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MD-80 at Bremerton 
National Airport! 
By Doug Hanson 

Driving along Highway 
3 near the airport, you 
might have noticed the 
rather large jet parked 
on the ramp. Hard to 
missΗ bƻΣ ƛǘΩǎ ƴƻǘ ƘŜǊŜ 
to carry passengers to 
far off locations. 
LƴǎǘŜŀŘΣ ǘƘƛǎ ƻƴŜΩǎ 
here for flight testing 
to improve noise 
reduction and 
performance of the 
popular McDonnell Douglas MD-80 
which first flew on October 25, 
1979.   

I recently contacted Mr. Jack Dugan 
of Dugan Kinetics, who filled me in 
with the details of the project MD-
80, N789BV.  
 
Dugan Kinetics, operating since 
2002, has been developing a fuel 
savings device which could offer 
substantial reductions in fuel costs 
to those air carriers that utilize the 
MD-80 for passenger operations. 
 
The project focuses on the thrust 
reverser and there are plenty of 
details and a demonstration video 
available on their web site at 
www.dugankinetics.com/ 
 
 ά²ŜΩƭƭ ōŜ doing some flight testing 
this springέΣ 5ǳƎŀƴ ǎŀƛŘ. άThis 
testing will include further noise,  
 

 
 
 
 
 
 
 
 
 
 
 

performance and FAA required 
testing for STC completion  
(expected late spring 2010). Our kit 
will be disassembled; some baseline 
flight testing will be done. Then the 
production kit will be installed and 
more flight testing will occur. We 
also plan to use this aircraft as our 
product demonstrator to select MD-
80 owners/operators.έ 
  
Dugan continued, άCurrently on the 
business side of this project, we are 
in heavy correspondence with 
multiple MD-80 operators and have 
made significant progress 
introducing the EP-80 Ejector/TR 
(thrust reverser) to the market. It 
has been well-received and we 
expect to begin deliveries this 
summer. Our hopes and 
commitments are all based on the 
MD-80. We have developed a 
ǘŜŎƘƴƻƭƻƎȅ ǘƘŀǘ ƛǎ ŀ άƎŀƳŜ-
(Continued on page 2) 
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ŎƘŀƴƎŜǊέ ŦƻǊ ǘƘƛǎ ŀƛǊŎǊŀŦǘΦ ²Ŝ ƘƻǇŜ 
the true value of this air transport 
workhorse is once again realized,                                                    
through the use of our kit and the 
 MD-80 will continue in service for 
many years to come.έ 
  

άtǊƻƧŜŎǘ ǳǇŘŀǘŜΗέ 
Since we began this newsletter, the 
project has moved to Moses Lake 
for further testing. Keep a watch 
out though. N789BV may show up 
here again in the near future.  
 
 

 
 
 
 
 
 
 

Avian Flying 
Adventures 
By Doug Hanson 

any of our flying friends at 
Bremerton National Airport 

joined Avian Flying Adventures 
during 2009 and this year promises 
some new activities we think may 
appeal to those of you looking for a 
bit of adventure in your flying 
ǿƛǘƘƻǳǘ ǘƘŜ ŦŜŀǊ ƻŦ ƘŀǾƛƴƎ ǘƻ άƎƻ ƛǘέ 
alone. 

Beginning in May, on the 15thΣ ǿŜΩǊŜ 
planning a trip to Tillamook, Oregon 
όY¢aYύΦ ¢ƘŜǊŜΩǎ ŀ ǘŜǊǊƛŦƛŎ ŀƛǊ 
museum on the field and a great 
day of flying above the Washington 
and Northern Oregon coasts. But, as 
we all know, the weather may 
prevent the trip. In that case, we 
have a backup plan to visit Jefferson 
County Airport (0S9) which also has 
the new Port Townsend Aero 
Museum on the field, and of course, 
ǿŜΩƭƭ ŘŜǎŎŜƴŘ ƻƴ ǘƘŜ {ǇǊǳŎŜ DƻƻǎŜ 
Café as well for a bite to eat after 
the journey north. 

Our goal is to make one of these 
trips every other Saturday during 
the spring and summer months 
through August. Our final activity 
will be right here at Bremerton 
National for the annual Blackberry 
Festival during the Labor Day 
weekend. 

By the way, Avian Flight Center is 
looking for one of the members of 
Flying Adventures to continue 
organizing trips like this one. If you 
have some time to devote to 
scouting out some new 
destinations, give us a call at the 
flight center and volunteer. 

 

IFR Workshop 
By Doug Hanson 

henever I fly IFR and make 
that ILS approach in IMC 

(instrument meteorological 
conditions), breaking out just above 
minimums, I think about my 
training and am grateful for the 
excellent program that I received. 
My instructors were hardnosed 
guys and gals. It was from their 
unwavering demand for accuracy in 
holding headings and altitudes, 
ǘƘŜƛǊ ƛƴǎƛǎǘŜƴŎŜ ǘƻ ŀƭǿŀȅǎ άǎǘŀȅ 
ahead of the airplanŜέ ŀƴŘ ǘƘŜƛǊ 
unwillingness to accept anything 
short of precision throughout the 
flight that made me the instrument 
pilot I am today. I still remember 
the rewarding feeling that I had on 
the day that I passed my practical 
test and the knowledge that I 
wouldƴΩǘ ƘŀǾŜ Ƴȅ ƛƴǎǘǊǳŎǘƻǊǎ ƛƴ ǘƘŜ 
airplane to watch after me on the 
next instrument flight. That was 
sobering but equally exciting to 
think about. 

As an instrument flight instructor, I 
have a strong desire to give my 
students the confidence, skill, and 
most importantly of all, the ability 
to judge the many variables when it 
comes to risk assessment and that 
ŀƭƭ ƛƳǇƻǊǘŀƴǘ άƎƻΣ ƴƻ-Ǝƻέ ŘŜŎƛǎƛƻƴ.  

The FAA is particularly concerned 
these days about risk assessment 
and single pilot resource 
management. So much so that they 
saw fit to revise the Instrument PTS. 
For those of you preparing for the 
Instrument Rating Practical Test, be 
prepared. The FAA has recently 
published a new version of the 
Practical Test Standard (FAA-S-
8081-4E) which now incorporates a 
large section on Single Pilot 
Resource Management. The 6 new 
emphasis areas are Aeronautical 
Decision Making, Risk Management, 
Task Management, Situational 
Awareness, Controlled Flight Into 
Terrain, and Automation 
Management. 

 Single Pilot Resource Management                              
is defined as the art and science of 
managing all the resources (both 
on-board the aircraft and from 
(Continued on page 3)                   

 

 

 

 

 

M 

W 



  Training Chronicles 

                     QQQQ        3 

outside sources) available to a 
single pilot (prior and during the 
flight) to ensure that the successful 
outcome of the flight is never in 
doubt.  

 άOkay Doug, great! But how do I 
ƳŀƴŀƎŜ ŀƭƭ ǘƘŜ ǊŜǎƻǳǊŎŜǎΚέ ¢Ƙƛǎ ƛǎ ŀ 
fair question to be sure. And if 
ǿŜΩǾŜ ƴŜǾŜǊ ōŜŜƴ ŜȄǇƻǎŜŘ ǘƻ ǘƘŜ 
processes and systems that help us 
άmanage the resourcesέΣ ǿŜ may 
feel somewhat intimidated by the 
thought, ά²ƘŜǊŜ Řƻ L ōŜƎƛƴΚέ 

Well, you might take a look at an 
ŜȄŀƳǇƭŜ ƻŦ ŀ άtƛƭƻǘ wƛǎƪ !ǎǎŜǎǎƳŜƴǘ 
aŀǘǊƛȄέ ƻƴ ǇŀƎŜ 7 of this newsletter 
as a starting point. It provides a 
means of evaluating each flight in a 
few critical areas so that we make 
informed decisions about our next 
flight. Each row will have a value 
that you assign based on the 
ǾŀǊƛŀōƭŜǎ ǇǊŜǎŜƴǘŜŘΦ ²ƘŜƴ ȅƻǳΩǾŜ 
assessed each row and assigned a 
value to them, total the numbers in 
column 7 and see whether your 
flƛƎƘǘ ƛǎ ŀ άƎƻέ ƻǊ άƴƻ-ƎƻέΦ Certainly 
though, common sense must also 
play a role in all our decision making 
processes. When you read about 
the causes of accidents from the 
b¢{. ƻǊ !ht!Ωǎ !ƛǊ {ŀŦŜǘȅ 
Foundation, you might wonder how 
άŎƻƳƳƻƴέ ŎƻƳƳƻƴ ǎŜƴǎŜ ǊŜŀƭly is. 

.ǳƛƭŘ ƻƴ ǘƘŜ ƳŀǘǊƛȄ ǘƘŀǘ LΩǾŜ 
included on page 6. Make it work 
for your type of flying. Be safe. 

And finally, I was asked by one of 
my students to give him my top ten 
things to consider about instrument 
flying. So, here they are in no 
particular ordŜǊΧΦaŀǘǘƘŜǿΣ ǘƘƛǎ 
ƻƴŜΩǎ ŦƻǊ ȅƻǳΦ 

1. Master Basic Attitude 
Instrument Flying 
a) Pitch, power and trim the 

airplane in that order 

b) Understand your flight 
instruments, what they tell you 
as well as their errors 

c) Determine a pitch, power and 
climb / descent angle for all 
phases of instrument flight 

d) Fly at a higher level of accuracy 
with regard to headings and 
altitudes. 

2. Understand the "Big Picture" 
a) Be flexible and don't anticipate 

what you're going to hear next 
from the controller, it might not 
happen in the order that you're 
pre-programmed for. 

3. Learn to divide attention 
between aircraft control and ATC 
requests and/or instructions. 
4. Stay ahead of the process 
a) "What are the next two things 

that are going to happen to this 
flight?" 

b) If you're not doing something, 
there's something that needs to 
be done. 

5. Memorize systems or flows 
a) ATIS, Altimeter, Align, Avionics, 

Airspeed, Approach 
b) Turn, Time, Twist, Throttle, 

Talk, Track 
c) Cram, Climb, Clean, Cool, Call 
6. Never blindly accept a clearance 
a) Controllers make mistakes too 
b) Know where you are in the 

process, how other aircraft may 
impact your progress 

c) Do not be lost, confused, or 
misplaced 

7. Any IFR skill must be over-
learned and over-practiced until it 
becomes a skill that you can 
exercise under stress. 
8. Be organized in the cockpit 
9. Carry enough fuel and include in 
your flight plan a VFR destination / 
alternate 
10. Stay current! 
 
 

Flying the Traffic 
Pattern 
By Andrew White 

y name is Andrew White. I 
have been flight instructing 

at Bremerton National Airport for 
approximately a year and a half and 
I would like to offer my thoughts 
regarding how to properly fly into 
and out of KPWT.  
 
Firstly, remember that the 
Aeronautical Information Manual 
(AIM) provides guidance for how to 
conduct airport operations both 
into and out of the traffic pattern. 
Also, the Airport/ Facility Directory 
(A/FD) should be used to 
supplement the information from 
your sectional charts. The A/FD lists 
valuable information that may not 
be located on your charts. Stop by 
the Avian Flight Center Pilot Store 
and update your copy of each of 
these publications όǎŜŜ ά/ƘŀǊǘ 
{ŜǊǾƛŎŜέ ƻƴ ǇŀƎŜ рύ. 
 
Before we talk about what is 
recommended by the AIM and 
A/FD, I would like to give you a 
couple of examples of flight 
instructing in the traffic pattern at 
Bremerton and how quickly a 
situation can develop. I was flying in 
a Cessna 182 and we were on the 
downwind leg in the traffic pattern. 
When I am on the downwind leg, I 
always make it a point to scan the 
areas around my airplane for traffic. 
On this day, there was no traffic in 
sight. Then just as my student 
announced his base turn we heard 
another aircraft advise that he too 
was on the base leg. I lifted the 
right wing and there was another 
(Continued on page 4)                   
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Cessna 172 next to us. I only had a 
few seconds to take evasive action. 
We were in the traffic pattern 
working on landings and heard no 
previous radio calls from the other 
aircraft. We had no clue that he was 
coming until it was nearly too late. 
Even though I scanned for traffic, I 
missed seeing him. 
 On another occasion, while flight 
instructing with a student in a 
Cessna 172 in the traffic pattern at 
Bremerton, we were on down wind 
when I heard an aircraft advise that 
they where east of the airport 
άsetting up for the forty fiveέΣ ǘƘey 
said. We had just turned down wind 
and the other Cessna was out in the 
distance. However, on the second 
time around the traffic pattern, we 
had additional aircraft to watch for. 
Not one, but three aircraft were to 
the east lining up on the forty five 
for runway 1. Having many aircraft 
in the pattern is very typical at 
Bremerton, especially on a nice day. 
So we let the first one of the aircraft 
in. That left two others to follow. I 
had the second one in sight in the 
distance which gave us safe 
separation, so we continued. But 
while this was all going on, the third 
aircraft was reporting similar 
positions to the aircraft that I had in 
sight. Then just as we were midfield 
I heard the Cessna entering the 
downwind for runway 1. I only had 
about 5 seconds to find the other 
aircraft and take evasive action. We 
all need to practice vigilance when 
ǿŜΩǊŜ ŦƭȅƛƴƎΣ ŜǎǇŜŎƛŀƭƭȅ ƛƴ ŀƴŘ 
around an airport. By using the 
following recommendations for 
proper, safe, and courteous 
maneuvering in the traffic pattern, 
we all will experience far less 
confusion when looking for traffic 
entering and exiting the area. 
 

The Aeronautical Information 
Manual recommends that we fly a 
traffic pattern of between 600 and 
1,000 feet above ground level 
(AGL). It also recommends that 
turbine powered airplanes fly at 
1,500 feet AGL. Most of us fly piston 
single-engine aircraft; however we 
want to pay attention to the 
recommendations for turbines as 
well due to the volume of jet 
operations at PWT. You should also 
enter the traffic pattern at pattern 
altitude, on a forty five degree 
angle to the landing runway in use.  
As far as departing goes, we are 
advised to depart on the forty five 
degree angle toward the traffic 
pattern side, or straight out. A good 
rule of thumb when departing the 
traffic pattern is to wait until you 
are 2 miles away from the airport or 
1,000 feet above traffic pattern 
altitude before turning on course, 
whichever occurs first. In this 
manner you will not interfere with 
arriving or departing traffic.  
 
When it comes time to entering and 
exiting the traffic pattern please 
treat every pilot as an unfamiliar 
flyer to the area. What I mean by 
that is to make calls using magnetic 
direction and distance with 
reference to the airport. Making a 
radio call over the golf course 
ŘƻŜǎƴΩǘ ǉǳƛǘe give the picture to 
those pilots who seldom come into 
Bremerton.  
 
As an aviation community, and from 
one pilot to another, please follow 
the AIM when it comes to the 
recommended procedures for 
entering and exiting the traffic 
pattern. See you at the airport! 
 
 
 

tƛƭƻǘΩǎ ¢ƛǇ hŦ ¢ƘŜ 
Week 
Taken From web site         

http://pilotworkshop.com/tip.htm  

Bob Martens: 

"Okay, we got the engine started. 
We're getting ready to taxi. How 
can we wow our fellow aviators 
when in the taxi mode? It seems 
like such a subtle area. What would 
you offer us?" 

Wally Moran:  

"As we begin to taxi, you need to 
think about how much power you 
need to make the airplane move. I 
often see people add a bunch of 
power even before releasing the 
brakes just sort of as a habit; just 
step on the gas and see what we 
need. Most of the time, the 
airplane will roll away from the 
blocks at idle power or very near 
idle power. So there's really no 
need to use any more power than 
necessary. You're just blowing 
things around and you're making 
noise. 

Then of course, we need to check 
the brakes shortly after we start to 
move. Just a smooth touch on the 
brakes will be adequate to let you 
know that they're working. 

My plan is to move the passengers 
if possible without them ever 
realizing they've left the blocks. I try 
to move the airplane as smoothly as 
I can in all phases of flight. And one 
of the things you can do to smooth 
out your taxiing is to work on your 
(Continued on page 5)                  
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stopping technique. If we approach 
a stop with a lot of brakes on, as we 
often do with our car, you'll get a 
fore and aft jerk as the airplane 
comes to a stop. If you can be 
slowly releasing brake pressure as 
the airplane comes to a stop, you 
won't even feel that airplane stop. 
So now next time you take a ride on 
an airliner, you can judge the 
airmanship of that captain and see 
how well he or she stops the 
airplane. You'll notice a difference if 
you pay attention. And you can do 
the same thing with your Cessna. 

Another airmanship issue on taxi is 
using too much power. Many pilots 
have the power up, and they're 
actually riding the brakes. So all 
they're doing is wasting fuel and 
wasting their brakes. Further, that 
heats up the brakes so that they 
may not be available should they be 
needed for a high speed aborted 
takeoff or some other serious taxi 
problem. So never use any more 
power than is necessary." 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Chart Service At 
Avian Flight Center! 
Avian Flight Center is your one stop 
shopping destination for all of your 
charting needs! 
As an authorized chart dealer, you 
can find the sectionals, terminal 
charts, and world aeronautical 
charts that you need right here. 
 
We are also an authorized nautical 
chart agent, just call ahead and we 
can get you any nautical chart 
published by NOAA. 
 
Call 1-866-263-2358 today to order 
your charts. Your charts will be 
ready next time you stop by, or if 
you prefer we will ship them to you. 
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Sammy Okada   Commercial ς Single Engine Land  !ƴŘǊŜǿ ²ƘƛǘŜ κ 5ƻǳƎ hΩ5ƻnnell 
Nick Torres   First Supervised Solo    Andrew White 
Jon Archer   First Supervised Solo    !ƴŘǊŜǿ ²ƘƛǘŜ κ 5ƻǳƎ hΩ5ƻƴƴŜƭƭ 
Cooper Thompson  Private Pilot     Stephen Metz 
Brandon Delgado  First Supervised Solo    5ƻǳƎ hΩ5ƻƴƴŜƭƭ 
Doug Gibson   First Supervised Solo    Andrew White 
Erik Danielsen   Private Pilot     Andrew White 
Pete Frawley   First Supervised Solo    Andrew White 
Jack Dugan   First Supervised Solo    Stephen Metz 
Joe Phillips   Private Pilot     Stephen Metz 
Clem Cotugno   First Supervised Solo    Andrew White 
Matthew Bell   First Supervised Solo    5ƻǳƎ hΩ5ƻƴƴŜƭƭ 
Matthew Freitag  ATP ς Multi Engine Land   Jeff Armstrong 
Phillip Olson   First Supervised Solo    Andrew White 
Nate Develde   First Supervised Solo    Andrew White 
Nicole Daring   First Supervised Solo    Doug Hanson 
Harry Rakfeldt   First Supervised Solo    Doug Hanson 
Jim Burchett   First Supervised Solo    Andrew White 
Stephen Metz   Multi Engine Instructor   Jeff Armstrong 
Daniel Hoenig   Private Pilot     T.J. Thomas 
5ƻǳƎ hΩ5onnell  Part 135 Charter Pilot     
5ƻǳƎ hΩ5ƻƴƴŜƭƭ  Commercial ς Multi Engine Land  Stephen Metz 
Don Dicksion   Certified Flight Instructor   5ƻǳƎ hΩ5ƻƴƴŜƭƭ 
Dan Bell   First Supervised Solo    Dan Meyer 
Todd Lang   First Supervised Solo    Andrew White 
RJ Peabody   First Supervised Solo    Andrew White 
Chris Olmsted   Commercial ς Single Engine Land  5ƻǳƎ hΩ5ƻƴƴŜƭƭ 
 

 
¢ƻ ŀƭƭ ƻŦ ȅƻǳ ǿƘƻ ŎƘƻƻǎŜ ǘƻ Ŧƭȅ ǿƛǘƘ !Ǿƛŀƴ CƭƛƎƘǘ /ŜƴǘŜǊΣ ǿŜ ǘƘŀƴƪ ȅƻǳΦ LǘΩǎ ȅƻǳΣ ƻǳǊ ǾŀƭǳŜŘ ŎǳǎǘƻƳŜǊǎ ŀƴŘ 
students who are our reason for being here at Bremerton National Airport. Happy flying! 
        Management and Instructor Staff 
 
 
 
 
 
 
 


