from Lt. Bragg and
relaying them to the base. Lt. Bragg
signaled that 5 parachutes and the spare
had been "used" so five of the crew could
not bail out. He made the decision that if
they could not bail out safely, then he
Two and a half hours after being hit, the aircraft
made its final turn to line up with the runway
while it was still over 40 miles away. It
descended into an emergency landing and a
normal roll-out on its landing gear.
When the ambulance pulled alongside, it was
waved off because not a single member of the
crew had been injured. No one could believe
that the aircraft could still fly in such a
condition. The Fortress sat placidly until the
crew all exited through the door in the fuselage
and the tail gunner had climbed down a ladder,
at which time the entire rear section of the
aircraft collapsed.
This old bird had done its job and brought the
entire crew home uninjured.
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This old bird had done its job and brought the entire crew home uninjured.

B-17 "All American" (414th Squadron,
97BG) Crew
Pilot- Ken Bragg Jr.
Copilot- G. Boyd Jr.
Navigator- Harry C. Nuessle
Bombardier- Ralph Burbridge
Engineer- Joe C. James
Radio Operator- Paul A. Galloway
Ball Turret Gunner- Elton Conda
Waist Gunner- Michael Zuk
Tail Gunner- Sam T. Sarpolus
Ground Crew Chief- Hank Hyland
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Gibbs Guides has become one of my favorite places to find articles for the Newsletter that I feel will impart information that you
all can find useful, so here is the next installment.

Gibbs Guides
My transmitter's got wet. Is it still safe to use?
Andrew Gibbs answers a question from Bill Pethers

Andrew, I accidentally left my transmitter on my car roof overnight. It hadn't rained for about 4 days, but that
night it chucked it down! So therefore, one very damp DX7 was found next morning on the car roof.
First the battery was removed and covers lifted to reveal very little water inside, although there was some
misting of the display panel. I carefully mopped up any water with paper towels and put the transmitter to
dry all in the sunshine (indoors!). By some miracle all seems to work and Tx controls my models perfectly,
including range checks etc. But here comes the crunch question. Do I fly with it?
I know water and electricity don’t normally mix, but it being fresh rain water only and nothing was switched
on until all was dry I would like to know the risk. Many thanks for listening to my tale of woe and any hints
would be much appreciated. And yes, after all these years I should know better and look after my kit more
responsibly! Bill
Andrew's Answer
Hi Bill, I’m sure you are not the first to have had this sort of thing happen! You clearly did the right thing to
remove the battery and dry the transmitter out straight away as an initial response.
I've heard of several cases of cell phones (mobile phones) being made wet, and these all worked okay after
being dried out. Based on this, perhaps the effects of exposing your transmitter to fresh water might not be
very significant, though its impossible to be sure.
Let's consider each aspect of the transmitter. Most electronic components are encased in plastic which
should render them tolerant of contact with water. Another aspect of this is the possibility of corrosion of
metal parts such as the circuit board and the legs of components. However, as you say only a little water
penetrated the case, this would also seem to pose a low risk. If the transmitter interior remained largely dry,
in particular the transmitter’s circuit board and stick potentiometers, I’d say the risk of a future malfunction
from this area of the transmitter was probably very low.
However, the transmitter was in the rain for some time, so water may have penetrated the switches. Any
water in here may be difficult to get out, so it may still be there. The switches are unlikely to be designed to
withstand long term water exposure, so I’d say this is probably the area of biggest risk concerning a future
malfunction.
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It's quite easy to forget about objects
placed on a car roof - especially if the
roof and the object are similar in
color! (Click image to enlarge & for
more information).
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Bill got lucky with his DX7, the
inside of which is seen here. (Click
image to enlarge & for more
information).

I appreciate you are asking for my opinion about risk and that you understand that I can’t tell you whether
it will be okay to use the transmitter or not – that is of course your decision to make. The safest course of
action would clearly be to send your transmitter off to a suitable service facility approved by the
manufacturer and ask for it to be thoroughly checked out. My guess is that the manufacturer would
probably do four things:
1. Inspect the electronics carefully under a magnifying glass for any signs of corrosion.
2. 'Soak' test the transmitter by letting it run for a number of hours (sorry about the apparent reference to
water – this phrase is actually the industry term used for an extended test under power!)
3. Test the transmitter electronically for performance – range etc.
4. Inspect the transmitter for evidence of water damage and replace if necessary – the cost of this could
exceed the value of the transmitter. Note that it may not be possible to inspect some items; switches and
potentiometers for example may be impossible to open up without causing damage.
It’s difficult to assess the risk of continuing to fly with this transmitter, even though it does appear to work
perfectly at the moment. The risk is of course that the transmitter could stop functioning correctly while it’s
in use at some future date. Probably the more time that passes with the transmitter still working, the less
the risk that it will malfunction at a later date.
Depending on what the manufacturer said, if it was my transmitter, I’d probably write it off, at least for
flying anything other than lightweight park flyers, as the risk of a future malfunction is unknown. It may be
that you have an insurance policy that would cover the cost of replacement. Even if not, the cost of
replacement would probably be low compared to the cost of a lost model, plus – most importantly - there
could be the risk of a model going out of control and injuring somebody, or worse. If you did then decide to
fly with this transmitter you could start with a small, light model which represents little risk to passers by if it
crashes and little financial risk to you.
I hope this is of some help. Please do let me know how you get on.
Kind regards, Andrew
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