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Looking Back
at EAA’s 70th

AirVenture Oshkosh 2023 delivered
BY JACK J. PELTON

IN JULY, WE CELEBRATED EAA’s 70th anniversary during AirVenture. The cel-
ebration actually started early, with a gift in the form of the FAA’s release of
the notice of proposed rulemaking for MOSAIC that will redefine the light-
sport aircraft (LSA) category and sport pilot privileges, among many other
positive changes. The most significant being that LSA will no longer be lim-
ited to a specific weight. The limitations will be based on stall speed in a
clean configuration and a speed limit of 250 knots. The proposed rule also
allows for complex aircraft equipped with retractable gear and a constant-
speed prop. It was great to start the celebration with a gift like that.

During the week of the event, we continued to deliver something for
everyone with significant participation by the USAF Air Education and
Training Command, which filled Boeing Plaza every day with trainers, fight-
ers, and transports. We had a remarkable gathering of Corsairs and
welcomed significant new restorations, like an award-winning P-47
Thunderbolt and, of course, Bataan, Gen. Douglas MacArthur’s Lockheed
Constellation VIP transport.

For me, one of the greatest rewards of the week was seeing the large num-
bers of families with young children on the grounds, thanks to our free youth
admission policy, which is supported in part by Boeing. This program is in its
third year and is certainly delivering on our mutual goal of getting more
young people to AirVenture. While they were here, young AirVenture attend-
ees could check in at our new Youth Welcome Center to find information
about activities at KidVenture, the AeroEducate Center, our Learn to Fly
Center, as well as numerous colleges and universities. There were resources
available for youths interested in just about any pathway to a career in avia-
tion; from pilots, to mechanics, to engineers, it was all here.

This was a record year in so many ways, with more airplanes and move-
ments, more campers, more cars, and international visitors from a number of
countries that tied the previous record. But those metrics aren’t the ones that
define success. The real metrics are the smiles that you see on people’s faces
as they get to experience all aspects of aviation. From pristine restorations of
vintage aircraft and warbirds, shiny new homebuilts and aerobatic aircraft,
and a wide array of ultralights, to the Iron Man-style Gravity jet suits and
Wisk’s first public demo of a fully autonomous aircraft. Twilight Flight Fest
continued with STOL demos and breathtaking RC model flying, and our air
shows — both day and night — delivered world-class entertainment as
always. More than a thousand workshops and forums helped teach and
inform, and nearly that many exhibitors filled the grounds to show off their
new aviation offerings.

Of course, without our dedicated and passionate volunteer corps, there
would be no AirVenture. We’re all incredibly thankful for the work that they
do, and it’s always heartwarming to hear their stories. It’s not uncommon to

JACK J. PELTON

COMMENTARY / OPEN COCKPIT

It's not uncommon to find third-generation
volunteers on the convention grounds, and the
pride they have in their work, the connections that
they make, and the relationships that they establish
are what makes AirVenture a true family reunion.

find third-generation volunteers on the convention grounds,
and the pride they have in their work, the connections that
they make, and the relationships that they establish are what
makes AirVenture a true family reunion. Speaking of heart-
warming, it was powerful to be there on the flightline to
welcome the returning veterans on the Yellow Ribbon Honor
Flight, against the backdrop of our commemoration of 50
years since the end of direct hostilities in Vietnam. It was
great to see some EAA members among them, a couple of
whom even called me by name when I had the honor of
shaking their hands as they got off the airplane.

Looking back, I deeply appreciate how the Oshkosh fam-
ily came together as it always does, enjoying the camaraderie
that comes from our shared passion for aviation, looking out
for one another through weather challenges and supporting
those who were affected by the loss of loved ones during the
week. Through it all, we were reminded that our Oshkosh
family is stronger than ever.

Now, in our staff-wide state of happy, excited exhaustion,
the planning for next year begins in earnest, and I can’t wait.
July 2024 can’t come soon enough. Thanks to everyone who
joined us, and we’ll see you next year. £44
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CELEBRATING 70 YEARS
OF DREAMERS AND DOERS

EAA AirVenture Oshkosh 2023, our annual fly-in and membership
convention, was one for the record books. More than 677,000
people came through the gates to experience their own “only
in Oshkosh" moments, surrounded by family, friends, and, of
course, more than 10,000 aircraft.

TIMELESS VOICES EAA.orghideos VWEBINARS EAA.org/Webinars HINTS FOR HOMEBUILDERS AL orgitints
How to Ground an Airplane

ﬂDeburrmg Tool

BURT RUTAN

DER - SCALED COMPOSITES | LEGENDARY AIRCRAFT DESIGNER

BURT RUTAN HOW TO GROUND AN AIRPLANE MAKING A CONE-SHAPED DEBURRING TOOL
Burt Rutan is an aerospace engineer who has designed  Nobody wants to fly an unsafe airplane. Fortunataly, we pilots EAA Homebuilt Aircraft Council member and RV-8 builder

everything from homebuilt aircraft, such as the Long-EZ; to  have numerous opportunities to uncover conditions that might ~ Mike Dooley demonstrates how to make a small cone-shaped
Voyager, the first aircraft to fly around the world without  compromise safety, including prebuy examinations, preflight ~ 3M deburring pad that can be used with a Dremel tool.
stopping or refueling; to SpaceShipOne, the first privately  inspections, thorough run-ups, in-flight vigilance, post-flight
funded spacecraft to enter the realm of space. inspections, and post-maintenance checks. This webinar will

prepare you to ground the aircraft before it grounds you!

THE GREEN D&T

0V-10 BRONCO PILOT JOHN VAN ETTEN

This time on The Green Dot, hosts Tom and Chris are joined by John Van Etten,
who was an 0V-10 Bronco pilot and on-scene commander during the famed
rescue mission of Bat 21 during the Vietnam War.
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B LETTERS TO THE EDITOR

REACHING A YOUNGER
DEMOGRAPHIC

WHEN MY SON NOAH was 5 years old, he developed a
huge love for aviation. His passion started with World
War IT aircraft. He would ask us to get him books that
had anything to do with the aircraft that were used in
WWIL. Throughout the day, he would sit and study
his aircraft books so much that he could tell you just
about anything you wanted to know about the aircraft
in it. From the size of the airplane, the speed of the
airplane, how many bombs it carried, and when it was
used in battle. Four years later, he is now 9 years old,
and his aircraft passion has grown deeper.

When he was 5 years old, he flew in a Vietnam
War-era Huey helicopter, when he was 7 years old, he
flew in the B-25 Berlin Express, and he has partici-
pated in EAA Young Eagles flights for two years. As
soon as we receive the latest EAA Sport Aviation magazine, he’s the first one to
grab it and read through it. He lives and breathes anything and everything that
has to do with aviation!

Tricia Meerstein, EAA 1430312
Sheboygan Falls, Wisconsin

AS WE FLIPPED THROUGH the pages, my
granddaughter’s eyes sparkled with excite-
ment looking at the vibrant photographs of
airplanes and the beautiful settings. Each
page revealed new airplanes of various col-
ors. What made this experience truly magical
was the power of imagination.

Beyond the educational aspect, this sim-
ple activity allowed us to connect on a deeper
level. As we paged through the magazine, she
nestled in my lap, snacking on her banana,
pointing excitedly at the pictures and telling
me what she saw. Granted her vocabulary is
still developing, but she spoke with such
enthusiasm that I could not help but
acknowledge whatever she was telling me. It
bonding moment.

In this digital age, it is refreshing to step away from the television, put down
the smartphone, and spend quality time with those you love. So, whether it’s an
airplane magazine, picture book, or other reading material, embark on these

adventures together as these fleeting moments will leave a lifetime of memories.

Bud Keil, EAA 619179
Shell Knob, Missouri

My Kind of CFI

STEVE KROG'S BACK-TO-BASICS TRAINING and of course
his J-3 always bring back “when pilots were pilots and
their planes were glad” (once heard that from a crop
duster pilot standing next to a Stearman biplane)!

As an expired CFI with more than 20,000 hours of
flight time specializing in aerobatics, tailwheel, and
basic skills, perhaps the best flight training I received
was not from a CFI but a strawberry farmer on his grass
strip in his own yellow J-3 Cub.

Instruction like landing in his friend’s field to “get
tomatoes for your mom” — a lesson that proves you can
make a safe landing off of an airport.

“Have you ever flown a glider?” as mag switches were
turned off, and being talked through a power-
off landing!

Even the first flight lesson when my question “What
do I need to do?” was answered by, “Just give it what it
needs.”

Those lessons and others led to me teaching every
student a one-turn spin and then hearing their explana-
tion while demonstrating their own precision spin so
they could have the spin endorsement for CFI — with
only their student pilot certificate.

To an outdated old guy like me, Steve Krog’s articles
and knowledge are greatly appreciated! Keep up the
great work!

Rob Mixon, EAA 110647

Jupiter, Florida

SUBMISSIONS

Letters intended for publication should be emailed to editorial@eaa.org or addressed to

EAA/Letter to the Editor, P.0. Box 3086, Oshkosh, WI 54903. Please include your EAA number,
city, and state. All letters are subject to editing. Unpublished letters will not be returned.

8
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BB ADVOCACY AND SAFETY

GOVERNMENTAL ISSUES

MOSAIC IS HERE!

BY SEAN ELLIOTT, EAA VICE PRESIDENT OF ADVOCACY AND SAFETY

ON JULY 24, the opening day of EAA AirVenture Oshkosh
2023, the FAA officially published its proposed MOSAIC
(Modernization of Special Airworthiness Certificates) rule
for the expansion of light-sport aircraft (LSA) in the
Federal Register. This proposed rule has been in the works
for more than 10 years, with EAA playing a major part in
its development. The MOSAIC notice of proposed rule-
making (NPRM) is 90 pages long, and while we are still reading through
the details, it appears to be a major step forward for GA and recreational
aviation. The proposals put forward by the FAA should enable significant
safety enhancements and increase the viability of this category of aircraft.

So what’s in it? First, it is truly a focused expansion of light-sport air-
craft. No more 1,320-pound weight limit for LSA. The measures in the
proposal are performance-based and would no longer be an arbitrary
weight. It appears that the key limiter in the proposal is Vi, or clean stall
speed at the maximum certificated takeoff weight. As proposed, it is 54
knots calibrated airspeed. There is also a limitation of four seats. A sport
pilot, or someone with a higher certificate exercising the privileges of a
sport pilot, will continue to be limited to one passenger. While there are a
few other definitions, it appears that the clean stall speed and seat number
are the top drivers of what is in and what is out.

Expanding light-sport aircraft means that sport pilots will be able to fly
more capable aircraft that meet this new definition. Many aircraft such as
C-182s, C-172s, Luscombes, C-140/120s, and even a few retractable, high-
performance aircraft, such as the single-engine 180-hp Piper Comanche,
would be eligible to be flown by sport pilots. The elegance of this is that
there will now be training and flight instructor endorsements to ensure
that the budding new sport pilot who wants to move up to something more
complex will still be trained and demonstrate the ability to safely operate
those aircraft under the watchful eye of a flight instructor. These combina-
tions of more significant aircraft and proper training with CFIs for
interested sport pilots have the makings of being a game changer for recre-
ational aviation in the United States.

Having just completed AirVenture, the EAA team is still carefully
reviewing the details of this proposed rule. I'm sure many of you are doing
the same thing. EAA has set up a dedicated email at MOSAIC@eaa.org to
hear your feedback and any concerns as we develop our response to the
NPRM. At first reading, this NPRM appears to be a 90 percent well-done
proposal. The FAA is counting on all of us to provide feedback that helps
tweak certain areas and really hit the bullseye with the final rule.

The comment period will close on October 23, and the final rule should
take around 16-24 months to be completed.

EAA would like to thank the FAA team members who have worked on
the MOSAIC NPRM and look forward to providing our comments and
working toward a final rule that will benefit the general avia-
tion community.

SWEPT UP IN
THE ILLEGAL
CHARTER NET

BY RONNIE R. GIPSON JR., CHAIR, EAA LEGAL ADVISORY COUNCIL;
PROFESSOR OF LAW — UNIVERSITY OF MEMPHIS

LATELY, THERE HAS BEEN a lot of attention and
emphasis from the FAA geared toward stopping
illegal charters. Pilots have asked whether either
the use of general aviation aircraft to transport
someone for medical procedures or sharing
expenses with someone on a flight violates the
Federal Aviation Regulations (FARs) prohibition
against compensated flights without a commer-
cial certificate — an illegal charter. The worry
from the pilots is that either operation, if in viola-
tion of the FARs, could lead to an enforcement
action by the FAA. If the FAA were to initiate an
enforcement action against a pilot for conducting
a commercial flight without a commercial certifi-
cate under Part 61.113, then the pilot potentially
could face certificate revocation, certificate sus-
pension, and/or a civil penalty.

First, let’s deal with the scenario of transport-
ing someone for medical treatment. For many
years, pilots have used their own aircraft to fly
cancer patients seeking treatment from one state
to another for free. Consistent with FAR Part
61.113, transporting cancer patients without
charging those patients for the flights (known as
public benefit flights) does not violate the FARs
as long as neither the pilot nor the organization
arranging the flight receives any type of compen-
sation for the endeavor. The term “compensation
with respect to application of the FARs is a term
of art with specific meaning. The FAA defines
compensation broadly to include any reimburse-
ment of expenses and the building up of flight
time ... if the pilot does not have to pay the costs
of operating the aircraft. When a pilot performs a
public benefit flight and, in that operation, the
pilot covers the cost of operating the flight such
as expenses for fuel, maintenance, landing fees,
etc., then the pilot is not being compensated for
the flight. However, when a pilot provides a pub-
lic benefit flight and, in that operation, the pilot

”»
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receives remuneration to cover operating expenses
such as fuel, maintenance, landing fees, etc., then the
situation is one where compensation exists. Once com-
pensation is present, the regulatory requirements in
multiple areas change such as the maintenance
requirements for the aircraft, the medical certificate
needed by the pilot, as well as the need for a commer-
cial certificate per Part 61.113. If an organization
arranged the free flight but received remuneration for
the associated expenses, then the organization must
comply with FAR Part 119.

The issue of compensation and illegal charter in
aviation law is one that has been the basis of enforce-
ment actions for years. As a result, to assist with
application of the FARs, there exists a body of interpre-
tive letters, petitions for exemption, advisory circulars,
and an understanding among aviation industry and
legal professionals about what type of flight operations
require the heightened care of a commercial certificate
and authority to conduct operations under FAR Part
119. Nonetheless, despite the guidance there continues
to be disagreement about the application of the FARs
to public benefit flying, and even experienced opera-

tors run afoul of the commercial operations regulations.

Individuals or organizations who are unfamiliar
with the complexity of the compensation issue thrust
themselves into a thorny area of aviation law by solicit-
ing pilots to volunteer to make public benefit flights
without understanding the ramifications of getting the
nuances in the law wrong. In 2005, the FAA in an advi-
sory letter lauded the selfless efforts of the pilots who
engage in public benefit flying. Yet, in the same publi-
cation, the FAA emphasized that the philanthropic
nature of the operation does not result in a free pass
exception from the commercial operation regulations.
The message to pilots engaging in public benefit flying
is to proceed carefully and ensure that all aspects of the
flight and operation comply with the FARs.

The second area of concern — sharing expenses on
a flight seems straightforward, but it too holds traps for
those who fail to proceed carefully. FAR Part 61.113(c)
allows a pilot exercising private pilot privileges to
share expenses of a flight with passengers. The only
expenses that can be shared with passengers are fuel,
oil, airport fees, and aircraft rental fees. However, the
pilot cannot conduct any commercial activities on the
flight such as banner towing, crop dusting, ferrying, or

training. On this point, as part of the inquiry, the FAA will look
for a common purpose between the pilot and the passenger for
traveling to the destination. If the passenger chooses the desti-
nation, and the private pilot does not have his own reason to be
in the city at the same time, then the requirements of the com-

mon purpose test have not been met.

Next, the FAA looks to see if a private pilot can be classified
as “holding out” to a segment of the public as willing to furnish
transport to any person who wants it. As explained in FAA
Advisory Circular AC 61-142, “Common carriage is defined as a
holding out of a willingness to transport persons or property
from place to place for compensation or hire.” When a private
pilot attempts to share expenses on a flight, the only missing
piece to fulfill the requirement for common carriage is the

“holding out” component. In the past, the FAA has determined
that website posts, internet postings, along with newspaper
inserts and magazine ads were all forms of holding out. EAA is
not immune from making missteps in this complicated area of
regulatory aviation law. Previously, EAA maintained an online
bulletin board, accessible only to paid members on its website
through the use of a username and password, that allowed
pilots to offer open seats on their aircraft to prospective pas-
sengers seeking to hitch rides to AirVenture. The passengers
were expected to share expenses with the pilots who made the
posts under Part 61.113(c). Consistent with FAA Advisory
Circular 61-142, the online bulletin board failed to raise any reg-
ulatory concerns. Historically, the number of EAA members
who used the electronic bulletin board was very low, less than
20 a year. However, very recently, the FAA took the position
that the electronic bulletin board was a direct form of holding
out because EAA’s membership of more than 200,000 was too
big. In essence, the posting of the notice of an open seat on the
EAA electronic bulletin board communicated to the public that
a transportation service was indiscriminately available, which
constituted “holding out” by the pilots to a segment of the pub-
lic and violated the regulation.

Knowledge is power, and it affords pilots who are interested
in public benefit flying with the opportunity to prepare them-
selves in the best way possible to avoid any negative legal
consequences. If you have further questions on this topic,
reach out to EAA and let it connect you to one of the members
of EAA’s Legal Advisory Council. Forewarned is forearmed
because, unfortunately, getting swept up in the FAA’s illegal
charter net could turn out to be expensive and costly in so
many ways. £44
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Facts and figures

THIS YEAR'S ANNUAL CONVENTION turned out to be another record-setting year.

“There was so much going on during the week that encompassed the entire world of flight,

from the presence of the U.S. Air Force Training Command and NASA, to magnificent air-
craft restorations and exciting new flying technology,” said EAA Chairman and CEO Jack J.
Pelton. “Oshkosh was again the place that brought the aviation world together.”

This year’s attendance was approximately 677,000, up from the previous record of
650,000 last year. But attendance numbers weren’t the only record.

“We had record-setting totals of campers, exhibitors, volunteers, and more,” Jack said. “It

was also a challenging year at times with weather, logistics, and other factors, which makes
me even more proud of the efforts by our volunteers and staff to organize an outstand-
ing event.”

Here are some additional details from this year’s fly-in:

Total aircraft: More than 10,000 aircraft arrived at Wittman Regional Airport in
Oshkosh and other airports in east-central Wisconsin. At Wittman alone, there were 21,883
aircraft operations in the 11-day period from July 20-30, which is an average of approxi-
mately 148 takeoffs/landings per hour when the airport is open.

Total showplanes: 3,365, including a record 1,497 registered in vintage aircraft parking,
plus 1,067 homebuilt aircraft, 380 warbirds (up 3 percent from ’22), 194 ultralights, 134 sea-
planes and amphibians, 52 aerobatic aircraft, and 41 rotorcraft.

Camping: More than 13,000 sites in aircraft and drive-in camping accounted for an esti-
mated 40,000 visitors.

Volunteers: More than 5,500 contribut-
ing in excess of 250,000 hours.

Commercial exhibitors: 848 (another
record number).

Forums, Workshops, and
Presentations: More than 1,400 sessions
hosted throughout the week.

Social media, internet, and mobile:
More than 18.3 million people were reached
by EAA’s social media channels during
AirVenture (up 78 percent over 2022), with
engagement of 1.9 million. More than
189,000 hours of viewing EAA video clips
online also occurred during the event (more
than double the 2022 total).

International guests: International visi-
tors returned in a big way in 2023, with
2,372 attendees registering at the
International Visitors Tent from a record-
tying 93 countries outside the United States.
Adding a significant number of international
visitors who do not register at the tent when
they arrive, the actual total is much higher.

The Gathering: The EAA Aviation
Foundation’s annual event to support its
aviation education programs attracted more
than 1,000 people and raised more than $2
million dollars that will be focused on EAA’s
mission of growing participation in aviation.

Media: 863 media representatives on-
site, from six continents.

Estimated economic impact*: $170 mil-
lion for the five counties in the Oshkosh
region (Winnebago, Outagamie, Fond du
Lac, Calumet, and Brown).

By the time you read this, planning for
EAA AirVenture Oshkosh 2024 has begun in
earnest.

“We are already looking at a number of
big activities, including the 100th anniver-
sary of the Royal Canadian Air Force,” Jack
said. “Plenty of ideas have also been for-
warded to us from EAA members and others
that will be part of the planning for 2024.”

*Based on a 2017 University of Wisconsin
Oshkosh economic impact study.
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COVINGTON AIRCRAFT DONATES PRATT & WHITNEY R-985 ENGINES
FOR EAA'S FORD TRI-MOTOR

BY ROBBIE CULVER

COVINGTON AIRCRAFT OF OKMULGEE, Oklahoma, just celebrated 50 years in business overhaul-
ing Pratt & Whitney R-985s, R-1340s, and PT6As. Covington has a message for the aviation
community: “While the rest of the world seems intent on growth through mergers,
Covington Aircraft Engines remains true to the power of one: you. We are one family.
Servicing engines from one manufacturer. With one guiding commitment. And by providing
uncompromising service with core values first established by the Abbott family, we’ve built
Covington Aircraft Engines over the last 50 years, one customer — and one engine — at
atime.”

Covington has donated three new R-985 Wasp Junior nine-cylinder 450-hp super-
charged air-cooled engines for EAA’s Ford Tri-Motor 4-AT-E. The first engine arrived in

mid-July, with the remaining engines to arrive at the end of the year and in early spring 2024.

At an unveiling event held at EAA’s Kermit Weeks Hangar on Wednesday, July 26,
Covington Aircraft’s President Aaron Abbott said, “We love our partnership with EAA.”
Abbott added, “We love EAA and AirVenture. We love coming up here — my wife and kids
come up here, my parents are up here. It’s just a great time to come see friends — it’s like a
family reunion every summer.” Abbott’s father, Paul, who founded Covington, joined his
wife, Betty; Aaron’s wife, Michelle; and their daughters, Emma and Audrey, and their son,
Oaks, at the Weeks Hangar to celebrate the occasion.

John Hopkins, manager of aircraft maintenance for EAA, said, “We’re just so excited to
be part of the Covington family, and putting their engines on our airplane will give us many
years of reliable service.”

Andrew Ramsey, business development manager at EAA, added, “Our relationship with
Covington Aircraft is amazing! They sponsor our Wednesday night air show and are also the
main sponsor of our Runway 5K. They support EAA in a lot of different ways and are great
partners and really good people!”

NOMINATIONS
FOR EAA DIRECTORS

PURSUANT TO THE RESTATED articles of
incorporation and seventh restated
bylaws of the Experimental Aircraft
Association Inc., nominations are
hereby solicited for Class I director
positions to be filled at the 2024 EAA
annual member meeting. Nominations
for these positions shall be made on
official nominating petition forms that
may be obtained by mail (addressed to
Judy Reader, Experimental Aircraft
Association Inc., P.O. Box 3086,
Oshkosh, WI 54903-3086) or by e-mail
(jreader@eaa.org).

The nominating petition shall
include a recent 3-by-5 photo or high-
resolution (300 dpi) digital image of the
candidate and contain a brief résumé
and 200 word bio of his or her back-
ground and experience. Candidates
must be current EAA members. Each
petition shall require the signatures of
at least ten (10) EAA voting members,
along with such members’ EAA num-
bers and membership expiration dates.
Nomination petitions shall be submit-
ted to Judy Reader, Experimental
Aircraft Association Inc., P.O. Box 3086,
Oshkosh, WI 54903-3086, no later than
January 1, 2024. The EAA board gover-
nance committee shall acknowledge the
filing of such petition and shall verify
the validity of the signatures included
on each such petition.

The EAA annual member meeting
will be held during EAA AirVenture
Oshkosh 2024, which is scheduled for
July 22 through July 28. The annual
meeting will be held at the Theater in
the Woods, on the EAA grounds at
Wittman Regional Airport, Oshkosh,
Wisconsin, at 8:30 a.m. CDT on
Wednesday, July 24, 2024. £44
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B PATHWAYS

EXPLORING AVIATION

YOUTHS SOAR WITH AEROEDUCATE
AT AIRVENTURE 2023

New offerings for youths and families
BY DANIELLE SCHMICK, AEROEDUCATE PROGRAM MANAGER

EAA CONTINUALLY FINDS AND develops new pathways to help students  and a source of inspiration. EAA AirVenture Oshkosh

and youths get excited about science, technology, engineering, and 2023 provided the opportunity for youths to soar

math. EAA’s AeroEducate program will enhance and cultivate stu- with AeroEducate.

dents’ passion for careers in aviation and STEM. The AeroEducate

program is full of FREE, fun, K-12 aviation-themed activities to use AeroEducate, EAA’s newest youth education online

at home, in school, or in EAA chapters. resource, supported two brand new offerings for fami-
Developed by EAA to encourage curiosity and invite youths to lies and youths during AirVenture 2023: the Youth

explore pathways to careers in aviation, you can create a new spark Welcome Center located at the Four Corners, and the

for your students by using the fascination of flight as a framework AeroEducate Center located in Aviation Gateway Park.
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Each space brought new resources and activities for
AirVenture attendees, and it sure delivered!

The Youth Welcome Center sought to support the
tens of thousands of youths who entered the grounds
with their free admission, supported in part by The
Boeing Co. The ultimate vision for this space was to wel-
come and support families and youths, whether they
were returning AirVenture attendees or first-timers, to
maximize their experience on the grounds, as well as
provide resources for youths to continue their aviation
exploration post-AirVenture.

Youths of all ages were invited to engage in fun avia-
tion activities in the center, and families were provided
with a printed map that outlined all youth activities
occurring on the grounds, including KidVenture,
Boeing’s youth activities, Warbirds area flight simulators,
Vintage area kids’ tent, AOPA’s virtual reality flight simu-
lators, NASA STEM Zone, NEXTGEN Aviators, and
more! To support their aviation journey after the air

The ultimate vision for this space
[the Youth Welcome Center] was to
welcome and support families and
youths, whether they were returning

AirVenture attendees or first-timers,
to maximize their experience on the
grounds, as well as provide resources
for youths to continue their aviation
exploration post-AirVenture.

show week, youths could also register on-site for their free

AeroEducate account and a free Young Eagles flight in

their area.

Built in CO monitoring

Personalize audio to your hearing acuity
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B PATHWAYS

EXPLORING AVIATION

High school-aged youths who entered the Youth Welcome
Center were guided to visit Aviation Gateway Park, which includes
the AeroEducate Center, EAA’s Career Center, EAA’s Education and
Career Center, WomenVenture, and a wide variety of aviation col-
lege and university exhibit spaces, all providing resources and
networking opportunities for future aviation professionals.

AirVenture, although an incredible, exciting, and often life-alter-

ing experience, can be a bit overwhelming, especially for first-timers.

We hope that the Youth Welcome Center’s efforts to make our family
and youth attendees feel welcome and supported on the grounds not
only enhanced their overall AirVenture experience, hopefully result-
ing in a return visit, but also inspired more youths to explore
aviation as a hobby or future career, supporting EAA’s mission to
grow participation in aviation by promoting The Spirit of Aviation.

The AeroEducate Center was another new offering for
AirVenture 2023 that provided resources for all visitors to learn
more about the AeroEducate program. The center held a half-day
experience for educators and youth leaders, and conducted daily
forums and hands-on activities geared toward middle and high
school-aged youths. Highlights from AirVenture week included:

e About 40 educators from across the country attended EAA’s
first Educator Day for educators and other youth leaders,
which shared a variety of aviation resources from groups
including AOPA, Tango Flight, NASA, Safe Launch, We Build
It Better, Academy of Model Aeronautics, and Choose
Aerospace. Educator Day attendees also had the opportunity
to observe NEXTGEN Aviators’ “Introduction to Aviation
and Trades Skills” hands-on experience in action for youths
in grades 6-12.

e Mack and Zara Rutherford, powered by SHARK.AERO,
shared their world record flight experiences as the youngest
pilot and youngest female, respectively, to fly solo around
the world.

¢ Additional forums were given by representatives from NASA,
Siemens Technology, Airbus, United Aviate Academy, Naval

The AeroEducate Center was another
new offering for AirVenture 2023 that
provided resources for all visitors to
learn more about the AeroEducate
program. The center held a half-day

experience for educators and youth
leaders, and conducted daily forums
and hands-on activities geared toward
middle and high school-aged youths.
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AeroEducate's
First Year by the Numbers

EAA's AeroEducate program was fully launched
online in July 2022, and after one year of
implementation it has seen incredible growth and
engagement. As of July 2023, AeroEducate had a
little more than 17,000 registered users:

More than 15,000 student accounts
More than 1,000 teacher accounts
More than 1,000 parent accounts
More than 300 EAA chapter accounts

Learn more about AeroEducate at AeroEducate.org,
and create your free account today!

If you have any questions, feel free to contact
the EAA AeroEducate team at 920-426-6864 or
aeroeducate@eaa.org.

Academy, Sierra Space, Carroll University, and
AeroEducate, all seeking to inspire youths to pur-
sue aviation careers in engineering, piloting,
manufacturing, aerospace, drones, and more!

e Crack the Code: Aviation Challenge invited
youths to dive into the lifecycle of a commercial
airplane: engineering, manufacturing, flying, and
maintenance. This escape room-like activity was
supported by Siemens Technology, Airbus, United
Aviate Academy, and United Calibrate.

e Additional hands-on activities supported by
United Technical Operations, NASA, and
AeroEducate gave youths the opportunity to
explore aviation through building, innovating,
and experimenting.

The Blue Barn, home of EAA Chapters and Young
Eagles programs at AirVenture, also provided an
opportunity for EAA chapter leaders and members to
fully learn about AeroEducate and how their chapter
can use AeroEducate to keep the kids coming back to
the chapter, and back to the airport after a traditional,
fun Young Eagles rally. Chapter leaders walked away
with an EAA AeroEducate for Your Chapter handbook,
and spoke with AeroEducate volunteers to prepare them
to use this helpful program at their home chapter.

We are hopeful to be able to provide similar
resources and activities for youths and families during
next year’s air show — stay tuned for AirVenture 2024!
V72 %)



Earn more
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I FLYBY

FLYBY WORTHY? )

(alling all photographers: Do you have a
photo that you think should be showcased
in EAA Sport Aviation? We want to see it!
Share your photo with us using the

form at EAA.org/Submissions.
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WHAT
Eric Hansen, EAA 1173357, flying his Glasair IlI.

WHERE
Bridgeport, Texas

PHOTOGRAPHER
Russell Sherwood, EAA 88888

www.eaa.org 19




STEVE KROG

COMMENTARY J THE CLASSIC INSTRUCTOR

Incursions
and Deviations

On the ground, in the air, they're everywhere

BY STEVE KROG

AN ACQUAINTANCE FROM HARTFORD stopped at the hangar
recently. Perplexed with blood pressure rising, he con-
fided that while heading back to Hartford Municipal
Airport (HXF) from central Illinois, he observed an air-
plane several miles to the left off his wing flying at
approximately the same altitude.

It appeared to be on a potential collision course.
Seeing that it was a modern production aircraft most
likely equipped with a full glass panel including ADS-B,
he closely observed it to see what, if any, action the pilot
might take to prevent a potential collision.

Seconds ticked by while he kept eyeing the
approaching aircraft. It didn’t appear the pilot was
aware of my friend’s airplane even though it had ADS-B
Out. When it seemed the airplane was about to overtake
my friend, he took evasive action to establish
safe separation.

While doing so, he was able to catch a glimpse of the
cockpit occupants. Neither of them looked up, and it
appeared they were completely oblivious of my friend
and his airplane.

Several days later, I had the opportunity to meet with
our FAA safety inspector and asked if he was experienc-
ing situations such as this. He rolled his eyes and said
the FAA was getting reports of this nature, including
numerous ones of incursions both on the ground and in
and around the airspace.

In Wisconsin alone, we had two or three reported
incursions last fiscal year to date. This year for the same
period, we’ve had more than 50 reported incursions
requiring investigation.

WHY IS THIS HAPPENING?

Some of the reported incidents include runway
incursions, landing on the wrong runway, taking off on
the wrong runway, landing at the wrong airport, and

flying through Class C and D airspace without talking to anyone.
Each of these situations could lead to a serious outcome.
The bottom-line cause for all these incursions is the all-inclusive
“pilot error” excuse. But upon further investigation, there is more to
each situation.

One pilot even admitted he had no sectional or airport charts in
the airplane, nor did he have a GPS. His flight was from one nontow-
ered airport to another. Deciding he didn’t need charts, he departed
for his destination. But directly along his route of flight was a busy
Class C airport. Oblivious to his surroundings, he continued through
the airspace at 1,500 feet AGL and never bothered using the hand-
held radio.

The tower operators attempted to contact him but to no avail.
Low enough and slow enough, the tower folks were able to easily
read his N-number. While all of this was happening, several com-
mercial flights had to be held on the ground, and another was
required to hold until this individual was well clear of the Class C
airspace. Sadly, this story repeats itself with some frequency.

Another Class C incursion incident was shared with me a while
back. An individual who owned a Cessna 150 and kept it on a private
airstrip decided to do some practice takeoffs and landings on a
nearby hard surface airport.

Thinking the tower didn’t open until 0700, he proceeded to do
about 10 takeoffs and landings before stopping for breakfast. When a
couple of people from the FAA met him at his airplane, he couldn’t
imagine what they wanted. He was reminded that the tower opened
at 0600, and he had been tying up Class C airspace for nearly an
hour. Never once did he bother to turn on his radio nor glance at
the tower.

Pleading ignorance didn’t help this individual. In fact, it caused
one of the FAA inspectors to carefully look over the airplane. Before
the inspection was completed, several discrepancies had been noted,
grounding the aircraft on the spot.

In both examples, the pilots demonstrated poor or no preflight
planning. Had the first pilot bothered to look at a chart, he would
have seen that his route of flight took him directly through Class C
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airspace. The price paid for this mistake, I'm sure, was far more began to rotate, the nose came down hard on the runway,

costly than the time it would have taken to glance at a chart. The the engines were in full reverse mode, and the brakes
second pilot needed to take a one-minute look at the FAA’s Chart were applied. We came to a stop, but not before over-
Supplement to confirm the tower opening time. His mistake was con-  head luggage bins had sprung open and luggage was
siderably more costly than losing a minute’s time. flying everywhere.

Runway incursions are happening nearly every day, especially in We began a slow taxi back to the gate. While doing so
this age of electronics and the tools available to every pilot. Every we saw what caused the aborted takeoff. Another

towered airport requires a read-back before you begin to taxi. A sim-
ple airport diagram, either printed or on your iPad, would prevent
many of these incursions.

However, many of the pilots experiencing an incursion read back

the taxi instructions without thinking about what they are saying, Some of the reportEd incidents include

and then begin taxiing and not complying with the instructions. runway incursions. landi ng on the
Perhaps it’s a guy thing. Many guys never bother with an instruction ! .
wrong runway, taking off on the

manual for anything so why bother listening to instructions from
ground control?
My wife and I were once on a flight out of JFK Airport in New

wrong runway, landing at the wrong
York. It was in the evening, and we were on a 747. Just as the pilot airport, and ﬂylng through Class C and
D airspace without talking to anyone.

We know Avionics
inside and oul.

As Garmin’s first and longest standing aviation
dealer, our customers benefit from a knowledgeable
staff that understand the unique complexities of
experimental aircraft. Coupled with the industry’s
guaranteed lowest price, we offer the best
experience possible.

GARMIN.

AUTHORIZED DEALER

-Gulf-CoastAvianics-” -Pacific-CaastAvionics-""

SINCE 1984 SINCE 1991

Lakeland Linder Int’l Airport © Lakeland, Florida www.GCA.aero/EAA | 866.451.3456 Aurora State Airport @ Aurora, Oregon www.PCA.aero/EAA | 888.373.9303
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STEVE KROG

COMMENTARY / THE CLASSIC INSTRUCTOR

aircraft had taxied partway onto the runway we were If you are familiar with the area, there is a large U.S. Air Force

using and would have taken most of our left wing offhad  base about 20 miles away. Both airports had similar runway lay-

the captain not quickly reacted to a serious run- outs. My first flight there was an eye-opener and a lesson well

way incursion. learned. This was before GPS units existed, so I was tracking
Runway layouts can be confusing, especially at air- inbound on the VOR.

ports where the runway ends meet. You may have been When I thought I had the airport in sight, I called approach

cleared to Runway 27, but being in a hurry to get going, control and advised them of my intentions of landing at Rapid

you lined up on Runway 24. The airspace you were City Regional Airport and stated I had the runway in sight. A

about to enter was cleared for Runway 27. Now the con-  minute or two later the controller came on the radio and said,

troller is upset because the airspace off Runway 24 was ~ “N4094W, I believe you have the wrong airport in sight. Look over

not clear of other airborne traffic. Not only that, but 24 your nose about 15 more miles and you’ll see us.”

is considerably shorter than 27. Whose fault would it 1 broke off my approach while trying to stay out of the Air

have been had you mistakenly used 24 and parked your Force base traffic area. Once on the ground, I called the tower to

airplane in the trees on the departure end? thank them for preventing me from making a big mistake. The
Similarly, landing on the wrong runway can cause controller was quite nice about it and said it happens almost daily,

serious problems. A situation occurred a while back so they always keep a close eye on traffic approaching from the

where a Bonanza had been cleared to line up and wait east and southeast.

for an aircraft landing on another runway. While posi-

tioning the aircraft, the pilot happened to look up and WHAT CAN YOU DO?

saw the landing gear of another aircraft landing on the The answer is quite simple; use your head and the many tools

wrong runway. It cleared his airplane by feet and available to you:

touched down shortly beyond his runway position. Later, 1. Most of us flying general aviation pleasure flights have

the landing pilot commented he was confused about the  radios in our airplanes, either handheld or panel mounted. Don’t

runway and never saw the airplane holding on be afraid to communicate.

the runway. 2. Today we all have iPads loaded with several different flight
Both incidents can be attributed to poor or no situa- planning applications. Some are free, while some require an

tional awareness and also to never looking outside and annual subscription. If you have an iPad, use it every time you

scanning the immediate area. leave your home airport traffic area. Just because you have an
How can one possibly land at the wrong airport? It iPad with GPS capabilities doesn’t mean you should never bother

seems impossible, yet it happens. When it does, espe- with a paper map, or at least some sort of backup for navigation

cially when it happens commercially, it becomes should your iPad fail.

headline news. Years ago, I had the opportunity to do 3. Most every electronic flight application contains detailed

some charter flying. One of my frequent destinations information about the airport you are intending to fly to. Take

was Rapid City, South Dakota. several minutes and study that information. It may prevent you

from creating a potentially serious problem at your destination.

4. Probably more important, though, is getting your head out
of the cockpit and making visual scans. All the new fad electron-
ics designed for improving safety have caused many pilots to fully

: : depend on them and never look out the window. When doing
Pro b.a bly more important, though, 15 this, situational awareness goes out the window.
gettlng your head out of the COCkat Join me and all the other GA pleasure pilots and use your

head and your eyeballs. Let’s help make it safe for everyone to
enjoy. Keep flying safely. £44

and making visual scans. All the new
fad electronics designed for improving

Steve Krog, EAA 173799, has been flying for more than four decades and giving

Safety have CaUSEd many pilOtS to fU"y tailwheel instruction for nearly as long. In 2006 he launched Cub Air Flight, a flight
depend on them and never IOOk Out the training school using tailwheel aircraft for all primary training.

window. When doing this, situational

awareness goes out the window.
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n the creation of the DHK180, our test engineers abused prototypes

like there was an unlimited supply—until every part, assembly and final
engine exceeded the high standards of the FAA. Put another way, we don't
just test engines until they pass; we test them until they fail, so we can find
ways to make them even better. This engineering tough love has resulted
in an engine like no other.

The DHK180 is a jet-fueled, supercharged, turbocharged, piston engine
that reimagines power as game-changing torque.

It's designed and made to be more dependable, more efficient, and more
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powerful than traditional engines. It excels from takeoff roll to cruise
altitude. It can fail a fuel pump and keep running. Or the aircraft could
lose its entire electrical system and keep on running. It's a lightweight,
mechanically superior, modern marvel. And it burns globally available Jet A.

We could have launched the DHK180 as an experimental engine, but we
committed to bringing an FAA type-certified engine to the category, and
that is exactly what we did.

The way we see it, if we're not hard on our engine, we're being too easy
on ourselves.
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LISA TURNER

COMMENTARY / AIRWORTHY

Kick the Tires

Tips and Myths
BY LISA TURNER

THE INVENTION OF THE wheel was certainly revolutionary.
But our designs for what to wrap around that piece of
stone confounded us for years. Constant tradeoffs
between wear versus handling, cost versus efficiency,
etc., over decades refined the invention to where you
can now buy specific solutions for your mission.
Backcountry? There’s a tire for that. Jet aircraft? There’s
a tire for that. Small aircraft? There’s a tire for that.
Tires are so ubiquitous we totally forget about them.

And, we don’t like being reminded about tires.

“Did you check the tire pressures?”

“Oh, gosh. I forgot that. They should be fine. I checked them last
month.”

You may have noticed that this is the usual reaction whether
you’re leaving in the car or the airplane for vacation. Thank heavens
our cars no longer have fender skirts (wheel well covers); the tires
would be checked even less often. The 1952 Nash Rambler had non-
detachable fender covers. It must have been fun to inspect and fill
those tires. Similarly, if an airplane has wheelpants, the tires will get
about the same amount of attention — very little.

Why do we care about the tires? A flat on the road is one thing.
We can stop and change the tire. When we land an airplane, a tire
takes on the force of a wheel accelerating from zero to 60 mph or
more as we touch down. Aircraft tires are subjected to high direc-
tional forces on landing, especially if we’re dealing with a crosswind
we have not corrected for.

Here are tips for keeping your tires airworthy, with some fun in a
myths quiz at the end.

TIP 1 — INSPECTION

You already know to check tires on your preflights. This includes
taking more than two seconds to actually look at the tires. You may
need to move the airplane from its position to see all of the tire. We
don’t typically remove wheelpants on a preflight, but if you haven’t
inspected and aired the tires in the last few months, it’s worth taking
a little extra time to do a full inspection. Use your judgement on this.
If you’'ve inspected them recently and were flying yesterday, you can
be more cursory.

Consider doing a post flight inspection when you return from
flying. It’s not overly time consuming and may reveal an assortment
of issues you won’t see on a preflight. Tire wear patterns come to
mind. Tires can be damaged by debris on taxi, takeoff, and landing.
Look for cuts, cracks, worn spots, bulges, foreign objects embedded
in the tread, and general tread wear. If you see damage or wear that
bothers you, have your mechanic render an opinion.

Check the bead — where the tire meets the wheel rim. This is an
overlooked area that can reveal cracks or breaks. Damage to the
bead can cause the tire to loosen on the rim, leading to movement
and folding or pinching of the tube with sudden failure — especially
on landing — that can cause you to lose control.
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TIP 2 — HANDLING

Over time, you’ll get a feel for the ground handling in your airplane, and how
it feels when you take off and land. This experiential blueprint will help you
notice when something is going wrong. An example is a flat spot that your tires
can acquire in an emergency braking situation. Once the animals on the runway
have disappeared into the trees, you forget about them but now you feel a differ-
ence in the ride. Check the tires out after events like these and when you get a
sixth sense that something is wrong.

Because side loads on tires produce heat and accelerated wear from flexing,
straighten the airplane out just before touchdown. As students, we kept crab-
bing into the wind because we were learning how to use the controls.
Continuing to do this later can destroy a set of tires in no time. Be disciplined
using controls, especially rudder, to land without high side loads.

Tailwheel aircraft are unforgiving in these same drifting situations. Instead

of saying “Oops,” as we might in our Cessna 152, we will find ourselves in a Because side loads on tires pr0duce

ground loop in a Cub. Save yourself and your tires by practicing good landing
technique for the aircraft you’re flying. Then stay attentive after landing.

heat and accelerated wear from

Think ahead on braking and pivoting the aircraft. Riding the brakes will ﬂe)(ing, straighten the airplane out

accelerate tire wear in addition to brake wear. Stomping the brakes can cause

just before touchdown.

STOL CH 750 Super Duty

g Zenith CH 750 Cruzer // Zenith STOL CH 701 Zenith CH 650
KR — ==\ L = | -
{ =W - = Ly b (-
p T g i 7 >

e
*

Build It. Fly It

! With Zenith Aircraft Company
Building your own Zenith kit airplane is easier, quicker and more affordable than ever!
www.zenithair.com

Made and Supported

inthe USA

Zenith Aircraft is the Number One Light Sport Aircraft brand in the U.S. based on actual FAA registration numbers Zenith Aircraft Company, 1881 Airport Rd., Mexico, Missouri 65265 573-581-9000

| y— 1]

e

=TT

www.eaa.org 25



LISA TURNER

COMMENTARY / AIRWORTHY

You should never consider tire retreads for your airplane if
you want to stay safe.

Save yourself money by reusing the tubes when you
replace the tires.

Tire blowouts cause the majority of accidents related to
landing gear and tires.

The FAA mandates the use of nitrogen to fill small aircraft
tires.

You can use wheels designed for tubes with tubeless tires.

ANSWERS:

1.

False. Tire retreads can be a great way to get strength

and durability at a lower cost. Do your research to make
sure you're ordering from a reputable and well-known
company. If you're thinking of purchasing tire retreads for
a retractable gear aircraft, buy them contingent on doing
a test for clearance going into the wheel wells. It's not a
fun day when your new tires get stuck in the well. Tires
expand slightly over time, so if it's tight now, it will only
get tighter later.

False. You may save yourself money, but you may also end
up with a failure sooner than you thought you would. It's
like changing the oil filter but not the oil. Tubes stretch
over time, making them more susceptible to pinching and
folding cuts.

False. Sudden tire blowouts are rare. Most tire failures
provide warning that can be caught on thorough
inspections. Flats on landings are often caused by

underinflation that causes the tube to get pinched and cut.

If you continue to “fly the airplane” after landing, you'll
be on guard for any strange behavior and may be able to
avert running into the weeds with a flat.

False. There is no reason to not fill your tires with nitrogen,
but it's not necessary, and we have enough other things
to do than worry about it. Commercial aircraft do use
nitrogen. (FAR 25.733 requires that all tires on braked
wheels on airplanes heavier than 75,000 pounds be

filled with dry nitrogen.) Nitrogen reduces the loss of tire
pressure due to permeation through rubber over time by
about a third, reduces moisture, and does not support
combustion. Some car dealers are selling new cars with
nitrogen filled tires; while they do hold pressures longer
than regular air, my opinion is that it’s a minimal gain for
the extra effort.

False. You can use tubes with wheels designed for tubeless
tires, but not the other way around, since the likelihood of
leaks is high due to the wheel design.

| B
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the wheels to lock or skid, leading to loss of control. Gentle and thoughtful con-
trol input will reduce wear on all your aircraft systems.

TIP 3 — EXPERIMENTAL AIRCRAFT

Our homebuilt test phase is often combined with pilot inexperience. As we
taxi about the airport and ease into our first flights, the last thing we’re thinking
about are the tires and brakes. Fast landings, poor crosswind control, and heavy
braking may characterize those early hours when we’re thinking only about get-
ting safely on the ground amid the heart pounding.

The first 50 hours should include thorough inspections across the board.
Don’t forget the tires. Leave the wheelpants off to make inspections easier.

TIP 4 — MAKING CHANGES

If you own an experimental aircraft, then you have great latitude to try differ-
ent tire configurations. If you decide on different tire, wheel, and brake
combinations, remember that they may alter weight and center of gravity. Check
with the manufacturer and with the builders’ group on experience with differ-
ent combinations. Recalculate your weight and balance once you’ve settled on
your choices.

In certified aircraft, you are confined to FAA-approved parts, and this
includes tires. Check your pilot’s operating handbook (POH). It will include
both a size, such as 6.00-6, and a ply rating, and sometimes a brand and model
recommendation. Aircraft tires are approved under the FAA’s technical standard
order system.

Want to do your own work installing new tires and tubes? The FAA includes
these tasks on the list of approved owner maintenance items.

TIP 5 — INFLATION

After inspection, the inflation pressure is critical to the handling and longev-
ity of the tires. You already know this from your experience with your car or
truck tires. For some reason, we hate checking tire pressures. This can be
because we have to get on our hands and knees, a gauge that’s difficult to read or
use, or we forgot what the pressure is supposed to be. To get around this, make
the chore easier. I bought a compact and lightweight battery-operated air com-
pressor I keep in the car. I wrote the pressures for the airplane on some masking
tape and put that next to the specs for the car. When I fly, the portable goes in
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my bag, and there is simply no excuse anymore to not check pressures. I use a calibrated gauge to
cross-check the compressor gauge.

While tire underinflation and overinflation in your car or truck means accelerated wear and
poor handling, in your airplane it can cause problems serious enough to send you into the runway
lights or off into the weeds. Use the setting your POH or maintenance manual advises, or the manu-
facturer’s advice if you have an experimental. The recommended setting can be different from
what is on the sidewall of the tire. And don’t misread “MAX pressure” on the sidewall for filling

pressure. Finally, consider getting 90-degree valve stem tubes if you have trouble reaching ‘ AT b m o
ed in Spas), ly. i
the valve. At Tt

als~z72971°5‘°“"“~=s ”

Tire and tube care can be made simpler if we heed the advice and recommendations given to 42

us by the manufacturer for the aircraft we’re flying. Follow these tips and remember that you’re ,ﬁ/&.’ﬂﬁll,’(ﬂ il < 750 mam

taking off and landing on these tiny patches of rubber. Give them a thorough inspection every e gl Sy gy SR

time you fly. :
Find more information about tires in the Checkpoints column in the January and February 2021

issues, and also via the links at EAA.org/Extras. eaa

Lisa Turner, EAA Lifetime 509911, is a manufacturing engineer, A&P mechanic, EAA technical counselor and flight advisor, and
former designated airworthiness representative. She built and flew a Pulsar XP and Kolb Mark Ill, and is researching her next home-
built project. Lisa's third book, Dream Take Flight, details her Pulsar flying adventures and life lessons. Write Lisa at Lisa@
DreamTakeFlight.com and learn more at DreamTakeFlight.com.

POWERLIFT

Hydraulic Doors

www.powerliftdoors.com

Local Manufacturing sites across the United States and
Canada ensure a smooth project fom start to finish on
every project!

www.eaa.org 27



LACEY PITTMAN

COMMENTARY / FLIGHT TEST

Safety Across the Industry

Learning from one another
BY LACEY PITTMAN

I'M THRILLED TO INTRODUCE Lacey Pittman as a contributor to
our Flight Test column. Lacey recently joined our EAA board of
directors and brings a wealth of experience to our

safety initiatives.

She is currently the vice president of global aerospace safety
initiatives at The Boeing Co. She previously ran air safety and
operations at Amazon Air and implemented the safety manage-
ment system at Horizon Air.

Lacey began her aviation career as a pilot for AirServ
International, working with the United Nations High
Commissioner for Refugees to provide aid and relief to develop-
ing countries throughout West Africa.

I think you’ll enjoy her contributions to our column. —
Charlie Precourt

Whether you design, build, train in, maintain, or operate
an aircraft, we are all united in a desire to make this industry
even safer. There is no doubt that the aviation safety ecosys-
tem has seen improvements over the last two decades, as
reflected in the reduction in fatal airline and general aviation
accidents. However, as I look back at my career involving
training, humanitarian aviation, airlines, cargo, manufactur-
ing, and a return to general aviation, I realize there are
different hazards — but a common desire to continue to make
flying safer.

Beginning in training, we have all experienced that lack of
experience but desire to gain the technical ability required to
safely operate our aircraft. We had to study and learn so that
we could be tested on specific maneuvers required to gain
that next certificate, rating, or endorsement.

Then follows the evolution of going beyond the technical
and gaining the competencies that will allow for safer
responses to multiple failures, complex threats, or errors that
may never be specifically trained. These competencies
include leadership, communication, workload management,
and problem solving.

As | look back at my career involving training,
humanitarian aviation, airlines, cargo,
manufacturing, and a return to general aviation,

| realize there are different hazards — but a
common desire to continue to make flying safer.
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Lacey Pittman with her daughters Sahara, Keira, and Amelia capturing The Spirit of Aviation.

The skills and competencies strengthen who we are as pilots — and
who we are as individuals. For me, applying my aviation skills to serve
people has been a goal throughout my career. This desire to serve people
led to my involvement in humanitarian aviation.

Humanitarian aviation has its own unique challenges that go beyond
the flight deck. Although a humanitarian pilot does not have the same
level of safety oversight as found in regulated airlines, I might go so far as
to say that the humanitarian pilot faces an increased level of risk due to
politically unstable and hostile environments.

Sometimes a humanitarian pilot receives unreliable information — or
maybe even little or none at all. This information gap means organiza-
tions are vulnerable to an expansive range of safety risks that include
points like “Will the weather be good for flying?” and “What are the run-
way conditions at my arriving airport?” and “How is the fuel quality?”

For example, Jet A was an easy replacement for kerosene in night lan-
terns, so an aircraft sitting overnight was a rich target. On some of my
humanitarian flights, we hired guards to watch the aircraft overnight and
tested the fuel for contamination each day. Some of the issues would be
contamination from the barrels it was stored in, missing fuel out of the
airplane tanks, or, worse yet, the fuel in the aircraft tanks being replaced
with water.

There are also issues such as “Are operators really turning off their
transponders in flight?” and “Are there really surface-to-air arms in use
where I'm flying?” In fact, some pilots live in areas where security is the




most relevant threat to human life either at
home or at the airport. For example, I once
received a radio call to medically evacuate a
refugee woman who had lived her entire life
in a village in the rainforest. Her hand and half
her other arm had been cut off by rebel sol-
diers. There were tourniquets on both her
arms, and she was heavily bandaged. I was
called to life-flight her to the hospital at the
capital. Although there was not an immediate
threat at the airport where I had landed, the
knowledge that this activity was occurring just
outside the airport perimeter made me con-
sider the logistics if I were to encounter an
aircraft mechanical on the ground.

On another occasion, I flew into Abidjan,
Ivory Coast, in 2002. Abidjan Tower cleared
us to land. After we landed, the tower failed to
hand us off to ground control. When we called
ground control, there was no answer. When
we taxied off the runway and onto the military
ramp, there was not a soul to greet us.

Upon opening up the aircraft door and
hearing the all-too-familiar sound of guns
being fired, we confirmed that the airport had
been taken over by rebel soldiers.

As pilots, our job is to ensure that our pas-
sengers and employees arrive home safely.
When I joined an airline, I realized that there
was a different type of threat on a pilot’s list of
hazards. It’s the pressure to stay on time that
masks itself in the subconscious, the drive for
excellence, and requires the conscious
thought to first stop: Ensure we are all safe,
and only then do we go.

In this environment, a pilot must go back
to the basics and ensure there is the proper
paperwork aboard, briefings have taken place
to ensure the safety of all crew and passengers,
the correct logbooks are back on the airplane,
weather minimums and alternate require-
ments are met, standard operating procedures
are followed, and so on. These things cannot
have the pressure of time.

There are many types of cargo operations,
each with its own specific hazards. Recalling
my personal experience, it was complex.
Maintaining a single level of safety across mul-
tiple operators and ground crews, while
driving for consistency, provided an atmo-
sphere where even a slight deviance would be
noticeable and create an opportunity for miti-
gation. The importance of providing a
mechanism for safety reporting was integral
to the foundation of the system.

Moving to the manufacturer’s side showed
me an entirely new facet of the industry. The
manufacturers are now working through
applying the same guiding principles and pil-
lars of a safety management system to an
original equipment manufacturer context.

With this similar process for hazard identi-
fication and mitigation comes an opportunity
to partner with operators on joint safety risk
analyses, to arrive at holistic solutions. This is
anew opportunity, and we are just at the
beginning stages of understanding and apply-
ing this value.

And finally, it has been the biggest joy to
return to general aviation this past year. My
desire to share The Spirit of Aviation was
renewed upon taking my family to EAA
AirVenture Oshkosh 2022. My three daughters
were enraptured by the night air show, partici-
pating in WomenVenture and trying out all the
activities at KidVenture. Upon returning home,
I realized how much fun it was to reenter gen-
eral aviation after decades of 121 experience.

However, it should not be a surprise that
the general aviation operating environment
has become more crowded and has more dis-
tractions than it had in the early 1990s when I
learned to fly. Although many tools in today’s
flight deck are helpful for safety in aircraft
detection, navigation, and communication,
these same tools can also become a hazard
through distraction. These are all hazards that
we must acknowledge, choose to mitigate, and
learn from one another.

It is this last point, learning, where we can
unite. We can each have our call to action and
personal accountability, to educate ourselves
through training courses available on the EAA
website under Pilot Resources, simulator
experiences such as those available at the EAA
Pilot Proficiency Center, and participation in
conversations when it comes to safety, such as
those available at EAA AirVenture or local
EAA chapters.

I'look forward to continuing to raise the
bar on safety across the industry, both profes-
sionally and personally. £24

Lacey Pittman, EAA 1426438L, is Boeing vice president of
global aerospace safety, an active pilot, and former
humanitarian pilot, airline captain, and air cargo execu-
tive. She is board chair at The Boeing Center for Aviation
and Aerospace Safety at ERAU, board vice chair at Mission
Aviation Fellowship, and board member at EAA.
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aff,

Helio H-295
Super
Courier

0ld-school STOL
BY KRIS CALDWELL

FIRST IMPRESSIONS

BACKCOUNTRY PILOTS EVERYWHERE HAVE heard
of this almost-mythological bushplane with the
exotic name. Its performance seems to defy the
laws of physics, even fully loaded. The Helio
Courier can do things no other fixed-wing air-
craft can and has been doing so for almost 70
years in some of the most remote places

on Earth.

It is operated by groups like JAARS, which has
more Helio Courier pilot and maintainer experi-
ence than all other operators put together (see

“Spreading the Word: JAARS and its 75-year avia-
tion missionary work across the globe,” June).

DESIGN FEATURES

The Super Courier is a six-seat, all-metal
(except the ailerons) taildragger with cantilever
high wings. The cantilever wing obtains its strength
from a carry-through steel truss spar.
Distinguishing features of the Helio Courier
include the forward-positioned main landing gear
legs that somewhat resemble a stiff-legged stub-
born dog.

The H-295 is easily distinguishable from the
earlier H-395 and H-391 by the trapezoidal rear
windows that replaced the round port-
hole windows.

When the slats are deployed and the ailerons
travel past approximately 10 degrees up, two sets of

“interceptor” blades will deploy up on the respective
wing, immediately behind the slat opening. This

spoils the lift flowing over the wings, thereby causing a rolling moment on that side,
even at low airspeeds.

Interceptors function similarly to spoilerons but differ by operating in conjunction
with actual ailerons. The interceptors work with mechanical connection to the ailerons.
All four slats will deploy and retract independently based solely on the airflow and
angle of attack (AOA). When deployed, the airflow is redirected, maintaining boundary
layer control and contributing to the allowable high angles of attack.

The Frise-style ailerons are the only fabric-covered surface and have a deep chord
in order to maintain a lot of flight control area while not robbing flap real estate. The
Fowler flaps span 66 percent of the wingspan and extend to 40 degrees. The stabilator
is 14 feet long — longer than a Piper Cherokee wing! It is all-moving and trims with an
overhead knob that controls a jack screw in the tail.

The airplane does need a lot of small trim inputs, but a little movement of the crank
goes a long way. One of the Courier’s safety features is how difficult it is to stall. The
stabilator is purposely travel-limited. Stalling the airplane will not result in a break
unless the pilot is deliberately attempting to stall and using considerable power to do so.
The critical angle of attack is an incredible 30 degrees.

POWERPLANT

The H-295 Super Courier uses a 295-hp GO-480 to power a Hartzell 96-inch, three-
bladed, constant-speed propeller. The gearbox produces a 77-to-120 reduction ratio,
enabling the 8-foot, three-bladed prop to deliver more torque at lower rpm. Each wing
has a 30-gallon bladder tank, and the fuel system is gravity-fed. Some H-295s are
equipped with auxiliary fuel tanks, adding an additional 30 gallons per wing for a total
0f 120 gallons.

A pressure carburetor with automatic mixture control lightens the workload to fly
the Courier, which is a good thing. Interestingly, the prop clearance for the initial
H-391B (102-inch prop) from the ground was an initial concern for the Civil
Aeronautics Administration, but after four test pilots tried (repeatedly) to get the prop
to hit the ground, the CAA was appeased and issued the type certificate.

One of the Courier's safety features is how difficult it is to
stall. The stabilator is purposely travel-limited. Stalling

the airplane will not result in a break unless the pilot is
deliberately attempting to stall and using considerable
power to do so.
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The combination of the forward-positioned main landing gear, the heavy tail, lim-
ited stabilator travel, and the landing gear “tuck” keeps those blade tips out of the dirt.

PREFLIGHT

One unique preflight check of a geared engine is to check for “play” in the gearbox.
This is done by slightly moving the prop in either direction to ensure there is no more
than a half-inch of movement.

You check the fuel by stepping on a main wheel and then two handy fuselage steps.
During preflight, the slats will be fully deployed, providing a great opportunity to check
all the “tomahawks” (slat support tubes) and rollers. After all, when in flight with the
slats fully extended, 64 percent of the aircraft’s weight is carried by the slats and associ-
ated tomahawks.

Take time to move each slat and check for smoothness of operation. An interesting
detail you may notice during preflight inspection is a small ridgeline bump that runs
along the upper trailing edge of the ailerons.

During the certification process, the CAA test pilot declared that the roll control
was too light. Rather than going back to the drawing board and redesigning an engi-
neering solution, the designer had someone glue a piece of cord to the trailing edge of
the ailerons. The CAA was satisfied with the resulting heavier feel. Since then, a seg-
ment of cord is laid onto the wing and doped in during the covering process.

TAKEOFF

A STOL takeoff requires 15 turns of the overhead flap
crank to reach 30 degrees. After pre-takeoff checks are com-
pleted, line up on the runway and wiggle your feet. Smoothly
add full power, which will give you about 3400 rpm at the
crankshaft and 2182 rpm at the prop.

The main landing gear legs are splayed out with a stance
of approximately 9 feet with weight on the wheels. With
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weight off the wheels, the stance is only about 5 feet. This
means that during takeoff, as the wings develop lift, the
wheels begin to tuck in. This makes the nose rise, almost like
a floatplane getting on step.

This rise indicates that the stabilator is developing lift and
it is time to lift the tail. Once the tail is up and the aircraft is
accelerating, the nose will want to pitch down. Back-pressure
is now required to hold the tail wheel just clear of the ground.

The Helio will lift off and fly away in this attitude. Also,
full throws of the rudder pedals may be required to track
straight. If the takeoff sounds like a lot of work, it’s because it
is. At a typical training weight, the Super Courier will be off
the ground in 450 feet and clear of a 50-foot obstacle in only
700 feet.

Every aircraft design is a series of compromises, and the
Helio Courier is no different. The same STOL characteristics
that make it an incredible bushplane are what cause it to be
somewhat of a handful, notably on the ground. The landing
gear of a Cessna 185 is positioned 21 inches forward of the
aft-most CG. On a Helio, the gear is a full 50 inches forward of
the aft-most CG.

When you factor in landing gear that tucks in, you have an
airplane that would like to swap ends, particularly if you have
a CG approaching aft limits.

FLIGHT CHARACTERISTICS

The Helio’s performance airborne is just as impressive as
the takeoff and landing. It is, however, a hands-on airplane in
all phases of flight.

JAARS does not have autopilots in its Helio Couriers,
mostly to save weight. In the pre-mission brief, JAARS Chief
Pilot Steve Bevelhymer stated that we would be doing steep
turns (45 degrees) with 40 degrees of flaps at only 50 knots,
while maintaining altitude.

I had a hard time believing that, but he proved it. It does
not have much adverse yaw, but there are some over-banking
tendencies and lots of torque, so it’s important not to spend
too much time heads-down in the cockpit.

LANDING

The pilots at JAARS have perfected Helio STOL operations over the past 67 years,
and there is no tolerance for “cowboy” techniques or attitudes. Every landing strip is
carefully evaluated and performance is methodically calculated. Margins of safety are
built in, and pilots must fly their approaches precisely.

Many of JAARS’ landing strips are one-way in and one-way out with a landing com-
mit point early in the approach, so JAARS teaches a precise pattern with a completely
stabilized approach using angle of attack (gauged from slat position) and power for
glide slope.

On downwind, slow to 60 knots and crank in 30 degrees of flaps. After the base turn,
slow to 55 knots and crank in 40 degrees of flaps. Approaching the final turn, you’ll
need to slow and stabilize at the on-speed AOA. As you slow, the inboard slats will
extend first. 'm not sure how long it takes to get used to the slats slamming down, but
it’s more than just one flight!

Every time they moved up or down, I'd see the movement with my peripheral vision
and flinch, thinking it was traffic or a bird. The outboard slats should be about 1-1/2
inches short of fully extended.

Once this AOA is attained, a quick glance at the airspeed indicator will show
approach speed for the current weight. Landing speeds can indicate as low as 28 (not a
typo) knots. The STOL approach is steep (5.5 to 6 degrees) and will usually result in a
450 to 500 fpm rate of descent.

JAARS does not teach a flare as such. It is simply a transition to landing attitude. At
about one wingspan’s distance from the runway, the pilot will close the throttle and pull
the yoke back, setting a three-point attitude. There is no float whatsoever because the
pilot has managed energy to the minimum.

The Helio simply plants and sticks to terra firma. Air-oil shocks on all three landing
gear do much to absorb the landing. Heavy braking can be used after touchdown, with
no chance of nosing over due to the unique forward position of the main landing gear
legs and heavy tail.

Using this technique, the H-295 can be stopped within 200 feet.

WRAP-UP

The Helio Courier is truly a remarkable airplane and deserves the reverence it
receives in the bush pilot world.

In the words of JAARS President Steve Russell, EAA 1203140, “The Helio Courier is
to JAARS what the Spitfire is to the Royal Air Force, or what the P-51is to the U.S. Army
Air Corps.”

For almost 70 years, Helio Couriers have flown in and out of the most hostile envi-
ronments in the most isolated corners of our planet. £44

Kris Caldwvell, EAA 1239655, has loved airplanes since he was 5 years old and has flown everything from gliders to
fighters. He is passionate about everything aviation but especially warbirds, vintage aircraft, and backcountry flying.
He and his family are always on a search for a new flying or camping adventure. He can be found at
Planelmpressions.com.

Every aircraft design is a series of compromises, and the
Helio Courier is no different. The same STOL characteristics

that make it an incredible bushplane are what cause it to be
somewhat of a handful, notably on the ground.
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ROBERT N. ROSSIER

COMMENTARY / STICK AND RUDDER

Bumps
in the Blue

Tips for avoiding turbulence
BY ROBERT N. ROSSIER

NONE OF US LIKE a rough ride in an airplane, but it seems
that the skies are perhaps becoming more turbulent than in
the past. Lately we’ve been hearing more from meteorology
and climatology experts about how our global environment
is changing.

Regardless of the cause, evidence suggests that our
planet is warming. With that comes changes to the flight
environment: stronger storm systems and extreme weather
conditions that last for extended periods.

No matter where or what we fly, we can expect to
encounter a few bumps in the blue that might remind us to
slow to maneuvering speed. Some conditions are rife for a
rough ride, and these deserve additional precautions.

JOCKEYING THE JET STREAM

One likely place to encounter tooth-rattling turbulence
is near the edges of the jet stream. The jet stream, as we
know, is a fast-moving current of air high in the tropo-
sphere that circles the mid-latitudes in both the northern
and southern hemispheres. It meanders north and south as
it flows and brings with it a steady stream of
weather systems.

As small airplane pilots, we don’t have to worry too
much about jet stream turbulence, but that doesn’t mean
we won't be affected by changes in the jet stream. Studies
now indicate a possible northward shift of the jet stream,
which results in a more rapid warming of surface tempera-
tures in North America, resulting in more severe extreme
weather events. With that comes more turbulence.

THUNDERSTORMS

While most of us don’t have to worry as much about tan-
gling with the jet stream, we do need to step carefully when
dancing about in thunderstorm territory. Thunderstorms

Regardless of size or appearance, never attempt to
fly beneath a thunderstorm. Turbulence and wind
shear beneath the storm can be a killer. Likewise, we

should never venture beneath a thunderstorm's anvil,
as it often contains extreme clear air turbulence.
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inherently produce highly turbulent conditions that can cause air-
craft structural damage or failure.

Pilots should stay at least 20 miles away from severe thunder-
storms and their overhanging anvils. In addition to the wind shear,
thunderstorms can spawn tornadoes and can produce extremely
dangerous hail — even throwing it out into clear air ahead of the cell.

Regardless of size or appearance, never attempt to fly beneath a
thunderstorm. Turbulence and wind shear beneath the storm can be
a killer. Likewise, we should never venture beneath a thunder-
storm’s anvil, as it often contains extreme clear air turbulence.

Never attempt to take off or land in the face of a hurricane. The
updrafts, downdrafts, gusts, and turbulence can easily result in a loss
of control. Likewise, avoid flying into an area where embedded
thunderstorms may be present. Never assume ATC can provide vec-
tors around embedded thunderstorms. They typically cannot.

The data-linked weather radar we use while flying is often 15 to
20 minutes old or more, so while it might warn us of approaching
storms, it is extremely misleading when attempting to navigate
around cells. We should completely avoid areas where thunder-
storm coverage is six-tenths or more.

WAKE TURBULENCE

Another form of turbulence to avoid is wake turbulence — the
horizontal tornadoes formed as higher-pressure air beneath a wing
slips around the wingtip to the lower-pressure area above the wing.
Not only is the resulting turbulence a problem, but the rotational
effect can far exceed our aileron control.

Remember that these wakes are more pronounced when an air-
craft is heavy, slow, and dirty (flaps and gear down), and the wakes
slowly drift below and outward from the flight path of the aircraft.

The Pilot’s Handbook of Aeronautical Knowledge provides several
tips to minimize the chances of flying through an aircraft’s
wake turbulence.

On departure, we should rotate prior to the point at which a pre-
ceding aircraft rotated. If a large aircraft departs ahead of us, we
should wait three minutes before our own departure. Remember
that a gentle crosswind can cause the vortex to remain on the run-
way for longer periods. In flight, we should avoid flying through
another aircraft’s flight path, and avoid following another aircraft at
an altitude within 1,000 feet below that aircraft.

When landing, we should approach the runway above a preced-
ing aircraft’s path and touch down after the point at which the other
aircraft’s wheels contacted the runway.

While we typically think of wake turbulence in regard to large
commercial airliners, even smaller aircraft can produce dangerous
wake turbulence. Helicopters also produce vortices when airborne,
as well as dangerous turbulence from their downwash when hover-
ing. The rule is to avoid hovering helicopters by a distance of at least
three rotor lengths.

MOUNTAIN WAVE TURBULENCE
A common phenomenon in mountainous terrain is what is
referred to as mountain wave turbulence. It typically occurs when




mountaintop winds exceed 25 to 30 knots, the wind is nearly
perpendicular to the mountain range, and unstable air at the sur-
face is capped by a layer of stable air above.

Such a condition can set up an oscillating flow of air — waves
that can extend a hundred miles or more downwind from the
mountain range. While sometimes rotating “rotor clouds” may
be visible beneath the wave crests, the dangerous turbulence is
often invisible.

To avoid the turbulence, avoid areas where mountain wave
activity may exist. When flying parallel to a mountain range,
adjusting our distance from the range by a few miles or more
might put us in smoother conditions. Extreme caution is needed
when traversing high terrain since severe downdrafts and turbu-
lence are often encountered on the downwind side of
mountain ridges.

Remember, you don’t need “mountains” to create mountain
waves and turbulence. Any terrain features that protrude into a
current of wind can cause turbulence, updrafts, and downdrafts.
Cities with tall buildings create hazardous wave activity. Even a
structure near a runway or uneven or sloping terrain can cause
troublesome turbulence when the wind is blowing.

HURRICANES ON THE HORIZON
One factor we may not have considered is how changes in

weather patterns can alter our expectations for hurricane season.

Experts tell us that years in which La Nifia conditions persist, we
typically experience more and perhaps more powerful hurri-
canes in the Atlantic Ocean than those years in which EI Nifio
conditions persist.

EIl Nifio refers to a condition of above-average temperature
ocean surface waters in the central and eastern tropical Pacific
Ocean. This condition alternates with La Nifia — a cooler-than-
average ocean surface temperature in the same region. These
conditions have a strong influence on the global climate, includ-
ing changes in rainfall and low-level trade wind patterns, which
in turn influence hurricane development in the Atlantic. EI Nifios
occur at irregular intervals of two to seven years and typically
last from nine months to two years.

We don’t need reminders to avoid hurricanes, but turbulence
isn’t our only concern. In the wake of a hurricane, expect flood-
ing and damage to infrastructure that can undermine our plans.
Runways, lighting systems, automated weather systems, fueling
facilities, and maintenance facilities can all be out of service for
an extended time following severe storms and hurricanes. We
need to perform our due diligence to ensure the required infra-
structure is intact. Beyond what is included in NOTAMs,
consider what might not be available, including ground transpor-
tation, services, hotels, even food and water.

We all want to avoid those uncomfortable bumps in the blue.
By taking the right precautions, we can minimize the rough ride
created by turbulence. £24

Robert N. Rossier, EAA 472091, has been flying for more than 40 years and has worked
as a flight instructor, commercial pilot, chief pilot, and FAA flight check airman.
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I$ ONE OF those alrplanes that might be a this, could be a

;_:Ehat “but it's not quite any of them. It's an attractive, well-pro-

: portloy.ed capable high-wing taildragger whose identity gets

J 'stuck on the tip of your tongue until you remember the name
/",“"’ “Interstate.” You're just about to proudly peg it as an Interstate

g -

Cadet, but you're still not there. No, N72AK is actually a close
descendant of the Cadet called the Arctic Tern. It was built in the.
'70s and '80s by designer Bill Diehl and his company, Arctic Alrcra&.
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A Tern Off the Interstate

In our corner of the aviation world, we’re lucky — blessed, even — to have
easy access to the communities that spring up based on a shared love for a par-
ticular aircraft type.

Many of those communities have unofficial leaders — the one person that
everyone steers you toward when you have questions. You know how it goes.

“Oh, you want to get a Tubman 601? Go talk to Ned Nederlander. He’s the

Tubman guy.” An ofthand referral like that can make all the difference.

In this case, the “Interstate guy” is Tim Talen, EAA 8615. At the time Tim
was inducted into the EAA Vintage Aircraft Association Hall of Fame in 2014,
he’d restored seven of them, not to mention a dozen other vintage types,
including a Cessna 120, a couple of Cubs, and a Fairchild 22. His bio notes Tim

“has an uncanny ability to look at any antique aircraft part and name the aircraft
it came from.” (For more from Tim, see his feature story on page 70. - Ed.)

But for Tim, there’s just something special about Interstate’s Cadet, which

first flew in 1940.

“The Cadet is such a superior airplane,” he said.

A friend of his — a longtime air show pilot and fellow Interstate fan — paid
the airplane a compliment that always stuck with Tim.

“He said [it was] the only light airplane that he ever flew ... that would fly
exactly like Wolfgang Langewiesche in Stick and Rudder said an airplane
should fly,” Tim said. “The Interstate is the only airplane that responds cor-
rectly to all of the correct things aerodynamically that an airplane should do.
That’s kind of a remarkable thing, but nobody says that. Nobody talks about
that.”

Based in El Segundo, California, Interstate started out as Interstate
Engineering and then became the Interstate Aircraft and Engineering Corp. in
1937. Don Smith took over as president from Harry Reynolds about a year later.

“They were doing supply parts for all the other industries there in southern
California, Douglas and Northrop and ..Vultee was there, a bunch of them,”
Tim said.

As the clouds of war began looming on the horizon, Interstate began looking
at building an entire airplane, and not just parts. There was a lot of interest
from the Army Air Corps in trainer airplanes, and given the types flying cadets
would eventually advance to, the push was for tandem seating.

“So, they hired Ted Woolsey ... who was running a school and was teaching ...
engineering and draftsmanship, etc.,” Tim said. “It was already 1938-39 ... about
that time period, my goodness, everybody else had already gotten a two-place
tandem trainer going.”

While competitors like Piper, Aeronca, and Taylorcraft entered the field
with designs that evolved from previously established types, Interstate was
new to the “whole airplane” business. Tim praised this “blank sheet of paper”
approach as a virtue, not a disadvantage.

“The Pipers were really Taylors, and they weren’t really ever clean sheeted,”
he said. “They were just added onto, and Aeronca kind of did the same thing.
And, so, [Woolsey] had a clean start on this thing and came up with a really bril-
liant design and an incredible airplane.”

Tim attributed a lot of the design success to the choice of airfoil.

“[Interstate] used the 23012, which was kind of a new airfoil,” he said. “I

don’t think it had really been thoroughly tried on light airplanes. DC-3 had a
23012, but nothing in that light category was there. ... The 23012 was new, but
they made it work and came up with an incredible design. So, they got [the S-1
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Cadet] into production, and they built about 320 of them, of which eight went
to Bolivia.”

The fabric-covered Cadet was built with a welded chromoly steel tube fuse-
lage with wood fairings. The wings were built with solid spruce spars and
duralumin ribs, and they are attached to the fuselage by V-struts braced by
jury struts.

It came equipped with Shinn wheels and hydraulic brakes on gear that
incorporated a single oleo-spring shock absorber. As a trainer, the Cadet also
featured wingtips that could easily be removed and replaced as needed after a
ground loop.

The first version, the S-1, was powered by a 50-hp engine, either a Franklin
or a Continental A50. The S-1A introduced a 65-hp Continental, followed again
by an equivalent Franklin option. Interstate iterated the design through the
S-1B, ultimately offering 85-hp and 90-hp variants.

A Time of War

The Cadet went out of production in 1942 so that the company could con-
centrate on developing the military version, the X0-63, later designated the
L-6. The L-6 added flaps, a larger cabin, and the signature greenhouse cockpit

PHOTOGRAPHY BY BRANDON YULE

glass required for the liaison mission. It also added
weight, which led to the next challenge.

“The biggest problem was the engine,” Tim said. “I
can see a guy with a slide rule running back and forth
with the numbers going, ‘It weighs what? And you got
how much wing area? And we got to do what with
what?” And a 50-foot obstacle, sliding back and forth,
and they came up with an improbable number of 113 hp
that would do the job. And so now they had to figure
out a way to get a Franklin engine with 113 hp, and they
mistakenly thought that by turning it up a whole lot
faster and putting a reduction unit on it that would
make everything work well. Well, it didn’t.”

The engines were prone to overheating, and the
reduction units weren’t very reliable. The United States
Army Air Forces eventually took delivery of 250 L-6s,
the fewest of any World War II L-birds, and kept them
all stateside, presumably at least in part due to the
maintenance and reliability problems.
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A Time of Peace

“Of course, the war ends, everything’s folded up and
Interstate goes on to building vacuum cleaners for
housewives postwar,” Tim said. “I think there was
some legal issues, and somehow to settle everything,
Max Harlow ended up with the type certificate for the
A and the B. And, of course, he immediately then turned
around and sold all of this to the Call brothers in Afton,
Wyoming.”

The Calls picked up the remaining parts inventory,
jigs, partially assembled wings and fuselages — every-
thing they could get their hands on.

“[They] bought most of this inventory out just for the
inventory,” Tim said. “They didn’t really think much
about producing the Interstate. It was more about pro-
ducing their low-wing CallAirs. And so there’s tubing,
there’s wheels, there’s brakes, there’s everything, all of
the stuff that comes with that they got.”

But they didn’t ignore the Interstate design entirely.
“They actually built two postwar Cadets, and they
added the C90 to the type certificate,” Tim said. “So, it’s
a paperwork change to go from a 65 Cadet to a 90 Cadet
— that’s a nice thing to have for us mechanics trying to

get stuff signed off.”

They also took an L-6 and civilianized it, and put a
125-hp Lycoming O-290B on it.

“They had a pretty decent little airplane,” he said.

“The L-6 with that conversion performed extremely
well, and they actually marketed that thing as a Super
Cadet”

A man named Bill Diehl, a draftsman and postwar
veteran who managed a flight simulator business in
Anchorage, Alaska, bought a converted L-6 in 1964. He
used it as bush pilots do, rebuilt and refined the air-
plane several times, and then made a much bigger
commitment to the type.

“He bought out all of everything, hauled it all off to
Alaska, and in Anchorage, he started producing basi-
cally a civilianized L-6, which he named the Arctic
Tern,” Tim said.

After buying, as Tim said, everything from the Calls,
Bill formed the Arctic Aircraft Co. in 1968 and spent the
next several years working with the FAA until the Tern
was granted a production type certificate in 1975.

“He submitted enough drawings and so forth to sat-
isfy the FAA up in Anchorage, which probably wouldn’t
have been too difficult knowing the time,” Tim said.

Bill made a number of refinements based on his
experience, including squaring the wingtips and
designing a beefed-up, easier-to-build landing gear. He
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installed a 150-hp Lycoming 0-320, eventually designating the airplane S1B2,
and naming it the Arctic Tern.

An Arctic Aircraft marketing brochure from the period touts the airplane’s
climb performance, slower approach and stall speeds, semi-Fowler slotted
flaps, and STOL capability.

“The Arctic Tern will fly in and out of any area that it is possible for a fixed-
wing aircraft to operate in with a safety margin not afforded in any other
aircraft in its class,” the brochure states.

The brochure places a lot of emphasis on the Tern’s versatility.

“One day a work horse, the next a quiet, reserved, respectable flight trainer
with a lot of built-in safety for the fledgling airman,” it states. “The next time it
may be seen doing loops, snap rolls, spins, and all the other fun maneuvers that
an experienced pilot could want.”

Being a bushplane, skis and floats were unsurprising options. It was also
available with an optional fiberglass rear compartment that meant “no mess
from fresh fish or game ... Just open the drain plug and hose it out. ... It’s fresh
and clean in seconds ... and it’s big enough to sleep in!”

According to a 2014 interview Bill did with the Anchorage Daily News, 29
Arctic Terns were built, along with several experimental variants, including a
four-seater called the Privateer. Bill sold the rights to the airplane after his wife,
who also ran the business side of things, died in 2001. The rights have changed
hands at least once more since then, but the airplane hasn’t gone back
into production.

Now It's Dean's Tern

The Tern’s owner, Dean Carrell, EAA 1265467, doesn’t have a typical avia-
tion background. It’s fitting since the Tern isn’t exactly a typical airplane.

“I moved to Worland, Wyoming, here where I live now, back in the early ’70s,
and started teaching,” Dean said. “I went out and learned to fly — and I can’t
remember why I did because I didn’t have anybody in my family that flew. I
wasn’t one of these kids that had model airplanes and dreamt about flying all
my life.”

He rented 172s, 182s, and Cherokees, and got a little Super Cub time. Then
he owned an Aeronca Chief for a while, along with a couple of family members.
Then he owned a 140 and a 172. They’d own the airplanes for a year or so and
then sell them, rent for a while, then get excited to buy again.

“Let me back up and say that I never owned a plane,” Dean said. “The bank
always owned them.”

This went on for two or three decades, and then life and other distractions
pulled Dean in different directions. He wandered away from flying.

“I kept taking the flying magazines and was always interested in it,” he said.

“And 18 years went by. Toward the end of those 18 years, I was thinking about
possibly flying again, wondering if I could.”

He started thinking about buying a Taylorcraft or a Champ or something
along those lines.

Sky Aviation, the FBO at Worland, had acquired several Terns years earlier
when it was owned by a man named Claude Tyrrel, who did a lot of contract
flying for government agencies in Wyoming. As it happens, Claude was also
Dean’s first flight instructor. Later, the FBO changed hands, and the new owner
shifted the focus to helicopters and firefighting. The fixed-wing assets were




gradually sold off. Most of the airplanes were gone by
the time Dean walked in about five years ago.

“At the age of 70, I went out to the airport and was
talking to Tom Woodward, the owner of the FBO, Sky
Aviation,” Dean said. “He was just giving me some
proper advice on being careful about buying a plane. ...
[His] secretary popped up — I'll never forget, kind of in
the back room there — and she said, ‘We have a plane
for sale’ I can remember Tom turning and looking at
her, and I said, ‘You do?’ And he said, ‘Yeah, I guess. He
hadn’t advertised it or anything.”

That airplane was, of course, the Tern, N72AK, built
in 1982.

“It was always used for government work, contract
work,” Dean said. “Mostly did a lot of game and fish
tracking, animal tracking, grizzly bear recovery. And
then when the wolves came in, doing that.”

The airplane had been damaged about 15 years ago
in a nose-over during a landing on what looked like a
dry lake bed but wasn’t.




“They took it back and took it down to the tubing
and made sure that everything was straight and proper,
and then checked everything out and repainted it,”
Dean said. “That’s why it looks so nice and new. It’s
still been 15 years, but the plane’s always been
hangared.”

Dean bought the airplane as soon as Tom — who, in
another unusual twist, was a former student of Dean’s
during his time as an elementary school principal —
named his price. At the same time, Tom also wanted to
clear out two or three hangars full of parts. Interstate
guy Tim was happy to step in.

“It was wall-to-wall, parts and pieces and wing pan-
els and fuselages and extra stuff, and this [fuselage] jig,”
Tim said. “I ended up buying all that inventory out. ...
So, in that regard, we can still and are still supplying
parts and pieces and help for Cadets and L-6 and Arctic
Tern people. ... 'm sure I have the world’s largest
inventory of Interstate stuff known to man right here in
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Springfield, Oregon, or my place over in Montana between the two, and I have
about 10 basket cases.”

Dean got checked out in the airplane and started blowing the rust off after
his 18-year hiatus.

“I was safe, but I sure wasn’t very good,” he said. “But I started flying, and I
been flying ever since. I think I’ve got 500 hours now in that plane. I fly it often,
and I just absolutely love it.”

While the brochure listed a maximum cruise speed of 117 mph, Dean goes
easier on his airplane and plans for 90 mph, burning 7-7.5 gph. With two
20-gallon tanks, that gives him more than four-and-a-half hours’ endurance, or
a 435-mile range, with VFR reserve.

“Just as anybody gets something you want to mess with it, make it better.
Some kid gets a pickup or something, he’s got to do all this junk to it,” he said.“I
added ADS-B In and Out. Had an AV-30 [glass attitude indicator] put in there,
changed all the lights in the entire plane to LEDs. Went through the process of
getting an autogas STC. We run three-quarter autogas and one-quarter avgas
in that plane. And I’ll put an engine heater on it, which I’ve never used because
we’re in a heated hangar. But if I ever go somewhere in cooler weather, I've got
it. And a bunch of other little things. That’s been a lot of fun.”




Dean plans on installing a Stinger tail wheel from Acme Aero. He also put
big bush tires on the airplane.

“These big old soft bush tires just kind of plop you [in] ... so all of a sudden I
became a really good pilot,” he said. “We do land out on little roads and fields,
[but] we don’t try to be crazy. Some of that YouTube stuff you see ... we’re not
going to take those kinds of chances. But we love the tires even though they
slow you down a little more.”

Yes, the Tern isn’t all that fast. Dean remembers one trip where, thanks to a
healthy headwind, his groundspeed was 50 mph. He watched cars passing him
on the freeway below. But the slower speed doesn’t stop him from exploring
the country.

“I did take the plane back to Illinois to watch Wyoming in a football game,
and then I flew on down through to Arkansas ... and went across the Ozarks and
stopped in Harrison, where I have a cousin,” Dean said.

He’s flown into Montana and over and around Yellowstone several times.
When his son drew a tag to hunt Elk in New Mexico, they traveled by Tern, and
took the (stunningly) scenic route.

“I flew down through Utah, stayed at Moab, flew right down through the
Grand Canyon, crossed the Grand Canyon, and went on down to New Mexico
there,” he said.

PHOTOGRAPHY BY BRANDON YULE

For Dean, even when he’s trying to get somewhere,
it’s all about going low and slow, crossing the fields, and
looking down at the farms.

“Even though the plane’s slow, it just gives me more
time to fly,” he said. “... T just absolutely love that kind of
flying. There’s a quote that I’ve always remembered ...
Amelia Earhart’s quote that ‘You haven’t seen a tree
unless you’ve seen its shadow from the sky” Well, I've
seen many, many trees.”

For someone with no original background in aviation,
there’s a whiff of destiny in the air when it comes to
Dean and his Tern. With Claude having been his first
instructor, and Tom having been one of his elementary
school students, it does seem like the Tern somehow
belongs with Dean. He has a contact category in his
phone called “Arctic Tern,” and there are 116 names in it.
They’re all friends woven together by their common
interests. That’s a far cry from the young man in the
1970s who had no aviation connections at all, or the
older man who stepped away from flying for 18 years.
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“The whole aviation world, whenever I go anywhere
[and] visit with people, it’s just been a wonderful, won-
derful part of my life these last few years here,” he said.

And the Tern has integrated itself into Dean’s family.
Dean’s son, Daylen, who is also part owner of the air-
plane, is a pilot. Daylen has logged 240 hours in
the Tern.

At the time of this writing, Dean’s grandson, Canyon,
was just finishing his tailwheel endorsement, also in
the Tern.

To Everything There Is a Season
Dean’s 75 now and eagerly contemplating his next
adventure with the airplane.

“I keep toying with the idea of flying to Alaska again,” Dean said. “I've got
friends up there. There’s some folks up there with Tern, but it’s quite a chal-
lenge,” Dean said. “I don’t know what I’ll do, but I will do something. I'm not
going to sit on a porch and get old that way. I'm going to always have some-
thing, and this plane has really been a wonderful plane for me for the last few
years.”

Dean estimates that there are 10-12 Terns flying right now, and a few more
that are on the registry and in restoration. Rare and unusual airplanes like the
Tern, not to mention vintage types like the Interstates that came before it, sur-
vive because of the dedication of people like Dean and Tim. I think they’d both
agree that the reverse is also true. £44

Hal Bryan, EAA Lifetime 638979, is managing editor for EAA print and digital content and publica-
tions, co-author of multiple books, and a lifelong pilot and aviation geek. Find him on Facebook,
Twitter, and Instagram @halbryan or email him at hbryan@eaa.org.

SPECIFICATIONS

AIRCRAFT MAKE & MODEL: Arctic Aircraft Arctic Tern
CERTIFICATION: Standard

LENGTH: 23 feet
WINGSPAN: 36 feet, 8 inches
HEIGHT: 7 feet

MAXIMUM GROSS WEIGHT: 1,650 pounds (1,900
Alaska commercial)

EMPTY WEIGHT: 1,073 pounds

FUEL CAPACITY: 4o gallons

SEATS: 2

POWERPLANT MAKE & MODEL: Lycoming 0-320
HORSEPOWER: 160

-g_ﬁ* S PROPELLER: 82-inch McCauley Borer

CRUISE SPEED/FUEL CONSUMPTION: 90 mphi7-7.5 gph
POWER LOADING: 10.3 pounds/hp
WING LOADING: 8.9 pounds/square foot

VNE: 142 mph
VS0: 38 mph
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WHEN YOU CHOOSE LYCOMING,
200 EXTRA FLYING HOURS IS
JUST THE BEGINNING.

VWV

We recently extended our TBO by 200 hours for a significant

number of Lycoming Factory New, Rebuilt and Overhauled
engine models. In some cases, 400-hour TBO extensions can
be approved. These extensions give our customers more flying

time, increased cost efficiency, and peace of mind.

We continually invest in the materials science research and
development needed to increase the durability of genuine
Lycoming engines and parts. This commitment to innovation
comes with a worldwide support network that offers a level of

customer service unmatched in general aviation.

Lycoming's efforts show that not all engines and
parts are created equal.

() Lyconmmne

Contact an authorized Lycoming Distributor to purchase a

genuine Lycoming engine or genuine Lycoming parts.

Lycoming.com/TBO

© 2023 Avco Corporation




CELEBRATING
70 YEARS OF
DREAMERS
AND DOERS

A look hapk at
this year's convention

EAA AIRVENTURE OSHKOSH 2023, our annual fly-in and membership convention,
was one for the record books. More than 677,000 people came through the gates to
experience their own “only in Oshkosh” moments, surrounded by family, friends,
and, of course, more than 10,000 aircraft. The following is a fraction of our favorite
photos from one truly amazing week.
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POLARIS PROGRAM - MIG-29, ALPHA JETS , AND L-39S.
PHOTOGRAPHY BY LEWIS BERGHOFF

AEROSHELL AEROBATIC TEAM - T-6S.

PHOTOGRAPHY BY DAVE SWARTZ

USAF HERITAGE FLIGHT- P-51 AND F-22.
PHOTOGRAPHY BY DAVE SWARTZ
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USAF HERITAGE FLIGHT- P-51 AND F-22.
PHOTOGRAPHY BY DAVE SWARTZ

PHOTOGRAPHY BY LAURIE GOOSSENS

NEWLY UNVEILED STATUE OF TOM POBEREZNY.
PHOTOGRAPHY BY CONNOR MADISON www.eaaiorg 49
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PHOTOGRAPHY BY SAM SASIN
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SUSAN DACY - PT-17.
PHOTOGRAPHY BY DAVE WITTY |

REDLINE AIRSHOWS - RV-8.
PHOTOGRAPHY BY KAITLIN PIETTE

e

PARAMOTORS AT TWILIGHT FLIGHT FEST.
PHOTOGRAPHY BY LAURIE GOOSSENS

PHOTOGRAPHY BY LAURIE GOOSSENS

GRAVITY INDUSTRIES JET SUITS.
PHOTOGRAPHY BY CAMDEN THRASHER
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P-51C MUSTANG THUNDERBIRD. — — :
PHOTOGRAPHY BY ANDREW ZABACK [ -

BOEING PI:AZA. F4U-4 CORSAIR. ;
PHOTOGRAPHY BY CONNOR MADISON PHOTOGRAPHY BY HOLLY CHILSEN |8

(-5M GALAXY. EXTRA NG.
PHOTOGRAPHY BY CRAIG VANDER KOLK PHOTOGRAPHY BY LAURIE GOOSSENS

PT-17 STEARMAN.
PHOTOGRAPHY BY LAURIE GOOSSENS s

LOCKHEED VC-121A CONSTELLATION.
PHOTOGRAPHY BY CRAIG VANDER KOLK
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CURTISS P-40.
PHOTOGRAPHY BY CHRIS MILLER
US NAVY TAILHOOK FLIGHT - EA-18S AND CORSAIRS.
PHOTOGRAPHY BY LAURIE GOOSSENS
FAIRCHILD REPUBLIC A-10 THUNDERBOLT I1.
PHOTOGRAPHY BY CAMDEN THRASHER
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SIKORSKY UH-60 BLACK HAWK.
PHOTOGRAPHY BY ANDREW ZABACK

MIG-17.
PHOTOGRAPHY BY LEWIS BERGHOFF

FAIRCHILD REPUBLIC A-10 THUNDERBOLT 11 AND REPUBLIC P-47 THUNDERBOLT.
PHOTOGRAPHY BY ANDREW ZABACK
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! CESSNA 182A (TAILDRAGGER CONVERSION).
PHOTOGRAPHY BY JACK FLEETWOOD

KITFOX S7STI.
PHOTOGRAPHY BY CRAIG VANDER KOLK |

BEECH D-18S.
PHOTOGRAPHY BY AJ RICCOBONO
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WITTMAN TAILWIND.

PHOTOGRAPHY BY
BRETT BROCK

LOCKHEED V(-121A CONSTELLATION

AND CORSAIRS.
PHOTOGRAPHY BY LAURIE GOOSSENS
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} CIRRUS VISION JET.

PHOTOGRAPHY BY CAMDEN THRASHER

PHOTOGRAPHY BY CRAIG VANDER KOLK
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PIPER PA-18.

PHOTOGRAPHY BY DAVE WITTY
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GRUMMAN G-44A WIDGEON.
PHOTOGRAPHY BY DAVE WITTY
BOEING PLAZA.
PHOTOGRAPHY BY DAVE KALLAWAY

VAN'S RVS.
PHOTOGRAPHY BY CRAIG VANDER KOLK

JUST AIRCRAFT HIGHLANDER XL.

PHOTOGRAPHY BY LEWIS BERGHOFF
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WOMENVENTURE GUEST SPEAKERS.
PHOTOGRAPHY BY BRETT BROCK
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VIETNAM PANEL - THEATER IN THE WOODS.
PHOTOGRAPHY BY BERNIE KOSZEWA

ROD DUTT
DREAM & HAVE FUN!
APTAIN JOHN GROVER EVANS
CHAPTER 486, BORN TO ALY

E E. FLEMING, EAA#23043
FOUNDING MEMBER, EAA CH. 49

ROLD A. GALLATIN EAA#20
DIRECTOR 19531965

CHAA OVER 40 YRS, HOMEBULDER - - >
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EAA MEMORIAL WALL.
PHOTOGRAPHY BY SAM SASIN

NASA PANEL - THEATER IN THE WOODS.
PHOTOGRAPHY BY LEWIS BERGHOFF

Www.eaa.org 59




Lo

PIPER J-3 CUB.
PHOTOGRAPHY BY CHRIS MILLER

PHOTOGRAPHY BY BAILEY NOEL
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CESSNA 170S.

PHOTOGRAPHY BY CHRIS MILLER
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WARWICK W-4 HOT CANARY.
PHOTOGRAPHY BY LAURIE GOOSSENS

VICKI 3

EDUCATIONAL PAVILION

1 Toust

EXTRA 300.
PHOTOGRAPHY BY LAURIE GOOSSENS

EVOLUTION REVO.
PHOTOGRAPHY BY LEWIS BERGHOFF

AEROLITE 103
PHOTOGRAPHY BY BERNIE KOSZEWA
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BOEING KC-135 STRATOTANKER.
PHOTOGRAPHY BY ANDREW ZABACK
NASA SUPER GUPPY.
PHOTOGRAPHY BY KAITLIN PIETTE
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PHOTOGRAPHY BY DAVE SWARTZ

TORS AND
VOLUNTEERS.
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Donated by

Sisk Charitable Trust

Betsey Kersey, Trustee

PHOTOGRAPHY BY DAVE SWARTZ

PHOTOGRAPHY BY DAVE SWARTZ
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RUNWAY 5K.

PHOTOGRAPHY BY BRETT BROCK

INTERNATIONAL VISITORS PARADE. REPUBLIC P-47 THUNDERBOLT.
PHOTOGRAPHY BY KAITLIN PIETTE PHOTOGRAPHY BY KAITLIN PIETTE
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OSHKOSH  EAA would like to thank its sponsors

2023 for their support in making your convention special

PLATINUM LEVEL SPONSORS

g
@Bﬂf]ﬂﬂ Ce'slsr! 9eechcraft - 'D AHER .%- GARMIN. splll't!.]’s

BY TEXTRON AVIATION

GOLD LEVEL SPONSORS
DeltaHawk Engines % Epic Aircraft % HondaJet % Honeywell BendixKing * Lightspeed Aviation
Lycoming * Mars Wrigley % PenFed % Phillips 66 * Redbird Flight

SILVER LEVEL SPONSORS
AeroShell % Airbus % Aircraft Owners and Pilots Association (AOPA) % Aspen Avionics % Cirrus Aircraft % Collins Aerospace
Dynon % Embry-Riddle Aeronautical University % Icom America % John Deere % Piper Aircraft, Inc. % Pratt & Whitney % Wipaire

BRONZE LEVEL SPONSORS

Air Wisconsin Airlines % Aircraft Specialties Services * American Airlines % ASA (Aviation Supplies & Academics)
Blackhawk Aerospace * Bose Aviation % Cleveland Wheels & Brakes * Continental Aerospace Technologies % Covington Aircraft %
CubCrafters, Inc. % Delta Air Lines % Electroair Acquisition Corporation % Flight Outfitters % GE Aerospace
Gulf Coast Avionics / Pacific Coast Avionics * Hartzell Engine Tech % Hartzell Propeller % Horizon Hobby % Jani-King % JP Instruments
Lincoln Electric % McFarlane Aviation Products % NATCA % Pepsi % Piedmont Airlines % Pilatus Business Aircraft s Poly Fiber, Inc
PowerlLift Hydraulic Doors % Red Box Tools and Foam / Priceless Tugs
Rotax Independent Service and Training Centres % Siemens Digital Industry Software % Southwest Airlines % Superflite
Superior Air Parts, Inc. % SureFly Partners % Tempest Aero Group * True Blue Power % United Airlines
Van's Aircraft % WACO Aircraft Corporation % Williams International % \WWomen in Aviation International (WAI) % Zenith Aircraft

PATRON LEVEL SPONSORS

B & C Specialty Products Inc. % Goodyear Tire & Rubber Company
SOFTIE PARACHUTES by Para-Phernalia, Inc. % Starr Aviation s U.S. Air Force % uAvionix

SUPPORTER LEVEL SPONSORS
4imprint % Arena Americas * Crewchief Systems % DATC % Endeavor Air  EnerSys® * FliteTest
General Aviation Manufacturers Association (GAMA) % GES * Global Aerospace * Green Bay Austin Straubel Int. Airport
Gulfstream Aerospace Corporation * Honda Power Equipment % JSFirm.com % Scheme Designers, Inc % Sherwin-Williams Aerospace
UND Aerospace * Walkabout Hats % WILCO % Wing Aviation % Wisconsin Imaging, LLC




R.J. GRITTER -
AMERICAN CHAMPION SUPER DECATHLON.

PHOTOGRAPHY BY SAM SASIN

MIKOYAN-GUREVICH MIG-29.
PHOTOGRAPHY BY SAM SASIN

BILL STEIN - EDGE 540..
PHOTOGRAPHY BY DAVE KALLAWAY
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PHOTOGRAPHY BY JACK FLEETWOOD s

KC-135 AND (-17..
PHOTOGRAPHY BY HOLLY CHILSEN

GLASAIR SPORTSMAN GS.
PHOTOGRAPHY BY LEWIS BERGHOFF
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WHEN DOES A SEEMINGLY insignificant vintage Oregon
homebuilt — named Wimpy, no less — become much larger
than one could imagine? Not only did this simple design
become a much-copied airplane, but its progeny would
become famous. The first iteration of Wimpy became the
airplane that helped change homebuilt regulations, and
that was followed by another award-winning design famil-
iar to EAA members everywhere. So how did all this come
to pass? Let’s back up a bit and fill in the backstory.

It starts in 1921, a pivotal year in Oregon’s aviation his-
tory. State legislators authorized the establishment of the
first state-level Department of Aviation in the nation. This
was five years before the federal government created the
Aeronautics Branch within the Department of Commerce.

Oregon immediately developed requirements for pilots
and aircraft and most importantly gave the homebuilt air-
craft legitimate status under state law. Soon amateur
builders got busy. In Oregon, they could build and fly their
own creations.

During this pioneer era, Oregon’s most prolific designer
and builder was Les Long of Cornelius, Oregon. Les was
truly a renaissance man, as he also invented and marketed a
radio, designed and built at least three successful aircraft,
carved and sold wooden propellers, and even designed and
produced an aircraft engine, the Long Harlequin.

Les was also a gifted writer. His articles in the early
1930s Flying and Glider Manuals and Popular Aviation
chronicled his aircraft designs with plans and instructions.
Of Les’ designs, the low-wing Longster was the most
sophisticated design. In retrospect, it was also his
most important.

Les built the prototype low-wing Longster at his farm in
Cornelius in 1933. Powered by an Aeronca E-107 engine, it
was an immediate success and caught the eye of a couple of
young area pilots — Ed Ball and Swede Ralston. With Les’
assistance, another Longster was built and flown.

Licensed with a state-issued airworthiness certificate, a
state-issued license plate, and federal identification num-
ber, N15516, the slick low-winger soon became a regular at
the nearby Bernard Field in Beaverton, Oregon. While
Bernard Field would gain much notoriety as the home of

WWW.€3a.01g
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Not only did this simple design become a much-

copied airplane, but its progeny would become
famous. The first iteration of Wimpy became the
airplane that helped change homebuilt regulations,
and that was followed by another award-winning
design familiar to EAA members everywhere.

Bernard Field followed suit, serving in the military as pilots
and mechanics. Tom Story put his ship into storage and, as
an excellent welder, went to work in the shipyards
at Portland.

Another Portland area fellow who was deeply involved
in this early homebuilding era was George Bogardus.
George had taken his mechanic skills to California and

the “Beaverton Qutlaws,” there was nothing illegal about
their flying activities, as long as they stayed within
Oregon airspace.
Enter the next player in the Longster story — Myron
“Buz” Buswell. A newly minted Oregon licensed pilot, Buz
took an immediate liking to the Longster, and a sale was
soon consummated. As the story goes, Buz and the
Longster would circle the field and the tiny hamburger
stand at the end of the runway, throttle back the two-cylin-
der engine, and yell down for a hamburger so it was ready
when he landed.

Someone commented that was like the cartoon charac-
ter J. Wellington Wimpy from the Popeye comic strip and
cartoons, always looking for his hamburger. Well, the story
stuck, and Buz happily added a hand-painted Wimpy to
the cowl.

Wimpy was flown about 100 hours by many different
pilots. By 1940, the aircraft was showing signs of wear. Buz
had some ideas about improving the overall performance
and look of the Longster. With Les’ approval, a yearlong
refurbishment brought about a more stylized fin-rudder
shape and a higher turtledeck to match the new sliding
canopy. By 1941 Wimpy was back in the air, and Buz was
building much needed flight time.

During this period another young air-minded fellow
was watching closely all the activity at Bernard Field. Tom
Story was from Portland, and he had enrolled in Lee
Eyerly’s aviation school in nearby Salem where he learned
the basics of aircraft construction. He too thought that
Buz’s Wimpy had real potential and would make a fine proj-
ect while at the Eyerly school.

Tom’s copy of Wimpy was powered by a Continental
A40 engine using a simply adapted Piper J-2 cowl and,
again, a slight change to the fin-rudder shape. It flew briefly
in the fall of 1941, but on December 7 everything changed.

With the United States entering World War II, home-
builders pulled propellers, folded wings, and stored their
handmade craft for the duration. With a war to be fought,
Buz stored Wimpy and joined the Army Air Corps, flying
B-24s in the Pacific theater. Many of Buz’s friends at

worked with Ryan Aeronautical Co. during the early war
years. By 1944, he was back in Oregon. Sensing that the war
would soon be over, and wondering how Oregon’s home-
builders would get back into the air after the war, George
set about effecting a change.

The first step was acquiring Tom Story’s low-wing
Longster and making a few more improvements including

The Fly Baby Story

An excerpt from Peter M. Bowers' feature story in our
December 1962 issue.

The wood construction [for the predecessor to the Fly Baby]
was retained for simplicity and low cost and the aerodynamic
layout was based on the two Story Specials then operating in
Seattle in order to match their flying qualities, which were very
definitely superior to others in the area.

The Storys were thoroughly conservative and conventional
airplanes with a distinguished pedigree. Their immediate
predecessor was George Beaugardus' [sic] Little Gee Bee, which
Tom Story of Portland, Oregon, had built just before World War
Il as a development of Les Long's famous Longster Wimpy. That
Story, originally to have been called Super Wimpy, was used by
George for a round trip transcontinental flight from Portland to
Washington, D.C., in August/October 1947, to petition FAA for a
degree of tolerance for amateur-built aircraft that did not then
exist. The flight achieved its purpose.

The Wimpy, Little Gee Bee, and the Storys all got their good
performance on low power mainly from a feature well known
to the pre-war homebuilders but largely overlooked by the
majority of post-war builders who saw the new crop of amateur
designs grow out of the Goodyear racers of 1947 and on — low
span loading. Wimpy did real well with a 30 hp Aeronca E-107
but had 30-foot span or more while the Story designs went to
28 feet for their 65 hp. History and the aerodynamics books bear
this out. The early Heath parasols with 25 hp Hendersons were
pretty marginal flying machines with 25-foot wings but became
ATC'd when the span was increased to 30 while power remained
the same. It's not a given area and wing loading that does the
job, it's the SPAN that the area is distributed over. The more the
merrier.

WWW.£34d.01g
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SPECIFICATIONS

AIRCRAFT MAKE & MODEL: Long Longster — Wimpy

LENGTH: 19 feet
WINGSPAN: 31 feet, 6 inches

MAXIMUM GROSS WEIGHT: 585 pounds
EMPTY WEIGHT: 365 pounds
SEATS: 1

POWERPLANT MAKE & MODEL: Aeronca E-107
HORSEPOWER: 30

PROPELLER: Wood, two blades, fixed pitch
CRUISE SPEED: 70 mph

POWER LOADING: 19.5 pounds/hp

WING LOADING: 4.2 pounds/square foot

VNE: 80 mph
Vs0: 30 mph

PLANS: Both model and full-scale plans are available from the
Oregon Aviation Historical Society & Museum.
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The family tree is now up to date — from Les
Long's original low-wing Longster, to Wimpy, to

the historic Little Gee Bee, to the Story Specials and
the popular Fly Baby — a simple design proved a
lasting success.

Buz Buswell’s daughter Annette Whittington, who is a director for the Oregon
Aviation Historical Society € Museum, and her husband Dennis, who largely aided
with the restoration.

an engine upgrade to the Continental A65 and increased
fuel capacity. Now christened Little Gee Bee (no connection
to the Granville brothers’ famous racers), George flew the
ship several times to Washington, D.C. By 1952, the regula-
tions were changed to include amateur-built aircraft. In
1953, EAA was founded, and the rest — as they say — is his-
tory! Now, in 2023, we celebrate the 70th anniversary of
EAA with a greater sense of appreciation for what George
Bogardus accomplished with Little Gee Bee.

It would seem a fitting conclusion at this point, but the
Wimpy legacy continued on with an interesting turn. After

OREGON AVIATION Th or

HISTORICAL SOCIETY & MUSEUM e e on

- - i t. II. t i I
s i t & M

The Oregon Aviation Historical Society & Museum was founded
in 1983 with the goal of preserving Oregon's rich aviation heritage for
future generations. The museum collection includes a dozen heritage
homebuilts that flew under Oregon state license.

Other famous airplanes include the Great Lakes flown by Tex
Rankin and Dorothy Hester and both of the Story Specials featured
on the 1960 EAA Sport Aviation cover. The museum's archives house
numerous collections and thousands of photographs.

For more information visit OregonAviation.org, and see "Finding
Aviation Legacy,” Plane Talk, in the July 2018 issue of EAA Sport
Aviation.
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Meeting Buz

This is an excerpt from one of Lauran Paine’s Plane Talk
columns titled “Outlaws — The origins of homebuilding” that
ran in our February 2018 issue.

In 2003, a gentleman wandered into my hangar and stuck
out his hand and said, "Howdy. Name's Buswell. Myron. But
everybody calls me Buz. Most everybody knows me. Probably
more than | want them to."

He was right; everybody does know him, me included.
We'd never been formally introduced (that's seldom necessary
among airport bums), but | knew Buz had flown 42 B-24
missions in the Pacific. And he was a Beaverton Outlaw before
and after the war.

| was meeting and listening to history; it was a
happenstance that | treasure to this day. He talked about the
B-24. He was proud of his service — as he should be. And
he added, "Learned a lot of what | needed to know about
airplanes from the Outlaws. We learned stuff about flying
because we wanted to and we had to. We were kinda villains,
really. Oh, it was a fun time. Lotta passion and sharing. We were
doing what was right, promoting aviation.”

He knew Les Long. He knew Tom, George, and a bunch of
the others. He actually owned and flew Wimpy in the late 1930s.
So when | write about the Outlaws, Buz's vignettes about them
are included.

the war and the new regulations for homebuilders, Tom
Story decided to build another Longster. With a friend he
laid out tubing for three more low-wing craft.

Two of these ships were completed in 1955. Now known
as a Story Special, they were both powered by the
Continental A65 and included more internal refinements.
They were flown locally from Bernard Field but eventually
were sold to pilots in the Seattle area.

The second Story was owned by the Story Flying Club,
and one of its members was none other than Peter Bowers.
In an article Pete wrote for the June 1960 EAA Sport
Aviation, he extolled the virtues of the Story Special design.
That first color photo on the cover of the magazine featured
the two Story Specials in formation over west-
ern Washington.

In 1957 EAA initiated a design competition, and the
eventual winner was the Bowers Fly Baby. In Pete’s
recounting of the Fly Baby design, he spelled out in detail
how the Story Special was the fundamental concept in his
new homebuilt — see sidebar. The family tree is now up to
date — from Les Long’s original low-wing Longster, to
Wimpy, to the historic Little Gee Bee, to the Story Specials
and the popular Fly Baby — a simple design proved a last-
ing success.
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The Oregon Aviation Historical Society & Museum was thrilled
to acquire Wimpy after hearing numerous rumors of its existence.
Roy Olsen, of Granada Hills, California, had acquired the much-
modified aircraft in 1957, and he graciously donated Wimpy to the
museum in 2005.

It required a full restoration and much had to be accomplished to
bring it back to its original shape. Working with the four sheets of
plans drawn up by George Bogardus, a number of hand-written
notes by Buz Buswell, and many photographs in the museum
archives, a plan emerged and was completed by a cadre of museum
volunteers. With the original blue and cream paint scheme applied,
Wimpy now shines on the museum floor as one of our heritage
homebuilts. It is a definitive reminder of how our pioneer home-
builders paved the way for the privileges we have as EAAers today.
A

Note: Rick Brown, the photographer who provided many of the
images for this story, died shortly before press time. We join Tim in

mourning the loss, and extending our condolences to Rick’s family and
friends. - Ed.

Tim Talen, EAA 8615, has a master's degree in history and has devoted his life to the world
of vintage aviation. He's completed award-winning restorations of airplanes too numerous
to mention and was inducted into the EAA Vintage Aircraft Association Hall of Fame in 2014.
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Hard-to-Fly
AIRPLANES

Do they really exist?

BY BUDD DAVISSON
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THIS IS NOT GOING to be your typical article. That’s
because it’s not going to be an article so much asitis a
personal essay. The subject is what makes some air-
planes harder to fly than others. If you read the next
sentence, you can turn the page and go to the next arti-
cle because you’ll have gotten the answer.

The answer is: An airplane is considered to be harder
to fly when it is enough different from what a pilot has
been flying that additional training is required. That’s
the entire answer.

Still with us? Okay, here’s another statement that’s
absolutely irrefutable: Anyone reading this (assuming no
serious physical incapacitations) can learn to fly any air-
plane with enough of the right kind of training. Let’s
repeat that: any airplane. We very much proved that
during World War II. It was proved when, early in the
war, our just-off-the-farm pilots who had only around
250 flying hours were knocking down experi-
enced enemy pilots. Jessica Cox proves that
every time she flies as she has no arms. My
own flight logs prove that because they con-
tain records of helping three one-legged pilots

master the Pitts Special, which if you believe the
rumor mills, is one of the hardest airplanes to land.
Apparently, it’s not.

“HARD” IS A FUNCTION OF UNFAMILIARITY

The word hard, as in harder to fly, is a word that is
difficult (hard, if you will) to define. However, if you
stand back and look at it, when we say something is hard
to do, what we’re actually saying is that compared to
what we’re normally doing, this new task requires us to
put in more effort, and there will be a learning curve. It
probably entails some processes with which we aren’t
familiar, and therefore we can’t do it as well as oth-
ers can.

In some cases, the new activity itself is just that —
new. It can be a relatively simple task, but if we’ve never
done it before, it’s not only hard but also can be danger-
ous. Hand an axe to a lifelong New York City resident.
Point them at a pile of firewood and tell them to split it.
It’s a foreign concept, and not only are they initially
going to have a difficult time doing it, but a relatively
benign process becomes dangerous as well. Insert just a
little training and everything is copacetic.

It could be argued the same is true in going from air-
plane to airplane. Here the difficulty — the degree of

“hardness” — is a function of what a pilot has been flying

=
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and what they’re going to be transitioning into. The degree of difficulty experi-
enced has little to do with what the pilot is going to be flying and is based almost
entirely on what they have been flying, as compared to the new airplane.

MUSCLE MEMORY PLAYS A ROLE

The degree of difficulty also depends on how much time a pilot has in their
original airplane. A lot of time in the same airplane hardens up their muscle
memory. Even though our brain supposedly controls our eyes, hands, and feet,
it’s amazing how defenseless it can be when asking our body to do something it
has done a thousand times but do it a different way — as in a new airplane that is
different than the old one.

If the difference is small,
as in going from a 172 to a 182,
the muscle memory is easily
refined to match the new
airplane. However, if you're
going from a172 to a
Bonanza, where the speeds,
the sight picture, the weight,
and the control feel is so
much different, you're going
to have to work a little harder.

The goal is to make our body forget what it already knows and reorient our
control input to match what is required in the new bird. What the checkout pro-
cess is trying to do is remodel our instincts so they match the demands of the
new airplane. Sometimes, that’s easier said than done.

An airplane is considered to be harder
to fly when it is enough different

from what a pilot has been flying that
additional training is required.
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DIFFICULTIES RESULTING FROM DIFFERENCES COME IN DEGREES
The smaller the difference between two airplanes, the easier the transition.
That’s the concept that made the whole WWII training process work so well.
The pilot was introduced to the third dimension in a 220-hp Stearman or some-
thing similar. Next the pilot
The smaller the difference between wentinto a 450-hp BT-13
Valiant that was bigger and

two airplanes, the easier the transition. heavier. Then into the AT-6
Texan that was more than just
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aretractable-gear BT-13. It had 600 hp, it was signifi-
cantly heavier, and its narrow gear and higher CG were
less forgiving of sashays off the centerline.

Every step up, the training ladder grew in horse-
power, weight, and speeds. So, the step from the T-6 into
something like a Mustang was exciting but much less
demanding than most believe. Lacking dual control
Mustangs, the ground school leading into the airplane
was intense and prepared the cadets for the incredible
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noise and need to treat the throttle kindly. In truth, in
many ways, the Mustang was easier and more accommo-
dating than the Texan (been there, done that).

Today, the Stearman has a reputation of being
extremely difficult on the ground. The BT-13 is seen as a
modernized Stearman in terms of flying. The Texan is
thought of as being capable of biting your butt before
being untied. None of this is true. The reputations have
come from the usual place airplane reputations come
from — those who have never flown them. However,
each of the WWII trainers are just demanding enough
that the student had to learn the basics as they applied
to each new airplane. They were climbing a ladder
where each step was slightly more demanding than the
one before.

MODERN TRAINERS ARE LESS DEMANDING

In today’s civilian aviation market, the concept of
slowly increasing difficulties is still being applied to
training. The major difference from the WWII process
is that every one of the trainers being used today, at
every level, is specifically designed to be relatively easy
to fly.

To make an airplane marketable, its design has to
appeal to the widest market possible, and the biggest
chunk of that market are civilian pilots never intending

on being professionals. The basic skills the pilot devel-
ops are not as well developed as those learned in the
WWII trainers. This isn’t a problem because, assuming
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they remain in mainstream
aviation, virtually every air-
plane they will fly is a
product of the make-it-easy-
and-they-will-come design
concept. Part of which is toe-
ing the line in FAA aircraft
certification.

Regardless, low-demand
handling is an unwritten rule of the modern aviation marketing environment
and is necessary to continue bringing new pilots into the fold.

The degree of difficulty experienced
has little to do with what the pilot is
going to be flying and is based almost
entirely on what they have been flying,
as compared to the new airplane.

NEW GENRES STRETCH THE DEGREE OF DIFFERENCE

When vintage and homebuilt airplanes are tossed into the mix, everything
changes. This totally rearranges the concept of “each step is slightly more diffi-
cult” because the first step into the new genre (vintage, homebuilt, etc.) is often
larger with more differences.

If a new student pilot is originally learning to fly in vintage, homebuilt, or
antique airplanes (a Cub, for instance), the slightly-increasing-level-of-demand
concept, airplane to airplane, still applies. However, it applies only to those
pilots who have learned in that environment. Remember, “hard” is defined by
what a pilot has been flying. Quite often, the first step out of mainstream aircraft
into the world of vintage /sport aviation puts the pilot into aircraft that are very
different from what an individual has been flying in the past.

A major difference between mainstream “modern” aviation and vintage or
sport airplanes is the simple fact that many of the latter are tailwheel machines.
An editorial note here: If there’s any apparatus in existence that has a more
unearned reputation than the tailwheel aircraft, we don’t know what it is. It has
been proven it doesn’t take one minute more to solo a new student in a Citabria
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or Champ than it does in a 172 or whatever. A new student, with no flight time,

comes into the world of the taildragger with nothing to compare it to. It’s not

harder than what they flew in the past because they’ve flown nothing before.

However, if the student comes into a Cub, Citabria, etc. from a 172, the differ-

ences are many. It’s not harder, just wildly different. And making friends with

those differences is the focus of the training required. From the outside, it looks
“harder.” From the inside, it’s just another skill to be learned.

Besides having to learn a new skill (the tail wheel), a new sport or vintage
pilot has to acclimate to a different, sometimes strange, environment. Most (not
all) taildraggers are blind straight ahead. This is new. The airplane won’t auto-
matically correct for crooked touchdowns. This is very new. The need for solid,
ball-in-the-center coordination until touchdown is critical (unless slipping or in
a crosswind). This is new. Many taildraggers feature tandem seating, sometimes
with the pilot in the back. This is new. Again, none of this is hard. Just different.

HANDLING STANDARDIZATION IS EVIDENT IN LATER DESIGNS

There’s an interesting parallel between the ages of the vintage and homebuilt
aircraft and the demands placed on pilots new to the given makes and models.
Modern homebuilt aircraft designs pay homage to the handling demands that
the FAA requires of certified aircraft. This is not to say an RV/Zenith/Lancair/
etc. flies like a Cherokee or 172 because they don’t. They are quicker and lighter,
but in ways recognizable to the average general aviation pilot. It’s the same feel
as being taken out of a Chevy and put into a Porsche. The overall control and
performance concepts are recognizable but sportier and more fun.

As you go back into the first generation of homebuilts, along with the vintage
aircraft of the late *40s and early ’50s, a difference is felt. The designers made
little or no effort to tame adverse yaw and provide for leisurely glide slopes.
During that time period, the pilot was expected to supply the rudder inputs to
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conquer adverse yaw. Again, this isn’t difficult, but it’s a
major difference from designs minted in the last 30
years or so.

Added to this is the differences designed into the air-
frames to accomplish different goals. For instance, a
Schweizer 1-26 sailplane doesn’t fly at all like a Pitts
Special, nor should they fly the same. Their goals and
definitions of performance are diametrically opposed.
Neither is “hard” to fly, but both require specific training
to transition into them because few pilots have previ-
ously flown similar aircraft.

TRAINING BRIDGES THE DIFFERENCES

The bottom line is, training is a new pilot’s life insur-
ance. If they don’t want to make the effort to take that
training, they should stay out of those airplanes.
Training is the gateway to safety. And there are few
things as enjoyable as making friends with a new air-
plane, and that process is based on training.

So, are any aircraft actually hard to fly? Assuming the
design isn’t basically flawed, the answer is a resounding

“no.” However, there are lots of aircraft a pilot will

encounter for which specific training is a necessity. It’s
as simple as that. £44

Budd Davisson, EAA 22483, is an aeronautical engineer, has flown more
than 300 different types, and has published four books and more than 4,000
articles. He is also a flight instructor primarily in Pitts/tailwheel aircraft. Visit
him on AirBum.com.
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Hummingbird Flight Testing

Blade and engine adjustments
BY VIC SYRACUSE

THIS MONTH I'LL GET back to the flight
testing of the Hummingbird. Yes, the 40
hours required by the Phase I operating
limitations have been completed, but I
am learning that properly flight testing a
helicopter is a whole different ballgame
than flight testing an airplane.

Most of the flight testing of other air-
craft I have built has been uneventful,
except for the Prescott Pusher. After completion of Phase I,
it was off to the races, going places, and having fun.
Helicopters are much more complicated with lots of moving
parts that need to be measured, tweaked, and adjusted to
play nice with each other.

It’s still a lot of fun, and I remind myself that I built one to
learn something new, and it is doing that quite well. Support
from Vertical Aviation has been stellar and made it enjoyable
as well.

The only things required on a fixed-wing aircraft propel-
ler are to use the proper torque on the mounting bolts and
check the blade track at the tips. Balancing the propeller is a
nice touch and usually makes for a substantially smoother
ride but is optional.

Helicopter blades are at the opposite end of the spectrum.

While propeller blades stay in a fixed-pitch position through-
out a revolution (yes, even constant-speed ones), helicopter
blades are continually changing in pitch. In forward flight,
for example, the retreating blade needs to create more lift
across itself as the relative wind has decreased. It does this
by assuming a higher angle of attack.

Then, as it continues its arc and becomes the forward-
moving blade, the angle of attack needs to be decreased. This
is all accomplished at the hub through many moving parts

— which all require adjustments. At the same time, all the
blades need to be tracking in the same plane.

Initial adjustments for proper blade tracking are done by
adjusting the pitch control links at the hub. On the
Hummingbird, this is accomplished by adding or subtracting
washers. There are multiple ways to measure or see where
the blades are tracking.

Brad Clark at Vertical Aviation let me borrow his
Chadwick-Helmuth balancer, a time-proven tool for adjust-
ing blade tracking on helicopters. Chadwick balancers are
expensive, and the newer digital models are almost prohibi-
tively expensive for an individual owner with one helicopter.

"

In these pictures, you can see the pitch control links and blade dampeners installed on the rotor head.

DynaVibe has created a less expensive version. I have been playing with
that one recently. The primary difference that I see on the Chadwick is that
one can “see” the blade track by using reflective angles on the blade tips ver-
sus waiting for trackers using an optical sensor to take a reading and then
display the results.

There is one other method that uses LED lights on the blade tips.
Unfortunately, LEDs aren’t usable during bright daylight conditions, and as
you know, Phase I is day VFR only.

Prior to the first flight, the blade angles were carefully measured at the
root and adjusted within one-tenth to two-tenths of a degree of each other.
This is only a starting point. Once the blades are turning, they fly differently.
Each blade is now flying through air disturbed by the preceding blade. Using
a Chadwick requires two people in the cockpit, and I wasn’t willing to do
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that during initial flights. I felt there was too much risk. However, we did
use it on the ground at rated rpm to get close.

After I had completed about eight hours of flight testing, I felt it was
time to engage the help of another rated helicopter pilot to start doing the
blade tracking. There are two components — adjusting for proper track in
the hover, and then adjusting for proper track in forward flight.

Lots of short flights were done over multiple days. Hover, land, adjust.
Repeat. Then fly, land, repeat. Each adjustment of one blade would also
affect the other two blades. Forward flight needs to be at the same speed
all the time, as changing the speed requires different adjustments.

In the end, it is a compromise between the hover and forward speed.
The result was noticeable from a smoothness standpoint inside the heli-
copter. People watching the videos commented about how much better
the blade track looked.

However, there came a point when I just couldn’t seem to make any
more progress. There was a noticeable shake in the cyclic control stick
that was uncomfortable. There is one other component in the hub called a
blade dampener that comes into play when the blades are turning. One is
attached to each blade, and the primary purpose is to keep the blades in
the proper lead/lag position as they traverse from one side to the other.
They are oil-filled and adjusted at the factory. I rigged up a way to mea-
sure the speed of each blade as it traveled the full range of the dampener

and noticed two of them were close in timing to each other, and one was
substantially different.

This is where the support from Vertical Aviation came into play. Brad
visited in person and brought some different dampeners. The transmis-
sion had a slight leak to it. Brad thought it would be a good time to change
it out as well, so he brought a new transmission at the same time.

We installed the new transmission. While there was improvement, the
shaking during startup was bad enough that hovering was out of the ques-
tion. After many hours of measuring and trying some other solutions,
Brad decided it was best to remove the rotor head, and he would take it
back to his shop to thoroughly go over everything.

It turned out that two of my original blade dampeners were bad, and
one he brought with him was also bad. He was back within a week.

Since the main blades were off, Brad took the time to make sure all the
trailing edges were bent to the same angle using a special tool he had
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Here you can see the StrobeX light that is used during the
blade tracking function of the Chadwick. The strobe light

is pointed at the blade tips, on which reflective angles are
mounted. The reflective strips each have a stripe in a different
direction. Through the use of a magnetic pickup installed on
the rotor head, the light is synced to the blades.

The angle of the blade is adjusted by adding or subtracting
washers on the pitch control links.

made. He also rebalanced the tail rotor blade. Once
everything was reassembled, the difference was
noticeable, and we were able to go flying and make
good progress in short order.

I’'ve made a lot of progress since then, but Brad
is continuing to tweak another set of blade damp-
eners that we hope will be the final solution to the
stick shake. Now that I am out of Phase I, I can also
use the LED lights in the dark to have another
visual comparison.

The other area I was focused on during Phase I
was the engine, as I am the first one to use the

Lycoming Thunderbolt installed in the
Hummingbird. Reliability has never been in ques-
tion, but performance numbers needed to be
figured out, especially fuel burn for cross-coun-
try trips.

The injection system is an FM-200 from
Airflow Performance, with which I am very famil-
iar. Two of the features that I like are that the main
jets are easy to change, and the injectors have
removable inserts so you can balance fuel flow to
the cylinders independently.

Most new engines run quite a bit hotter during
the break-in period, and the helicopter is no excep-
tion. It’s even worse because the initial flights are
done in a hover, which requires more power than
forward flight, the lack of movement means less
cooling airflow, and the helicopter is hovering in its
own hot air.

- - \ e X E . R s

By using a simple pulley and weight system, | could time the blade travel across the full range of the blade
dampener. They all need to be close to each other in timing.

It's easy to change the jet in the FM-200 fuel servo by removing
the blue cap seen here to access the jet. Removing or installing a
new jet only requires a flat-bladed screwdriver. Here's a picture
of the various jets (top) and injector nozzles (bottom).

An A-frame gantry crane makes removal and
installation of the rotor head and transmis-
sion easily done by one person.
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The system came with a number 42 jet, which seemed lean to me.
Sure enough, cylinder temps were touching 440-plus, and I didn’t
like that.

Don Rivera, who founded and owns Airflow Performance, sent a few
extra jets and nozzle inserts to try. Installing a number 38 jet (smaller
numbers mean richer jets) lowered the temps to right around 400
degrees, which was great.

As I continued through the test program and the engine break-in
showed lower temps, I slowly worked back through the jets and am cur-
rently running a 40.5. 'm thinking by 100 hours I could be back to a 41 or
41.5. The fuel flow is substantially different between the 38 and the 40.5

— about 3 gph less with the 40.5. Fuel burn now at 75-80 knots is around
20 gph. With the 57-gallon fuel tank, we get a solid two hours plus almost
an hour’s reserve of fuel.

I know, some of you are cringing at the fuel burn versus speed. I do,
too! But, it’s a helicopter. It’s not meant to go fast, and as my wife, Carol,
says, “The view is awesome.”

Now I’'m waiting on the blade dampeners to arrive this week. Brad is
personally bringing them and will again help with the blade tracking. We
are also going to try some different strength control system dampeners to
help eliminate some of the stick shake, if necessary.

Next month I'll continue to share some more on the flight testing
progress. By the time you read this, I hope I will have met many of you in
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Brad Clark from Vertical Aviation checks the trailing edges of the main blades and performs a
delicate static balance of the tail rotor assembly.

person at Oshkosh with the Hummingbird so you can see how much of a
fun factor it has. £44

Vic Syracuse, EAA Lifetime 180848, is a commercial pilot, A&P/IA mechanic, designated airwor-
thiness representative, and EAA flight advisor and technical counselor. He has built 11 aircraft
and logged more than 10,000 hours in 74 different types. Vic founded Base Leg Aviation, has
authored books on maintenance and pre-buy inspections, and posts videos weekly on his
YouTube channel. He also volunteers as a Young Eagles pilot.
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Lower total system cost
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What About Us
Older Pilots?

Staying involved in aviation
BY GEORGE KARAMITIS

LANDING AFTER AN ENJOYABLE late afternoon flight and taxiing back
to the hangar, I remain seated and just think. Out loud, I holler,

“WOW!” This little airplane gives my heart an extra reason to keep
beating. What a way to experience flight.

Speaking out loud to myself I ask, “George, just how long do you
think you can keep doing this?” I don’t like to hear myself saying
those words, but the fact is, I am 82 years of age. My life is like
today’s setting sun.

I love being an older person. It allows me to be freer in express-
ing the thoughts developed through many years of experience. What
do I have to lose? I am not alone in this mindset. I share these
thoughts with many of my fellow pilots as they share their thoughts
with me. Together we are on the same flight plan.

My whole life has been aviation. Even before kindergarten, the
passion for flight was all-consuming. Professionally, as a young
18-year-old, I became an integral part of a U.S. Navy flight crew. I am
very proud of that.

As time went on, I became a flight instructor for a
major university and continued to instruct for 56 years
in addition to a 32-year career as a pilot with Trans
World Airlines.

I didn’t get to this point by myself. Quite the contrary.
Each and every person I have flown with has molded me
into the person and pilot I am today. I know my fellow
pilots, and they know me.

Aviation is an essential part of our very being. Then
all of a sudden, we wake up some morning and realize
we are senior citizens. The short definition is that we are
old. Oh, we still have the skills to fly our aircraft, and
some pilots can qualify physically, but other difficulties
threaten our aviation lifestyle.

The inflationary cost of maintaining and flying our
aircraft has become problematic. Add to that the diffi-
culty in obtaining insurance. For us older pilots, this may
be too much to overcome, and consequently, we are
being grounded by economics beyond our control. Some
of us are being forced to part with our aircraft. As this
occurs, part of our lifelong love is being taken away.

As this happens, T have witnessed that some of my
fellow pilots seem to lose a certain zest for life despite
being physically able to fly. How sad this is. Their fre-
quent trips to the airport become less and less, and, even
more importantly, the camaraderie that was shared with
other pilots becomes less and less. It’s much more than
just separating from an airplane. Rather, this becomes a
drastic life-changing event.

So, how have I been able to cope with the severity of
these various inflationary problems? To be honest, I
have not escaped. However, I am dealing with a much
lower basic cost. It’s called an ultralight. Yes, I
said ultralight.

Before you roll your eyes and contort your face into
even more wrinkles, listen to what I am about to say. I
address this to all pilots. Don’t say to yourself, “When I
get a little older, I will look into this.” For us flyers, time
flies even faster. I, as well as many of my fellow seniors,
sat right where you are today. Do not become a casualty
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of having no plan. The ultralight way of flight may provide

You might ask, how did I become interested in the ultralight as a

some answers.
way to enjoy simple flight? This all began in the early 1980s. Several
of my fellow airline pilots became dealers for various ultralight
types. After a close inspection of several different models, I realized

that these simplistic aircraft were well engineered.
Up until that point, I was fortunate to have owned several gen-
eral aviation-type airplanes. I would fly these aircraft quite regularly.

The ultralight intrigued me, and that’s why I am so happy today. I

gave myself a chance to honestly explore the type of flight the ultra-
coordinating with inside instrumentation is replaced by

light would provide.
For me, cross-country flying gave way to just getting airborne.
Ladies and gentlemen, my fellow pilots, I know you, and I know you
also would be converted.
So, how does a person go from the Beechcrafts, Cessnas, and
Pipers, along with the many other general aviation and commercial just looking out and using the real horizon for determin-
aircraft, to a simple ultralight? My fellow pilots, it’s an amazing tran- ing attitude and the wind in your face to sense
your airspeed.

sition. The strict discipline in following the proper procedures and
N electroair
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Can I just take you on a typical ultra-
light flight and share with you what I
experience on every flight?

After my preflight is complete, I walk
my little craft out of the hangar and set the
parking brake. My Quicksilver is a 1983
model, so I have a recoil pull start. Most
modern-day craft have an electric start.
The first thing you’ll notice is how close to
the ground you are when sitting down in
the center seat. That’s okay.

Your sensation of speed is increased
due to the low seat height. After lining up
with the runway and applying takeoff
power, the feeling of fast acceleration will
take your breath away. You will think you
are sitting in a go-kart doing 40-50 mph.

In reality, your speed is only about 22 mph.

Once you break ground, your feeling
from the initial climb is that you are going
upward very fast. This lasts until you've
reached about 300 feet of altitude. Then a
noticeable difference in your perception of
speed occurs as you gain separation from
the ground. I call it a slow, calming sensa-
tion. It is the main reason why I love
ultralight flight.

To add even more to that calming feel-
ing is observing the noticeable effects of
the wind. I have not gone backward yet,
but I have parked a fixed-wing aircraft in
the sky. My fellow pilots, it is difficult to
put into words, but I know you would love
doing this.

Remember, you will be doing this with
no instrumentation other than a simple
Hall airspeed indicator. Next add gentle




climbing and descending turns. You will think that you are wearing
the wings.

Heading back to the airport is just like in all other aircraft I have
flown. In an ultralight, it’s best to fly a lower pattern altitude to give
way to the faster aircraft and to use the radio to announce your
intentions. I like doing the overhead 360 to a landing. I also like
bringing my power to idle when beginning the turn and touching
down on the numbers.

It’s basic stick and rudder flying. Since you’'re sitting closer to the
ground, your flare height will be lower than in other aircraft. You
can do it. My fellow pilots, when the realization of what you just did
hits you, and after shutting the aircraft down, you too will say

“WOW!?”

To all of my fellow older pilots that are, for whatever reason, in
the position of having to part with your airplane, I share your pain.
The reason I bring up the possibility of becoming an ultralight avia-
tor is that it offers more manageable expenses. It will allow you to be
your old self.

However, if aircraft ownership is not in your best interest, I offer
some other suggestions. In today’s world, almost all aviation

organizations are making great efforts to recruit the
younger folks. That effort is necessary for the continued
growth of these organizations.

Within these aviation organizations, who better to
help with recruitment than us senior pilots? Collectively,
we seniors have a wealth of knowledge to impart to the
younger generations; it will keep us connected with the
many other aviation entities.

Join your local EAA chapter. Try to attend the vari-
ous air shows. You will reestablish the camaraderie that
pilots share.

I’d like to make a humble request to all the aviation
groups to help us seniors establish a pathway to yield
these positive results. And then, when all is said and
done, collectively we all will be able to say, “WOW!” £44

George Karamitis, EAA 144192, is a retired TWA captain, holds an ATP
with B-727 and B-747 type ratings, and has been a CFl for more than 50 years.
In 2013, George received the Wright Brothers Master Pilot Award for more than
50 years of accident-, incident-, and citation-free flight.

Plug-and-play for Rotax 912/914 ULS powerplants. The AVC1 Advanced Voltage
Controller brings permanent magnet Alternators into the digital age. Features
our new and exclusive Dynamic OV protection, field-adjustable charging voltage,
and much more! Also suited for other engines with single-phase PM alternators.

316-283-8000 - BandC.com
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SHOP TALK

Dutchman
Clamps
Revisited

There's more than one way to skin a clamp
BY BUDD DAVISSON

WAY BACK IN 2016, Shop Talk visited the
basics of making Dutchman clamps and
showed one application for them:
mounting hooks to hang seat belts from.
Since then, several things have hap-

: pened that made me think it might be
time to go back and revisit the old Dutchman clamp and
offer ways of bringing the concept up to date. Again,
we’ll use seat belt hooks as the application.

I said “several things have happened” — the first of
those being how many times I’ve mentioned Dutchman
clamps to homebuilders and drawn a blank stare.

Second, one of my students, John Conard, was taken
by the sculptured aluminum seat belt hooks on my air-
plane, which are nothing more than exotic Dutchman
clamps produced by a three-axis CNC machine. He took
a photo, made up some drawings, and gave them to
Chris Anderson, who does 3D printing professionally.
The result was that a bag of Dutchman clamp seat belt
hooks duplicated in space age plastic landed on my
desk. Dutchman, meet the future!

Third, I recently stumbled across the original brazed
Dutchman clamp seat belt hanger I fabbed for the 2016
Shop Talk. I saw it as being worthwhile. However, a
person had to have welding or brazing capabilities to
duplicate it, but many don’t. That thought was rapidly
followed by another, “How would I build something
similar using common hand tools and relatively avail-
able material?” So, I did.

Most of the steps I came up with are chronicled in
the photos.

Right to left, we have the phases of Dutchman clamp technology as applied to seat belt hooks: old-school
welding/brazing, 3D printing, and the Shop Talk way of doing it with hand tools and no welding.

THE MATERIAL

I envisioned hogging a Dutchman type of clamp out of 1/2-inch alu-
minum plate. I had a piece I had lifted out of the scrap bin at my steel
supplier. However, enter eBay (naturally)! Search “1/2-inch aluminum
plate” and youw’ll quickly see where you can get a chunk of 6061 for $20
that’s more than what is required for the clamp. However, having that
kind of scrap around the shop is always a good thing.

THE CONCEPT

The typical Dutchman clamp is made by welding or brazing small
diameter tubing crosswise on opposite sides of larger tubing. Then the
major tube, with the smaller ones attached, is cut in half crosswise,
creating two half-circles with small tubing on both sides.

The halves are fit over another piece of tubing (longeron, etc.) and
bolts through the small tubing hold the clamp tight. So, how to do that
in 1/2-inch aluminum?

1. Lay out the dimensions and hole locations on the plate using

Magic Marker, a square, and a scribe, which is a sharpened file.

2. Then “drill” a 3/4-inch hole through the plate.

3. Drill 3/16-inch holes 90 degrees to the big hole and on both

sides through the narrow dimension of the plate for bolts.

4. Then saw the plate through the middle of the big hole creating

two halves that will fit over 3/4-inch tubing. Anything can be
mounted to it via the bolts.

TOOLING REQUIRED

We’re making the assumption that this is being done by a grassroots
homebuilder who doesn’t have sophisticated items like milling
machines, so we’ll be doing workarounds with hand tools.

Drilling a 3/4-inch hole, which can be a challenge, can be done in a
number of ways. All of them require a healthy hand drill as a minimum.
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We're making the assumption that this is being
done by a grassroots homebuilder who doesn't have
sophisticated items like milling machines, so we'll
be doing workarounds with hand tools.

A 3/8-inch power drill (as opposed to a 1/4-inch) would work,
but a drill press, even a small one, would be much better.

There are two different ways to drill that big hole. A hole saw
is, in some ways, the easiest as it is a one-step operation. Using
an actual 3/4-inch drill bit is more complicated because usually
it’'ll require starting with a smaller hole, probably 1/4 inch, and
working our way up to the 3/4 inch in 1/4-inch steps.

Just for the heck of it, I drilled three 3/4-inch holes just to
see how the different drill methods worked. A cheaper hard-
ware store hole saw went through, but it wasn’t happy about it
and needed some forcing. Plus, it wobbled. However, it did pro-
duce a round hole.

A higher dollar hole saw kept clogging with aluminum
clumps that welded themselves to the teeth no matter how

Here we're doing the layout on 1/2-inch aluminum scrap. Magic Marker provides the background,
and a sharpened file is the scribe.

VAN'S AIRCRAFT

TOTAL PERFORMANCE

THE WORLD LEADER

WWW.VANSAIRCRAFT.COM

IN KIT AIRCRAFT
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SHOP TALK

All shaping is done before cutting the dlamp block from the plate. Drilling wos a
3/4=inch hole saw in a 3/8-inch hand drill, and cutting was with a jigsaw. Edges
were trued up on a belt sander.

£y
1/

Alayout for the 1/8-inch steel
hook was done in an art pro-
gram (lllustrator), not CAD.
Only one mount hole is to

be drilled, and the big holes
drilled are to provide radii in
the hook outline. Cutting was
via jigsaw with a metal cut-
ting blade to the edges of the
big holes.

The final product was bolted
together and rough shaped on
a belt sander with final finish-
ing by hand {sanding block).
Countersunk AN3 bolts were used
to give belt fittings more room.

often I pulled it out and cleaned it. It didn’t work, but my aluminum
might have been soft. I did this with a hand drill.

I tried a new 3/4-inch drill bit (lots available on Amazon) with-
out drilling a series of smaller holes and was pleasantly surprised to
see it dig in and power its way through. However, I couldn’t find
one with a 3/8-inch shank to use in my hand drill, forcing me to use
a drill press. So, the hole saw is the way to go. Just pull it out and
clean it frequently.

When drilling the 3/16-inch holes that go the full 2-inch width
of the block for the 10-32/AN3 bolts, here too pull the bit out and
clean it every so often.

Note that all of the drilling and sawing were done before the
final square was cut out of the 2-inch by 1/2-inch strip. That made
handling the drilling/sawing processes easier. All sawing was done
with a jigsaw and a coarse blade.

FINAL FITTING NOTES

Bear in mind that fuselage tubing is always painted or powder
coated, which adds a dimension to the diameter. How much? We
don’t know until we try to fit the final product. One-half-inch sand-
ing drums with coarse grit chucked into a hand drill will do a good
job of removing aluminum to provide enough clearance. We don’t
need a close, precise fit. This is a nonstructural clamp, remember?
Plus, when we cut it crosswise, the saw kerf will be at least 1/16

9k
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inch, which comes out of the hole diameter. So, when
we tighten the bolts, the clamp will be clamping and
won’t move.

DOING A LITTLE DRESSING

From a functional point of view, there’s no real need
to do anything else to our clamp as it’ll work as-is.
However, the last thing we want in a cockpit is anything
with sharp corners, so we’ll sand all the edges, at least
enough to soften them. A sanding block will work fine,
and do the final sanding with 220 or 320 grit just to
make it look good.

ABOUT THE BELT HOOK

We could be mounting anything on this clamp.
However, since we’re talking belt hooks, we’ll make a
hook out of anything we have lying around that is strong
enough. I found a piece of 12-gauge iron that miked
0.105 inches in the scrap box. (You do have a scrap box,
don’t you?) Perfect and free.

First, we’ll make a poster board pattern of the hook
shape. However, before bending it to shape, we’ll use
the clamp block as a guide to drill the first mounting
hole. Then we’ll bolt the unbent plate to the aluminum
and, using the block as a guide, spot drill the second
hole. This way, regardless of how inaccurate we are
while drilling the holes in the block, we’re guaranteed
that the holes in the hanger will match.

Once the holes are drilled, we can bend the hook,
which can be done most accurately by clamping it in the
vise sandwiched against a piece of at least 1/16-inch (or
so) steel scrap to increase the bending radius. Since
we’re using something softer than 4130, we can just
hammer it over the edge of the vise for the first bend.
Clamp it to something about 3/8-inch thick to hammer-
bend the lip.

So, there we are; we’ve blacksmithed a replacement
for the usual Dutchman clamp and eliminated welding
and sophisticated tools in the process. This kind of
clamp can be used for mounting just about anything to
tubing and eliminates welding on the fuselage tubing.
This is a good thing. £44

Budd Davisson, EAA 224,83, is an aeronautical engineer, has flown more than
300 different types, and has published four books and more than 4,000 articles.
He is also a flight instructor primarily in Pitts/tailwheel aircraft. Visit him on

AirBum.com.
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HINTS FOR HOMEBUILDERS

FUEL DRAIN VALVES

BY DICK KOEHLER, EAA 161427, EAA TECHNICAL COUNSELOR/FLIGHT ADVISOR

FUEL DRAIN VALVES ARE essential to remove debris and
water from the low point(s) in your fuel system. There are
many types, but most brands have equivalents to those
made by the Curtis Superior Valve Co. Perhaps the most
common is the Curtis CCA-1550 valve, which is used in
most gascolators and wing tanks on many Piper aircraft.
The valve is brass and has a 1/8-inch new pipe thread
(NPT), which is a tapered thread designed to jam for a tight,
leakless seal. The valve is opened by pushing up and gently
rotating the crossbar, and it can be locked open with a quar-
ter turn. The internal seal looks like an O-ring but actually
has a P-shape. In the past, mechanics would substitute a
small O-ring, but that’s not good maintenance.

If the valve is leaking, it is likely due to a bit of debris
stuck in the seal. A piece of grass, metal filing, or even a
human hair can allow the valve to seep fuel. One approach
that sometimes works is to open the valve wide open and
drain a lot of fuel, such as a pint or more, and hope the
debris will be flushed out. A variation on this step is to open
the valve and put a blast of air from your compressor inside
the valve, momentarily reversing the direction of flow and
hopefully dislodging the debris. Be sure to remove your fuel
cap to allow the pressure to escape. Fuel tanks can burst
with a relatively low pressure increase of only a few pounds
per square inch. If the debris is in the drain in a gascolator,
disassemble the gascolator and get to the valve from
the inside.

If all attempts to clear a leaking valve fail, your best
option is to replace the valve. An FAA ruling a few years
ago determined that the valves cannot be overhauled,
meaning that you should not replace the seal in the field. In
fact, the original synthetic rubber seals are no longer sold
so your best option is to replace the entire valve. The good
news is that the valves are relatively inexpensive and read-
ily available from most aviation supply houses. The most
recent Aircraft Spruce & Specialty Co. price on the CCA-
1550 is $17.60, so just buy a new one.

Another reason you may want to replace the valve is due
to age. A 10-year limit on the seal is established by the man-
ufacturer based on the synthetic rubber’s shelf life. This
can be significantly reduced if using fuel with alcohol in it.

The biggest problem you will probably have is removal
of the old valve. Remember that the valve was screwed in to
a jam condition using the NPT tapered threads. It should
have been put in with a thread sealant, preferably Teflon
based, but it probably wasn’t, and now you have to break it
loose. Also remember that the body is soft brass. If you

Standard fuel drain (lower left) and one with the crossbar ears cut off (upper right).

simply use an open-end wrench or, worse yet, an adjustable wrench, chances
are the flats on the brass body of the valve will give way prior to the valve
rotating. You then are faced with using Channellock pliers or vise grips and
pretty much destroying the valve to get it out.

A much easier approach is to cut off the protruding crossbar ears and use a
deep socket or slip on a box-end wrench. (See photo.) The best removal tool
is a deep six-point socket. It will easily remove the valve if the crossbar ears
are removed. The crossbar ears can be cut off easily with a fine hacksaw, razor
saw (available at hobby shops), or (carefully) with a cutting wheel on a
Dremel-type tool. Be careful about generating heat around a leaking valve. A
third option is to modify a deep socket by cutting notches or relief grooves in
the socket so that it will slip over the ears on the valve. The edge of a disc on
an angle grinder can fairly easily cut the notches, but do it carefully. As a
bonus, the notched socket will also be an excellent installation tool.

Install the new valve with appropriate thread sealant (Teflon tape or
EZ-Turn fuel lube), and do not over torque. A good technique is to lightly
torque the valve in place and then put in fuel. If there is a leak around the
threads, continue torquing just until the leak stops. Over-torqued fittings can
crack, which leads to a much more complicated repair. £44

GOT A HINT?

Want your own EAA Sport Aviation contributor hat?
We'll send you one if you submit a hint that we run in this column.
Send your tips to editorial@eaa.org.
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READY TO TAKE YOUR BUILDING project to new heights? EAA’s newest
member benefit, Solid Edge, is an easy-to-use 3D CAD software
package that will take your building or hobby project to the
next level.

Solid Edge is professional computer-aided design (CAD) soft-
ware developed by Siemens Digital Industries Software. It

LEVEL UP YOUR
PROJECT WITH SOLID EDGE

Aixs

[ EENTERN TR

provides powerful tools and features for designing,
simulating, and manufacturing various products across
different industries. With a streamlined workflow, data
migration options from other industry software, and a
plethora of training resources and customer support,
Solid Edge provides a great package that is available for
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Exclusive Benefit

free to EAA members. Members have free access to Solid Edge’s
Maker and Community Edition, specifically designed for hobbyists.

For those working on a team or with a partner to complete a
project, Solid Edge’s synchronous cloud-based technology makes it
easy to collaborate with others on the same design. Design and
modeling are easily accessible across different devices to share
your designs!

; & JornN Deere

A plethora of online training, tutorials, and resources are avail- Pa rther Prog ram
able for free to connect with other users and experts, seek help, H H
and share desians, Discount on Vehicles

Another key advantage of this benefit program is the access to
discounted Solid Edge paid subscriptions. As an EAA member, you

can now take advantage of a 25-percent discount on monthly or EAA Members may want to
annual subscriptions for a range of Solid Edge products, including spend all of their time in the air,
mechanical design, CAM, technical publications, and wiring and but when they need to get

harness design.
Dream it. Design it. Build it. Fly it! Learn more and download
today at EAA.org/SolidEdge. £44

around on the ground, they can
still save money with discounts
from EAA partners.

> Ford Partner Recognition
Program offers substantial
savings on the purchase or
lease of eligible Ford and
Lincoln vehicles!

> Free John Deere Rewards
Platinum 1 Membership and

QUESTIONS ABOUT YOUR MEMBERSHIP? applicable discounts!

Want to change your address or need other assistance?
EAA's Membership Services staff is available to assist you Monday through Friday

from 8 a.m. to 5 p.m. (DT. EAA Org/FOrd
Call:  800-564-6322 (800-JOIN-FAA) EAA.org/JohnDeere

Email: membership@eaa.org
Visit: EAA.org/Membership

To see the benefits EAA members enjoy, visit EAA.org/IMemberBenefits. '

THE SPIRIT OF AVIATION ®
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Better Than New

Arkansas Cessna 170B

AFTER 9/11 OCCURRED I never believed I would return to general avia-
tion, but in 2018, when I was 62, my son became interested in
aviation. So, the bug bit again. I started the search for an airplane
with a good airframe and low-time engine and found N163W. It had
a Continental O-300D with 100 hours since major overhaul, perfect!
It was a 1956 Cessna 170B, one of the newer models, so to speak,
since it was the last year 170s were manufactured. The deal was
finalized, and after a 10-hour checkout, I proudly flew the air-

plane home.

I immediately contacted my two trustworthy A&P/IA mechanics,
Jorge and Scott, and shortly after the restoration began. Jorge and
Scott supervised the work I undertook since the airplane was going
to remain a standard category aircraft. I learned and discovered
much when removing the interior, instrument panel, and all wiring
throughout. At the end of six months of labor-intensive work, many
of the airplane’s parts had been replaced, as well as some new skins.

N163W was now ready for panel work. Jeff and Neema, my avi-
onics experts, took over, and they were also gracious enough to allow
me to assist with the planning of the panel. After much discussion

and brainstorming, the approach to the new panel was
formed. New panels were cut, powder coated, and
nomenclature engraved. Trial fitting the new gear was a
sign of progress. After installing the switches, breakers,
and engine and cabin control cables, Neema and Jeff
installed a brand-new harness, and we began connecting
the components. My excitement increased as we neared
completion of the panel because by this time it was
approaching one year since the propeller had been
turned over.

Testing and configuration were completed, and it
was time to fly! To my astonishment, the O-300 started
immediately, and after clearance I taxied onto Runway
36. Everything checked out during the run-up, and I was
cleared for takeoff. With anticipation, I lined up on the
centerline, powered up to full throttle, and N163W was
airborne. It was a 20-minute flight, with Jeff from the
avionics shop as my co-pilot and technical support.
Twenty minutes around the patch was proof everything
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The restoration of N163W has been a
wonderful and rewarding process, and
it has allowed me to meet some really
talented professionals in the aviation
business.

worked perfectly so it was time to land. Winds were
light at 350 as I lined up on final for 36. The touchdown
was smooth and easy, just what I expected from the old
girl. Back in the hangar, I received two thumbs-up from
Jeff and Neema.

Now I was ready for the next steps; paint and interior
work. Fortunately, I found two shops that worked hand
in hand between paint and interior. Roger’s company
applied the paint, and Dean’s team refurbished the inte-
rior. The restoration of N163W has been a wonderful
and rewarding process, and it has allowed me to meet
some really talented professionals in the aviation busi-
ness. Now my old 170B has been restored better than it
was in 1956, and I look forward to many years of enjoy-
able flying in the future.

Paul J. Davis, EAA 1380042; Springdale, Arkansas
Email: n5981ir@aol.com
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Mini Man 0’ War

lllinois Van's Aircraft RV-8

ONE POSITIVE THING THAT happened in the year 2020 was that I fin-
ished and flew my Van’s RV-8. I fly for United Airlines, and due to the
COVID-19 pandemic I ended up with some free time, so I put it to
good use and finished the airplane. The build took seven years, four
months, and seven days (747) from the day I started until the day the
designated airworthiness representative said I was official. When I
would visit EAA AirVenture Oshkosh I always loved the RV-8s as they
had that similar look to the P-51. My wife, Tricia, and I were dating
when she bought me the preview plans for the RV-8 as a gift and
started my love for building.

I began building in my two-car garage and eventually moved into
an industrial building along with my mentor and best buddy Glenn
Vokac, EAA 289540. Glenn was building his second RV-8 in this shop,
and we were close to the same stage in the build process. Glenn is an
EAA technical counselor and a Lindy winner with his first RV-8,
which was a great resource to have. Eventually, Tricia and I moved
into our current home in Poplar Grove, Illinois, in BelAir Estates,
which is an airpark (C77) in northwest Illinois. This is where we

ended up finishing the RV inside our own hangar. Overall
my build took a little more than 1,900 hours to complete.

The RV-8 was a slow build, which I worked on mainly
through the winters here in the Midwest. It is powered by
an Aero Sport Power 10-375-M1S engine producing 200
hp turning a Hartzell two-bladed composite propeller. T
attended the Aero Sport Power engine build school with
Darren Jones to get hands-on experience. It has dual
P-Mag ignitions, a Plane-Power internally regulated
60-amp alternator, a Sky-Tec high-torque starter, and a
four-pipe Vetterman exhaust system.

The leather upholstery was produced by Classic Aero
Designs in red and gray and included custom armrest
pads, stick boot covers, and passenger headrest. Holding
us tight in the seats are three-tone (dark gray/light gray/
red) five-point Hooker Harnesses. The floor is covered in
a Flightline Interiors carpet kit. I used Rust-Oleum satin
granite gray for my interior paint color.
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My wife, Tricia, and I were dating
when she bought me the preview
plans for the RV-8 as a gift and
started my love for building.

The avionics include the Dynon Avionics SkyView
system. I have a 10-inch SkyView Touch, 7-inch SkyView
Classic, two Dynon comm radios, Dynon intercom, and
Dynon autopilot control head. Feeding the Dynon system
with certified navigation is a Garmin GTN 625xi for all
my IFR en route and approach capabilities. Behind the
scenes I also installed the Dynon ADS-B In/Out module,
transponder, ARINC comm module, dual backup batter-
ies, and two autopilot servos. In addition to these
instruments I added the uAvionix AV-30 as a standalone
backup system to the Dynon components. Lighting is pro-
vided by AeroLEDs AeroSun VX lights in the wingtips
and tail.

Powering all of these devices is Vertical Power’s VP-X
electronic circuit breaker system.

Some modifications I did include custom forward
armrests housing a DJM Mfg. throttle quadrant, wingtip
hinge attachment, avionics bay access panel, forward bag-
gage floor quick-removal panel, floorboard access panels
on left and right, gear tower access panels, and a one-
piece empennage fairing, just to name a few.

I had always loved the P-51D named Man O’ War due
to its unique paint scheme and history. Early on I decided
to honor Lt. Col. Claiborne H. Kinnard Jr. of the 334th
Fighter Squadron, 4th Fighter Group, 8th Air Force of the
U.S. Army Air Forces. His P-51D had a distinct camouflage
pattern on the wing, fuselage, and tail. My goal was to
replicate the scheme as closely as possible on an RV-8.
This was accomplished with help from Jonathan
McCormick of Plane Schemer who put the design to the
RV-8 profile. The paint masks he provided assisted my
painter, Jim Kidd of Poplar Grove, in bringing the scheme
to life. T had the opportunity to work alongside Jim dur-
ing the painting process. This allowed me to gain
invaluable experience in painting techniques. The main
fuselage is silver with a red nose and tail. The scheme
incorporates the European theater D-Day invasion
stripes and the blue and white star and bar insignia.
Unique to this scheme is the camouflage pattern on the
top of the airplane, which I did in olive drab.

Tricia and I are fortunate to live in a community cen-
tered on aviation. We are proud members of EAA Chapter
95 of Morris, Illinois, in addition to our home EAA chap-
ter, 1414 of Poplar Grove. We invite you to follow our
journey flying our RV-8 on our YouTube channel @therv-
8pilot or our website RV8-Hangar.com.

Michael Foss, EAA 1068340; Poplar Grove, lllinois
Email: michaelfoss@me.com
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NEW MEXICO
MURPHY REBEL

FOLLOWING SIX YEARS OF BUILDING, November Seven Niner Zulu
Tango took flight in January 2023. The maiden flight of our
Murphy Rebel was uneventful. It’s powered by a newly over-
hauled Lycoming 0-320 (160 hp) and swings a McCauley 75-inch
prop. Empty weight is 1,000 pounds. My son helped with the
entire build process. We installed all analog gauges, but with a
single electronic instrument: an AV-30 for the attitude indicator,
since there is no vacuum system on the engine (no gyros). My
home field elevation is 6,500 feet. Initial flight performance
showed a 1,200 fpm climb rate and 120 mph at 2300 rpm at 8,000
feet. 'm following the EAA Flight Test Manual for my Phase I
test period — an excellent resource! Our primary mission for this
rugged little airplane is backcountry traveling and camping. Here
in New Mexico, there are many high-elevation public-use back-
country airstrips to visit. 'm hoping this Rebel, equipped as it is
with a 44-gallon fuel capacity, will be adequate for exploring the
wilds of the Southwest. The FAA assigned 25 hours for my flight
test period — let the flight performance data gathering begin!

Dennis Kirby, EAA 68826; Sandia Park, New Mexico
Email: Legren88237@gmail.com

ONTARIO
ROSEBRUGH SUPERHAWK
WHILE ATTENDING SUN 'N FUN, longtime homebuilder Roy
Rosebrugh came across Auto PSRU’s display of a Corvette engine
designed for aircraft use. Having a substantial amount of aircraft
parts, he envisioned a project that would take him more than 10
years to complete.

Roy searched out more parts and pieces he needed from
around Canada and the United States. He built a rotisserie in his
garage so he could work on the wings and fuselage sections at any
angle. The fuselage was built in three sections — the door posts
forward, the center section, and from the back window to the tail.
The wings and tail sections were projects in and of themselves.

The aircraft has a three-bladed MT variable-pitch propeller.
The outside air is forced by a fan in the tail section through a duct
running along the ceiling.

The aircraft went through ongoing and then the final assem-
bly inspection process by the Canadian MD-RA. The first flight
was a thrill but uneventful. The aircraft required no adjustments
and flew straight and steady hands-oft. I completed the test flying
following the EAA Flight Test Manual and the Canadian MD-RA
requirements. The certificate of airworthiness arrived in
December 2021, just in time for Christmas and for Roy’s 95th
birthday in February 2022.

Bob Pellow, EAA 431581; Greater Madawaska, Ontario, Canada
Email: boby7pat@gmail.com
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PENNSYLVANIA
SONEX AIRCRAFT SONEX-B

THIS IS MY SONEX-B. I began building in February 2018 and made
the first flight in December 2022. It is powered by an AeroVee
Turbo engine. Instrumentation is MGL Avionics. The airplane
and engine have performed well. My Sonex is hangared at
Doylestown Airport (DYL) in Bucks County, Pennsylvania. This
is my second build. In the mid-’80s I built a Sonerai II. 'm a
CFI-G and tow pilot at the Philadelphia Glider Council in
Hilltown, Pennsylvania.

Peter Hoey, EAA 4,79027; Doylestown, Pennsylvania
Email: peterfhoey@gmail.com

WASHINGTON
VAN'S AIRCRAFT RV-6A

I'VE BEEN FLYING FOR 48 years. Most all of my time is in jets: U.S.
Air Force fighters, corporate aircraft, and airliners. I'm that prima
donna who puts a write-up in the maintenance logbook, hands it
off, and heads to the bar. Someone will fix it overnight; I'll fly it
again tomorrow. I fly and break stuff. I neither build nor fix stuff.

Until now. Now I have an RV-6A in my hangar. Suddenly I am
still holding the logbook after my squawks. What happened to
that handoff/cocktail scheme I was enjoying? My friend, James
Flynn, who sold me this RV-6, is the builder. I am the owner. I
state this to give credit where due. As many projects go, this
undertaking was 90 percent complete with 90 percent to go
when it stalled. Jim, with his wife, Karen, started building it more
than 25 years ago. Their intent was this Van’s would be their GA
aircraft. But they made the mistake of buying a C-182, and that
building motivation faded. I bought this RV after Jim reengaged
in completing it with the help of several others, namely a few of
our neighbors here on Evergreen Sky Ranch (51WA). They know
how to build. Did I mention I don’t? But that began to change as
they brought me into their sphere of expertise and skill.

I am quite enjoying this side of aviation. The fixing part. Even
the “trying to fix it” part, which is where I spend a great deal of
my mechanical moments. But being on the building and fixing
side has deepened my understanding when I am flying this won-
derful bird. This was especially so during the Phase T 40-hour
flyoff. The work from all, with the rewards shared, culminated
when I flew this beautiful experimental to Oshkosh in 2022.

Larry Kauffman, EAA 14.81137; Auburn, Washington
Email: kauffman737@gmail.com
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FROM THE EAA
BUILDERS LOG

EAA's online Builders Log is free for all

EAA members to use to document their projects.
It allows members to post an unlimited number
of entries, which can consist of photos, text,

PDF documents, Excel files, and more, to create
a detailed record of the work done on build and
restoration projects alike. Start documenting
your project at EAA.org/BuildersLog, or follow
this month's featured project via the link at
EAA.orglExtras. £aa

Name: Mickey Mathieson, EAA 1345987
Location: Waikoloa, Hawaii

Aircraft Make and Model: Zenair (H 701
Project Start Date: October 4, 2019

the thrill of aviation
on a local level

When you join an EAA chapter, you can:

> Enjoy the fun and camaraderie of

o aviation with like-minded people in
The EAA Memorial Wall > q your area

gives families a quiet : > Share and learn aviation-related
knowledge

place to remember and

: L > Participate in aviation activities,
honor those who have ‘ > such as fly-ins, building seminars,

®
gone before us. Young Eagles™ rallies, and more

> Help build a stronger bond
between aviation and your
community

EAA.ORG/TRIBUTE . :
> Inspire the next generation

of pilots
e ) Visit EAA.org/FindaChapter
A> ) to get involved today.
EAA ‘

AVIATION
FOUNDATION
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£z EAA Webinars

What would you like to learn?

EAA offers a series of FREE live webinars moderated
and presented by aviation experts on a variety of topics.
> Accessible on both mobile and desktop

> Often qualify for FAAWINGS or AMT credit

September Webinar Schedule

These live multimedia presentations are informative and interactive.
You can easily attend a session from anywhere, anytime!

Legal Interpretations
September 6 | 7 p.m. CST | Presented by Mike Busch
*Qualifies for FAA WINGS and AMT Credit

The Sikorsky S-38
September 12 | 7 p.m. CST | Presented by Chris Henry
*Museum Webinar Series

Take the first step
toward building your
own aircraft in-person
and online with

Dealbreakers — Lessons Learned from Prebuy Examinations
September 13 | 7 p.m. CST | Presented by Prof. J. Paul Shuch
*Qualifies for FAAWINGS and AMT Credit

IAC Aerobatic Center Highlights from AirVenture 2023
September 20 | 7 p.m. CST | Presented by Lorrie Penner
*Many qualify for FAAWINGS Credit

Registration is required. Learn more at EAA.org/Webinars

. Aircraft Spruce’
EAA Webinars are sponsored by « b
& Shiecialty Co.

EaL SportAir Workshops

- Visit EAA.org/SportAir
for more information.

EAA SportAir Workshops are sponsored by

Presenting Sponsor

Aircraft Spruce

& Specialty Co.

Keep the hiStOPy Supporting Sponsors
~i

of yesterday’s
aircraft alive.

Join the Vintage Aircraft Association, the premier
organization representing vintage aviation!

ELECTRICAL &
AVIONICS
/4
EAAVINTAGE.ORG &
& ’/\
FIBERGLASS
TECHNIQUES FOR ONLINE

RV AIRCRAFT COURSES
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Gone West

Not alone into the sunset but into the company of friends who have gone before them.

ARIZONA

David Hendry (EAA 386616), Sun City
Jeri Kirkhuff (EAA 844744), Queen Creek
Mark Thoman (EAA 355556), Tucson
John Trautschold (EAA 750433), Payson

CALIFORNIA

Harry Chase (EAA 1238280), El Cajon

Craig Cornford (EAA 1263796), San Diego
Jonathan Davis (EAA 1276945), Pleasanton
Logan Heath (EAA 1192690), Woodlake
James Lessley (EAA 1005266), El Cajon
Paul Neuman (EAA 2321414), Torrance
Parker Sutton (EAA 714860), San Dimas

COLORADO

Walter Biggs (EAA 732100), Boulder

Ricky Davidson (EAA 509588), Colorado Springs
John Read (EAA 52173y), Elbert

FLORIDA

Eugene Chapman (EAA 159071), Marco Island
John Clary (EAA 628203), Port Orange
Willard Granger (EAA 69968), Vero Beach
Conrad Kellner (EAA 1005089), Punta Gorda
Alfred Knystautas (EAA 808448), The Villages
Philip Miller (EAA 331855), Branford

John Ogden (EAA 4274714), St. Petersburg
Donald Riley (EAA 86026), Lake City

GEORGIA
Angelo Lagonia (EAA 1286510), Ellijay

ILLINOIS

Terry Creek (EAA 236821), Piper City

Barry Crommelin (EAA 529824), Hoffman Estates
Frederick Drew (EAA 432837), Amboy

William Kaepplinger (EAA 49291), Chicago
Enoch Sutherland (EAA 79997), La Grange

INDIANA
Peter Shetler (EAA 727841), Goshen

IOWA

James Bowen (EAA 192882), Des Moines
Wayne Johnson (EAA 212089), Cedar Rapids
Kenneth Rowe (EAA 870290), North English

KANSAS

Robert Collier (EAA 1266764), Wichita
Paul Francis (EAA 573429), Overbrook
Ronald Knapp (EAA 1165765), Shawnee
Scott Stuart (EAA 222), Douglass

MAINE
Ronald Maier (EAA 707423), Westbrook

MARYLAND

Mike Hendricks (EAA 147728), Ellicott City
Paul Smith (EAA 90143110), Mount Airy
Kenneth Thom (EAA 770744), Snow Hill

MASSACHUSETTS
Robert Cooper (EAA 146721), Framingham
John Graham (EAA 244280), Manomet

MICHIGAN
Kenneth Straw (EAA 202665), Berrien Springs

MISSISSIPPI
Bill Kelley (EAA 5326314), Dundee

MISSOURI
Melvin Bollinger (EAA 88570), Jackson
James Burr (EAA 262141), Kearney

MONTANA
John Hebbelman (EAA 702993), Chinook

NEBRASKA

Derek Gewecke (EAA 1407417), Grand Island
Roy Rempe (EAA 211511), Superior

Terry Sutherland (EAA 753762), North Platte

NEVADA
James Kirk (EAA 622367), Carson City
Raymond Logue (EAA 1193844), Henderson

NEW HAMPSHIRE
Geoffrey Clark (EAA 626515), Portsmouth

NEW MEXICO
Herbert Delker (EAA 49299), Albuquerque
Ronald Payne (EAA 56513), Albuquerque

NEW YORK

John Bartlett (EAA 782895), Endicott
Alfred Cave (EAA 193266), Dix Hills
Gerald Jones (EAA 4oy543), Painted Post

NORTH CAROLINA
William Bergner (EAA 392369), Pittsboro
Brian Dwan (EAA 753649), Shelby

NORTH DAKOTA
Robert Reierson (EAA 1132401), Linton

OHIO

Thomas Brinkman (EAA 433090), Cincinnati
Criss Lamoncha (EAA 42927), Columbiana
Phillip VanWinkle (EAA 1191819), Granville
Bela Varga (EAA 220603), North Olmsted
Sanford Vaughn (EAA 1115192), Pickerington

OKLAHOMA
Mark Simon (EAA 618805), Sand Springs

OREGON
Ken Carsley (EAA 801647), Newberg
Amy Leder (EAA 3792), Aurora

PENNSYLVANIA

Frank Bria (EAA 69114), Aspinwall
Randall Crawford (EAA 1032508), Carlisle
Ronald Dietz (EAA 1243701), Pottstown
Philip Fodness (EAA 724335), Orangeville
Darick Gundy (EAA 841755), York

SOUTH DAKOTA
Richard Kor (EAA 61411), White

TENNESSEE
Serguey Kondratieff (EAA 1009786), Brentwood
John Sohnly (EAA 391154), Crossville

TEXAS

Herbert Griffin (EAA 531056), Sanger

David Morrison (EAA 515415), Fort Worth
Thomas Sevier (EAA 189195), Westworth Village

UTAH
Blake Allred (EAA 1252823), Gunnison

VIRGINIA
C. Eskey (EAA 28024), Virginia Beach

WASHINGTON

E.M. Bleth (EAA 9023088), Battle Ground
Bill Daniels (EAA 84066), Auburn

David Knutson (EAA 1083645), Wenatchee
Paul Kuntz (EAA 30922), Sequim

WISCONSIN

Alexander Balestrieri (EAA 1044234), Elkhorn
Henry Bassett (EAA 27225), Madison
Marshall Fairman (EAA 864694), Beloit
Robert Gordon (EAA 769796), Green Bay
Jeff Gruebling (EAA 1250132), Fort Atkinson
John Gusmer (EAA 193929), Waupaca

Lester Hahn (EAA 139), West Bend

Eugene Hasel (EAA 71675), Lake Mills

Lloyd Lathrop (EAA 5223), Beaver Dam
Daniel Naughton (EAA 814023), Pleasant Prairie
Gerald Thorpe (EAA 424711), Menasha

CANADA

Steve Dallas (EAA 399421), Toronto, Ontario

Ted Douglas (EAA 430280), LaSalle, Ontario

Harold Rainforth (EAA 588502), Calgary, Alberta
Mal Ratcliff (EAA 884295), South Porcupine, Ontario

GERMANY
Ingrid Fischer (EAA 1380819), Wolfsburg, Lower
Saxony

NEW ZEALAND
Robin Corbett (EAA 1019763), Ashburton, Canterbury

UNITED KINGDOM
David Ross (EAA 1167481), Hyde, Greater Manchester
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ADVERTISEMENT

CLAROXAN® ADVANCED | NUTRIENTS FOR EYES

Control What You Can Control

It's unbelievable how one simple change can dramatically improve your performance.

Pass the Vision Portion

of Your Medical

5 Star Reviews!

“| used to have to wear glasses for
long distance. Now | can see long
distances much better.* Man does it
work.”

- Jim McLawhorn ﬁ(ﬁ(ﬁﬁ(**

“Without a doubt it has improved my
vision, which is why | keep ordering.”
It is helping me out a lot. It does
what it says it will do, day & night.”

- Paul Anderson i‘(*?ﬁ(*i\(

“It is the only supplement that I've
taken where | noticed a difference
right away. | think my eyes would be
a lot worse if | wasn't taking it.”

- Clarence Mitzel WW

A Concerning Statistic

By the time you reach 40 years of
age, you have a 1in 14 chance of
experiencing some degree of aging
in your eyes to the point that it ad-
versely affects your vision.

And your eyesight and the rest of
your body will only continue to natu-
rally decline from there. Unless you
do something about it.

Leaders in Vision Enhancement
Innovating and improving since 2003!

F P

T O Z
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PECFD
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D:® F P O T B C -
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CRISP. SHARP. CLEAR.

Claroxan® ADVANCED

A big part of being able to pass your medical is taking care of yourself and making sure you're only put-
ting the best quality nutrition into your body.

That's why we recommend Claroxan® Advanced for healthy eyesight. It's more than just a regular eye sup-
plement. In addition to lutein and zeaxanthin for macular pigment and blue light filtration — it also contains
bilberry extract for night vision support, grape seed extract for antioxidant and circulation support, and
riboflavin and other vitamins that help contribute to the maintenance of normal, healthy vision.*

Claroxan® Advanced is a once daily tablet that is easy to swallow and easy on the gut and provides your
eyes with the nutrition they need to help you continue doing what you love to do for as long as possible!

Claroxan® Advanced is distributed by Pacific Health, Inc. All of their products are rooted in innovation and
provide superior value and consistent, high-quality. The Claroxan® brand has been trusted and preferred
in the aviation community since 2005 and if you're not 100% satisfied, they have a 100% money-back
guarantee on all unopened bottles.

Seriously, it's one of the best eye supplements out there. It provides a formula created to support visual
acuity, contrast sensitivity, glare reduction and eye fatigue reduction.” Think of it as a way to give your
peepers the proper nutrition they need so that they may continue to operate at a high level.

r
FOR THE LOWEST PRICE CALL

1-855-820-4050

Use Coupon Code: EA22 \‘

Preferred

.

-
Proudly formulated and ‘é?f—“{f

—
manufactured in America. é@ A+
4»:' =Y

US Owned and Operated. ﬁ“
CNEY B3

You can also order online by visiting www.CLAROXAN.com

*These statements have not been evaluated by the FDA. This product is not intended to diagnose, treat, cure or prevent any disease.
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MEMBERS/CHAPTERS IN ACTION

From South Carolina to

BY JADE MORRIS, EAA PUBLICATIONS INTERN

AFTER 42 SHORT HOPS in six days, 14-year-old Alina Scott made her first trip to
EAA AirVenture Oshkosh all the way from South Carolina in her Aerolite
103 ultralight!

Alina was born into the world of aviation. Growing up in Virginia, her fam-
ily always made it a priority to attend AirVenture. Her father is a pilot, so
throughout her aviation journey, her dad has provided reassurance that she
can achieve great things. Although her mom is not a pilot, she supports Alina
wholeheartedly.

Alina started by flying paragliders to see if aviation was something she
wanted to pursue. Even though her first flight in a paraglider did not go as
planned, she knew this was something she wanted to continue and improve.

Eventually, she tried her hand at flying an ultralight. Her first flight was in
an Aerolite 103, the same model she flew to AirVenture. After she reached this
milestone, her determination and perseverance only grew.

“Because I accomplished this, now I feel like I can accomplish more. I am
not saying it was easy to get here, but once you are done with it, you are like,
“That is it!"” Alina said. “It takes patience, which is the hard part, but once
you’re done, you realize you did it, and it was not impossible. I can do more.”

Alina has been coming to AirVenture since she was born. She loves attend-
ing because it is always an action-packed event. She sees it as a place where
everyone can find something they enjoy, from cooking shows to jewelry
booths to air shows and demonstrations. She always takes away information
she can use to grow in her aviation career.

Arriving several days before the start of AirVenture, Alina stayed at a hotel
but prefers camping. “When we were at the hotel, this didn’t feel like Oshkosh
yet,” she said. “We camped out on Sunday night; it was the first day that felt
like Oshkosh. You have to walk to breakfast, walk to the showers, the trainer
for P-51 [T-6] flying by waking up everyone, and the guy who yodels on the
speakers — it is all a tradition for people at AirVenture.”

The future is bright for Alina, as she plans to continue mastering her craft
of flying. She wants to keep improving and accomplishing everything she can

Oshkosh by Ultralight

in aviation, and hopes to soon earn her pilot certificate.
Eventually, she wants to join the Air Force and be fully
immersed in aviation. And, of course, she wants to keep
attending AirVenture for years to come. £44

WELCOME, NEW EAA CHAPTERS

EAA's local chapters are about people, bringing together individuals interested
in learning more about aviation as well as sharing their own knowledge. To
find a local chapter and get involved in grassroots recreational aviation in your
own backyard, see EAA.org/Chapters.

CHAPTER 1686
Oakland, California
Frankie Ridolfi
frankie.ridolfi@gmail.com

CHAPTER 1687
Tehachapi, (alifornia
Paul Nafziger
naf@britevalley.com
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WELCOME, NEW LIFETIME MEMBERS

ALABAMA
Ken Philippart (EAA 1211007), Huntsville

Derek Strembicke (EAA 1177943), Owens Cross Roads

ALASKA
Glenn Gileno (EAA 169855), Palmer

ARIZONA

Andrew Baker (EAA 1063896), Phoenix

David Bean (EAA 696911), Chandler

Jason Burg (EAA 1081472), Goodyear

Robert Meyer (EAA 1035709), Phoenix
Timothy 0'Hara-Haworth (EAA 1304967), Mesa
R. Shane Rosanova (EAA 577692), Flagstaff
Michael Scott (EAA 1123027), Benson

ARKANSAS

Stuart Doughty (EAA 463336), Fayetteville
Dale Harris (EAA 1163605), Sherwood

Ken McConnaughhay (EAA 566782), Searcy

CALIFORNIA

Jeffrey Corbets (EAA 1105462), Santa Clarita
Shelly Corbets (EAA 1107373), Santa Clarita

John Farwell (EAA 486651), Vista

Daniel Feeney (EAA 169400), Carlsbad

Rick Gilligan (EAA 688738), Morro Bay

David Gordon (EAA 1265447), La Jolla

Auric Horneman (EAA 1354813), Oakland

Jim Markel (EAA 1184466), Huntington Beach
Enzo McCreight (EAA 1538301), Glendale
Christopher Millsap (EAA 1326234), Castro Valley
Michaelangelo Morgado (EAA 475612), Hayward
Scott Mueller (EAA 1261471), Somis

Alan Scott 0’Brien (EAA 481400), Santa Rosa Valley

Shelly 0'Brien (EAA 883189), Santa Rosa Valley
Sharon 0'Leary (EAA 629512), Carlsbad
Michael Oxford (EAA 1535907), Castroville
Stefano Paris (EAA 325538), Simi Valley
Michael Repka (EAA 1540038), Palo Alto
Rachel Repka (EAA 1540330), Palo Alto
Paolo Resmini (EAA 1263131), Palo Alto

Gary Rudolph (EAA 1231421), Orinda

Lisa Rudolph (EAA 1231422), Orinda

Tom Steinbrenner (EAA 70395), Vacaville
Rebecca Steiner (EAA 1510501), Morgan Hill
Stephen Steiner (EAA 1200825), Morgan Hill

COLORADO

Dan Berry (EAA 222073), Longmont

Jane Boykin (EAA 1536927), Hotchkiss

Randy Boykin (EAA 1121656), Hotchkiss

Ragan Cahill (EAA 1459926), Boulder

Christopher French (EAA 561223), Steamboat
Springs

William Hug (EAA 266420), Berthoud

Chris Miller (EAA 1189387), Boulder

Keith Serkes (EAA 315232), Pagosa Springs

Téa Thomas-Lowe (EAA 1544603), Englewood

DISTRICT OF COLUMBIA
Kali Hague (EAA 1545481), Washington
Kent Jackson (EAA 426920), Washington

FLORIDA

Nicholas Barson (EAA 1436060), Fort Pierce
George Bauer (EAA 324317), Windermere
Jim Campbell (EAA 1546164), Orange Park
Debbie Cloud (EAA 1214777), Port Orange
Eliot Danner (EAA 1121712), Wellington
Matthew Dunkel (EAA 706673), Port Orange
Ricardo Foster (EAA 771023), Lutz

Colin Gibb (EAA 1247383), Orlando

Brian Griffin (EAA 1077332), Port Orange
Geoffrey Herring (EAA 247932), Melbourne
Sarah Herring (EAA 1326700), Melbourne
William Hicks (EAA 1536436), Gainesville
Eric Hinson (EAA 1545466), Winter Park
Scott Howell (EAA 1540299), Nokomis
Eddie Jorge (EAA 1180615), Pembroke Pines
Michael Karaszewski (EAA 491099), Pensacola
Patrick Keesler (EAA 195654), Naples
Geoffrey Kepka (EAA 1541633), St. Cloud
Gerry Peterson (EAA 877544), Merritt Island

GEORGIA

Michael Ciochetti (EAA 671763), Clayton
Douglas Evenson (EAA 276677), Pine Mountain
Jeff Grenfell (EAA 325954), Kathleen

Gregg Larson (EAA 1225067), Canton

Joe Reheiser (EAA 1231793), Griffin

Claude Smith (EAA 1547377), Fayetteville

HAWAII
James Cottrell {(EAA 1541899), Wahiawa

ILLINOIS

Doug Baker (EAA 426434), Tampico

David Boone (EAA 189949), Crystal Lake
Christopher Denault (EAA 396021), Union Hill
Gregory Dubin (EAA 1234646), Lake in the Hills
Connie Gulley (EAA 1291760), Manteno

Gordon Gulley (EAA 1168983), Manteno

Juliana Hart (EAA 1291251), Quincy

€.P. Jois {EAA 1010189), South Barrington
Ben Koch (EAA 1538392), Tremont

John Kruse (EAA 271911), Rockford

Silas Kuemmerle (EAA 1270990), Chicago
Allan Manteuffel (EAA 1249115), Wheaton
Ryan McBride (EAA 1114417), Chicago

Isaac Montague (EAA 1209457), 0'Fallon
Anthony Sabatine (EAA 1011124), Algonquin
Melvin Schleich (EAA 59098), Freeport
Martin Schroeder (EAA 524817), Bloomington
Blake Smith (EAA 1547215), Bartlett
William Thacker (EAA 202172), Chenoa
Christian Thomsen (EAA L05924), Monee

INDIANA

Matthew Branson (EAA 730375), Granger
April Cheung (EAA 1214813), Rochester
Steven DeGroff (EAA 261739), Decatur
Kenzie Florkiewicz (EAA 1537833), Schererville
Anthony Hernandez (EAA 1469593), Dyer
Ariel Hernandez (EAA 1469594), Dyer
James Hickman (EAA 1202915), Hammond
Jene Hickman (EAA 1080530), Hammond
David Merrick (EAA 240535), Rochester
Job Savage (EAA 1427903), Huntington
Timothy Savage (EAA 256728), Huntington
Karl Schilling (EAA 79030), Franklin

I0WA
Nicholas Radloff (EAA 1175512), Fort Atkinson

KANSAS

Kevin Blackwell (EAA 1535932), Newton
Matthew Harrah (EAA 1389711), Wichita
Jordan Overstreet (EAA 1544205), Spring Hill
Michelle Riesselman (EAA 1540873), Wichita
Tod Roberg (EAA 1206913), Salina

KENTUCKY

Gary Hendrix (EAA 500679), Frankfort

Ron Redmon (EAA 555096), Taylorsville
Jill Rosedale (EAA 1545223), Crestwood
Michael Rosedale (EAA 554450), Crestwood

MARYLAND

Ashley Carruthers (EAA 1238233), Charlotte Hall
Matt Carruthers (EAA 1238232), Charlotte Hall
Robert Hicks (EAA 829646), Leonardtown
Gregory Horst (EAA 1146584), Glen Burnie
Nhu-An Nguyen (EAA 1399562), Bethesda

WWW.£aa.org
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MEMBERS/CHAPTERS IN ACTION

MASSACHUSETTS
Timothy Pininski (EAA 1207014), Chicopee

MICHIGAN

Jacob Carmer (EAA 1018203), Mount Morris
Sandie Carmer (EAA 1195522), Mount Morris
Christopher Coleman (EAA 1235647), Harbor Springs
Bryan Fillman (EAA 787605), Nunica

Kirk Hart {(EAA 200964), Kalamazoo

Reuben Marquard (EAA 864858), Mancelona
Larry Mroczek (EAA 464995), Marcellus
Molly Pyles (EAA 1304131), Tecumseh

Nathan Pyles (EAA 1304130), Tecumseh

David Salzmann (EAA 1229485), South Lyon
Richard Swortzel (EAA 72938y), Chelsea

MINNESOTA

Alex Aguirre (EAA 1536759), Cottage Grove
Amy Aguirre (EAA 1536760), (ottage Grove
Eric Brown (EAA 834238), Minneapolis

Paul A. Carlson (EAA 438806), St. Paul

Jeffrey Dale (EAA 1453431), St. Paul

Parker Drieman (EAA 1481191), Ham Lake
Jonathan Ingalls (EAA 1446728), Burnsville
Bryan Johnson (EAA 1540895), Esko

Taylor Matz (EAA 859176), Hayward

Brett Nordick (EAA 398224), Glyndon
Masanori Saito (EAA 1273476), Inver Grove Heights
Sarah Saito (EAA 1273477), Inver Grove Heights

MISSISSIPPI

Robert Kyle (EAA 637834), Madison
Brent Lindley (EAA 1536561), Petal
Sonny Ruff (EAA 861862), Ridgeland

MISSOURI

Lara Brunk (EAA 1538203), Auxvasse

Mathew Brunk {EAA 1538202), Auxvasse
Dante Cosentino (EAA 1195254), Lee’s Summit
William Cosentino {EAA 207668), Lee’s Summit
Brent Humphreys (EAA 797010), West Plains
Erica Humphreys (EAA 1055658), West Plains
Jason Murphy (EAA 1300443), Palmyra
Kristen Murphy (EAA 1310280), Palmyra

Dan Myers (EAA 319869), St. Charles

Theresa Myers (EAA 1545482), St. Charles
John Thomas (EAA 1212820), Lake Lotawana

MONTANA
Harline Moyer (EAA 1546879), Whitefish
Tim Moyer (EAA 753217), Whitefish

NEBRASKA

Cole Dostal (EAA 1356347), Omaha
Sean Fritz (EAA 868754), Lincoln
Tammy Fritz (EAA 1540285), Lincoln
Michael Mitchell (EAA 457290), Sidney

NEVADA
Emmy Dillon (EAA 1537831), Carson City
Michael Mainiero (EAA 1071848), Carson City

NEW HAMPSHIRE
William McCormick (EAA 1539956), Fitzwilliam
Ernest Souliere (EAA 353658), Rochester

NEW JERSEY
Kevin Laufer (EAA 435791), Moorestown

NEW MEXICO

Janell Marker {EAA 798234), Los Lunas

Mike Marker (EAA 132580), Los Lunas

Victor Porak de Varna (EAA 1461459), Santa Fe

NEW YORK

Ronald Ellis (EAA 531582), Hampton

Louis Pilie (EAA 1149832), Grand Island
Connie Sampson (EAA 1385397), Central Islip

NORTH CAROLINA

Greig Hillman (EAA 1143372), Old Fort

Jan Jarrell (EAA 1542473), Hendersonville
Steve Jarrell (EAA 866295), Hendersonville
Kerry Kenner (EAA 4,64837), Charlotte
Daniel Stoner (EAA 1299289), Waxhaw
Rachael Stoner (EAA 1299290), Waxhaw
Bob Thomason (EAA 121669), Charlotte

NORTH DAKOTA
Logan Lynch (EAA 1406597), Killdeer

OHIO

Rachel Allen (EAA 1279703), Dayton
Nathan Fisher (EAA 1114241), Mason

P.J. Grantonic (EAA 1547214), Steubenville
Brent Johnston (EAA 1267395), Galena
John McSwiggin (EAA 1200788), Cincinnati
Joshua Moore (EAA 1187081), Wooster
Jonah Neary (EAA 1540312), Millbury
Zachary Phillips (EAA 1479066), Dayton
Bill Swartzlander (EAA 1150842), Dayton

OKLAHOMA
Chad Jennings (EAA 1274763), Tulsa

PENNSYLVANIA
John Baum (EAA 1537829), Shavertown
Joyce Light (EAA 1266326), Pittsburgh

SOUTH CAROLINA

Erica Beavers (EAA 1545467), Charleston

Jason Beavers {EAA 754972), Charleston

George Fram (EAA 1192855), Anderson

Nicholas Hillhouse (EAA 1209636), West Columbia

SOUTH DAKOTA
Robert Metz (EAA 209888), Peever

TENNESSEE

Priscilla Bankston (EAA 1066527), Mount Juliet
Steven Bankston (EAA 1066525), Mount Juliet
Bradford Hardee (EAA 1415897), Smyrna

Kevin Milleson (EAA 1368854), Lebanon

Clay Moscardelli (EAA 1286682), Lebanon
Taylor Newman (EAA 715764), Apison

Richard Peugeot (EAA 1482274), Nashville

TEXAS

Dennis Bazemore (EAA 271335), Ingleside
Kelley Bazemore (EAA 1301065), Ingleside
Ned Beiser (EAA 493928), DeSoto

Keneth Brown (EAA 1229131), Brookshire
Justin Bruni (EAA 1418740), San Antonio
Robert Bruni (EAA 696934), San Antonio
Jesse Clayburgh (EAA 1539248), San Antonio
Michael Dearing (EAA 1174295), Montgomery
Gerald Farber (EAA 578946), El Paso

Linda Farber (EAA 1369015), El Paso
Thomas Fowler (EAA 344067), Keller
Cameron Gulley (EAA 1197085), Eastland
Lorrie Gulley (EAA 1197086), Eastland
Dalton Heath Il (EAA 1228846), Huntsville
Steve Jacobson (EAA 227967), Grapevine
Doug Jaffe (EAA 1546912), Horseshoe Bay
Forrest King (EAA 74.0628), Wylie

Whitney Kuykendall {(EAA 1300580), Bryan
Gregory Ramin (EAA 1545474), Houston
Nikolas Ramin (EAA 1151819), Tomball
Yohei Shiratori (EAA 870450), Edna
Robert Strong (EAA 4.8291), Murchison
Sarah Thompson (EAA 1540273), Burleson
Victor Thompson (EAA 1540271), Burleson

UTAH

Brian Andersen (EAA 1176406), South Jordan
Igor Best-Devereux (EAA 266650), Salt Lake City
Worth Bistline (EAA 1252866), New Harmony
Dion Davidson (EAA 1248671), Sandy

VIRGINIA

Richard Cathcart (EAA 1443683), Covington
Jonathan Faught (EAA 1023756), Woodbridge
Ashley Foster (EAA 1301425), Dublin

Dustin Foster (EAA 1293311), Dublin

Ray Hoover (EAA 156296), Winchester

Lowell McCulley (EAA 545820), Front Royal
Kenneth Rauch (EAA 1124730), Fredericksburg
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WASHINGTON

Lisa Alexander (EAA 1389144), Battle Ground
Ray Alexander (EAA 1389143), Battle Ground
Becky Lux (EAA 1048004), Newman Lake
William Lux (EAA 794905), Newman Lake
Kris Nostrand (EAA 1260918), Duvall

UISCONSIN

Joseph Androfski (EAA 141879), Waunakee
Donald Ashton (EAA 319181), Green Bay
Ashley Beno (EAA 1158942), Kaukauna
Patrick Beno (EAA 1298412), Kaukauna
Rodney Berndt (EAA 1164942), Oshkosh
Cynthia Boelk (EAA 356990), Oakfield
Larry Burton (EAA 1150617), Neenah
Margaret Burton (EAA 1519890), Neenah
Lance Campbell (EAA 446256), Franksville
Don Chambers (EAA 1537837), Menasha
Brian Cook (EAA 1163081), Madison
Michael Costley (EAA 1157408), Weyauwega
Robert Faith (EAA 178461), Monroe
Michael Gauthier (EAA 229056), Krakow

Joshua Goldman (EAA 1217665), Green Bay
Kurtis Hoffmann (EAA 1278097), Fond du Lac
Mark Kimmel (EAA 1245374), Fond du Lac
Francis Kitslaar (EAA 237096), Green Bay
Charles Knuteson (EAA 386958), McFarland
Steven Krog (EAA 173799), Hartford

Michael Lotzer (EAA 437849), Dousman
Robert Lussow (EAA 206907), Richfield
Julie Malinovsky (EAA 1456976), Wausaukee
Keila McCarty (EAA 1244339), Green Bay
Tonie Michaels (EAA 1246037), North Prairie
Brian Milligan (EAA 1170864), West Bend
Cornelia Milligan (EAA 1170865), West Bend
Alfred Nelson (EAA 365111), Rio

Daniel Ney (EAA 755043), Oshkosh

Lori Nieland (EAA 1227152), Grand Chute
Jeremy Niemiec (EAA 1289956), Milwaukee
Renae Ott (EAA 131332), Forest Junction

Rey Palop (EAA 1178134), Shell Lake

Justin Payton (EAA 1376372), Oshkosh

Mark Pruess (EAA 42590), Sussex

Christine Ribble (EAA 1546842), Neenah
Troy Ribble (EAA 1546841), Neenah

Jan Rodrian (EAA 1540259), Grafton

Jim Rodrian (EAA 157667), Grafton

Joseph Schimnich (EAA 1132038), New Berlin
JoAnn Schmitz (EAA 1309046), Waupun
Warren Schmitz (EAA 1210451), Waupun
Thomas Steber (EAA 144044), Green Bay
Matt Steel (EAA 1254853), Appleton

WYOMING
Elly Cutforth (EAA 1546167), Sheridan

CANADA

Tim Everets (EAA 1207995), Comox, British
Columbia

Shiv Ram Krishna (EAA 1549613), St. Catharines,

Ontario

NEW ZEALAND

Mike Jones (EAA 1528031), Auckland, Auckland
Region

Ford Tri-Motor 5-AT property of

VISIT FLYTHEFORD.ORG
OR CALL 1-877-952-5395
TO RESERVE YOUR FLIGHT

VISIT FLYTHEFORD.ORG
FOR A COMPLETE SCHEDULE!

FLIGHTS AVAILABLE THURSDAY 2-5 P.M.
AND FRIDAY-SUNDAY 9 A.M.-5 P.M.

RELIVE THE GOLDEN AGE OF AVIATION
>
EAA)

BOOK
YOUR
FLIGHT

Climb aboard EAA's
North American B-25 Mitchell
Berlin Express for a
once-in-a-lifetime opportunity
to fly in one of World War II's

most iconic aircraft.

VISIT EAA.ORG/B25
FOR THE MOST
Tol:;;%ﬁgﬁl_ls Visit EAA.org/B25
INFORMATION. EAA- orcall 800-359-6217

©2023 Experimental Aircraft Association, Inc.

“Keep ‘em Flying”—Revenues from the B-25tour help cover maintenance and operations costs for Berlin Express.

WWW.eda.org
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VOLUNTEER SPOTLIGHT

YOU MAY RECOGNIZE TENLEY ONG, EAA 1388744, f
written relatable stories about working toward h
pilot, is also one of the hardworking volunteers w
cleans and sets up the forum buildings but also h
cial newspaper of EAA AirVenture Oshkosh, for
afraid to cover subjects people want to know. Fr
50th anniversary flyover to how much free stuff
the AirVenture grounds, Tenley loves being invo
“TI’'ve been involved in a lot of stuff in my shor
encountered ... a community quite like the aviat
in the last couple years has been incredible, and

Tenley, originally from Sacramento, fell in lo
of flying cars and flying to school. In high schoo
Sacramento. “I was looking at the ground and a
ent angle ... T couldn’t stop thinking about it,” sh
instructor, and the rest is history.

She first got involved with EAA through her
Sacramento, California, in 2020. She worked on
ally mentoring other young pilots and earning a
along with Ray scholars from her chapter to Ai
pavilions and getting the forum stages ready. W
subject Abigail Oleniczak, EAA 1157455, wrote
chapter was doing.

“T was like, ‘Hold up! That’s really cool! I wa
Today Managing Editor Hal Bryan and reporte

Ny SportAviation  September 2023
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EAAP Aerokducate”

Your Gateway to an
Exclting Career in Aviatiom

AeroEducate is a totally free resource now
open for all youths, parents, educators, and
youth leaders to register and explore the
wide world of aviation and aerospace.

Start your journey today!
¥ Free aviation and aerospace activities

¥ Self-paced online, activities, hands-on
projects, and in-person experiences

¥ Explore aviation skills and careers
# Earn digital achievement badges

OG-0

AeroEducate.org/Enroll

Our partners:

4
AV/ATE

UNITED

AIRBUS
SIEMENS



A220 | A240

taildragger tricycle gear
quick-folding wings -- factory-built
well-equipped for $119,950!

812-384-4972
www.aerotrek.aero

Aerotrek®

NPYTO@EE(DWSEX[?EFT@EQDDG@[E
CUSTOMIRESTRAINTSIFOR
All [XP[RIM[NI'A[ P[AN[S

ERF
32

/ "%/ SAFET

Antennas
for

Kit & Antique
Airplanes

Mounts inside
the airframe.
No ground plane needed

(1/2 Wave Dipole).
Impedance matched.

Comm, Nav, ELT, Transponder.
VSWR certified.

Transponder $99

VHF $149

Advanced Aircraft Electronics

P.0. Box 67438 = Albuquerque, NM 87193
1-800-758-8632

www.advancedaircraft.com

Dipole

Wheels Brakes
Landing Gear

Phone (864) 214 4274
www.beringer-aero.com . NEW:
us.sales@beringer-aero-usa.com |Kit Van’s RV10

A ultralight with a larger cockpit area and increased gross

gross weight of 575 Ibs. STOL Powered by the
Better Half VW aero engine. Wood wings, steel fuselage and
aluminum tail construction.

Airplane plans $85. Engine plans $30. Four helpful DVDs $25
each. Call L.E. Milholland for plans, DVDs at 281-785-3777.

leonardmilholland@gmail.com, www.legaleagleairplane.com

weight allowance. Empty weight 246 Ibs, wing area 120 sq. ft.,

This Little Battery
Brings Big Peace
of Mind

Back up power

Bacl<UpBattery

an

for your EFIS,
GPS, Auto Pilot
and Electronic Ignition Systems.
Order yours today at
www.tcwtech.com

V4

technologi

IES  610928-3420
ENGINEERED FOR™FLIGHT Emmaus, PA. USA

2> ad 77— THE DOOR LEADER

HYDRAULIC

ONE-PIECE DOORS

BIFOLD

STRAP LIFT DOORS

”507 426 8273
+soﬂm/s.swooﬁs.aam

CLASSIFIED ADS

AIRCRAFT
1951 Bonanza without engine and propeller. Disassembled.
Make offer. owenstaggerwing@gmail.com

BOOKS
WORLD'S MOST POPULAR Aircraft Design Books
@ www.aircraftdesigns.com/ jets@mbay.net

ENGINES

Kawasaki package - save 50% - engine, reduction drive,
carburetor, and exhaust. o-time, 64 Ibs., 40 HP.

Contact J-Bird - CALL FOR FREE CATALOG!! (262) 6262611

Rebuilt Engines starting @ $900 - guaranteed Kawasaki,
Rotax, Hirth & most other brands w/BEST reduction drive,

carburetor, exhaust selection of accessories wi/top-notch service

from friendly staff. J-Bird, 210 Main St. Kewaskum WI 53040
CALL FOR FREE CATALOG! 262-626-2611

—— FLYMART & CLASSIFIED ADS

MISC

Carbon fiber cowls for PA18 aircraft. Field approval basis
available for certified Cubs. Selkirk Aviation 208-664-9589
www.selkirk-aviation.com

Windshields-Windows-Canopies for experimental aircraft.
Custom jobs welcome. airplastic@aol.com, 937-669-2677

Landing Gear-Wittman type rod gear since 1969. (ontact
Harmon Lange 503-781-4147, harmon@langair.com

BUILD YOUR OVUN BOAT! Send $9.95 for (atalog of 300 boats
you can build, includes FREE Dinghy plans & $9.95 coupon.
Glen-L, 826 E Park Ave, Port Townsend WA 98368,
562-630-6258. www.Glen-L.com/EAA

Aircraft wires from Bruntons of Scotland. Certified wires
featuring stronger rolled threads. AN665 stainless terminal
assemblies. Call for quote. Steen Aero Lab, (321) 725-4160.
www.steenaero.com

OSHKOSH/AIRVENTURE HOUSING

OSHKOSH BOUND? Visit Sleepy Hollow Farm - the closest
private RV campground to AirVenture. (all 1-877-438-6531
or www.sleepyhollowfarm.com

PLANSI/KITS

Aircraft plans advertised in EAA Sport Aviation must have
satisfied the FAA minimum requirements of the Experimental
Amateur-built Category and must have been operated a
minimum of 25 hours when using an FAA certified engine
or 40 hours with a non-certified engine and should have
satisfactorily demonstrated its advertised qualities. The FAA
Operation Limitation must have been amended to permit
flight outside the test flight area.

Skybolt plans $165, Pitts S1-C plans $250, 51-SS updates
$100, materials & components. Knight Twister plans:
single $250, two-place $285. Firebolt plans $275. Pilot
& aircraft accessories. Steen Aero Lab, (321) 725-4160.
Www.steenaero.com

PROPELLERS

www. PerformancePropeller.com Two & Three Blade
Multi-Laminate Wood composite propellers for up
through 300 HP. 630-551-8733

MT & Hoffmann Propellers for aerobatic, homebuilt &
production aircraft. Call for quote. Steen Aero Lab,
(321) 725-4160. www.steenaero.com

REAL ESTATE

Aviator's/Sportsman’s Paradise! 133 private & unique
acres that can host amphibian aircraft & a 3400" runway.
Located 30 minutes from Columbia, SC on a peninsula
with over a mile of waterfront on one of the best bass
fishing lakes in the country. Google Earth:

N 34 08 26.66/W 8126 52.92; $2.2 Million.

For more info: 803-917-8966/ jsfrick@mindspring.com
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EAA) Young Eagles

éhe 2rit of Aviation

FREE FLIGHTS FOR YOUTH AGES 8-17 m ] [m

This is your chance to pass along aviation’s torch and have a blast in the process.
Learn more and take the first step in becoming a volunteer pilot today!
EAA.org/YEPilots u g

i
[/
Mg
-

“| joined the
local chapter and
flew my first four [Young

Eagles] flights Saturday. | can
honestly say that was the most fun I've had in
an airplane in a while, and | can't wait to do it
again next month!”

—Bret Koebbe, EAA 1053130

L 75

EAA Young Eagles Presenting Sponsor Official Airline of EAA Young Eagles EAA Young Eagles Flight Plan Partners EAA Young Eagles Supporting Sponsors

PHILLIPS sporty’s ] =l=
%& UNITED % EMBpRY-RE)DLE Ann - A

Aeronautical Universi @ LOBA, - :
ronautical Universi %
7)) L\CHTSPEED ‘!§( ~7
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Your next

(full 4o

s waiting!

Be ready for anything that comes
your way with EAAs newest fall
collection. Shop cooler weather
clothing, bonfire-ready ., A
blankets, flight bags, and
more.

Save 10% on all
merchandise with your
EAA® member discount,
and use code SA2309 for iﬁ"
free standard shipping*.

SHOP NOW AT
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SPORT AVIATION PAGE WEBSITE PHONE SPORT AVIATION PAGE WEBSITE PHONE
Advanced Flight Systems IFC www.advancedflightsystems.com 503/263-0037 Superflite 85 www.superflite.com 800/323-0611
AerOx Aviation Oxygen Systems LLC 90 WWW.aerox.com 239/405-6117 Superior Air Parts 83 Www.superiorairparts.com 972/829-4635
Aircraft Spruce & Specialty (o 0BC www.aircraftspruce.com 877lL77-7823 SureFly Electronic Ignition 35 www.surefly.aero 81713735161
ASA 29 www.asazfly.com/faraim 1425-235-1500 Tempest Plus 3 www.tempestplus.com 800/822-3200
B & ( Specialty Products 91 www.bandc.info/SAV 316/283-8000 Van's Aircraft, Inc. 93 www.vansaircraft.com 503/678-6545
Daher 9 www.thm.aero 954/993-8477 Wag-Aero 95 WWW.Wagaero.com 800/558-6868
DeltaHawk Engines. Inc. 3 www.deltahawk.com 262/583-14500 Zenith Aircraft Company 25 www.zenithair.com 573/581-9000
ElectroAir Electronic Ignition Systems 89 www.electroair.net 2481674-3433
ForeFlight/Boeing 3 www.foreflight.com/jeppesen EAA AeroEducate 115 www.eaa.orgl/aeroeducate 800/5644-6322
Garmin 7 www.garmin.com/experimental 800/800-1020 EAA AirVenture 2023 Thanks 69 www.eaa.orgltickets 800/999-3712
GRT Avionics 87 www.grtavionics.com 616/245-7700 EAA AirVenture Sponsor Thanks 67 Sponsor Level Listings |
EAA AirVenture Oshkosh 800/999-3712

Gulf Coast Avionics 2 www.GCA.aero/EAA 86611549181

EAA B-25 Tours 13 Www.eaa.org/B2s 800/359-6217
John Deere Il www.johndeere.com/gator 309/765-8000

EAA Chapters 106 www.eaa.org/Chapters 800/5644-6322
JP Instruments 2 www.jpinstruments.com 800/345-4574

EAA Falcon Insurance 1BC www.eaalowerrates.com 866/647-4322
Leading Edge Air Foils, LLC 95 www.leadingedgeairfoils.com 800/532-3462

EAA Member Benefit Spotlight 99 www.eaa.org/From TheTower 800/564-6322
Lockwood Aviation Supply/

Rotax Service (ntr 89 www.lockwood.aero 800/527-6829 EAA Retail Merchandise 18 www.shopeaa.com 800/564-6322
lycoming L5 www.lycoming.com 800/258-3219 EAA SportAir Workshops 107 www.sportair.com 800/967-5746
MT-Propeller 95 www.mt-propeller.com 386/736-7762 EAATribute Products 106 Www.eaa.org/support/giving 800/236-4800
Pacific Coast Avionics 2 www.PCA.aero/EAA 855/225-3421 EAA Tri-Motor Tours 13 www.flytheford.org 87719525395
Pacific Health, Inc./Claroxan 90,109  www.claroxan.com/optimis7 855/820-1,050 EAA Vintage Aircraft Association 107 www.eaa.orglvintage 800/564-6322
PenFed Credit Union 17 www.PenFed.org 800/557-7328 EAA Webinars 107 WwWw.eaa.orgl/webinars 800/236-4800
Powerlift Doors 27 www.powerliftdoors.com 8L1/275-9351 EAA Young Eagles nr Www.youngeagles.org 877/1806-8902
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F-104 THROTTLE ASSEMBLY

THIS THROTTLE ASSEMBLY was fitted to a Lockheed F-104A Starfighter, serial No. 56-0763. This particu-
lar aircraft spent much of its service life based at the USAF Flight Test Center at Edwards Air Force Base in

(alifornia. During that time it was used as an engine test bed and chase plane for the X-15, XB-70, and

SR-71 flight test programs. More than 20 pilots flew the aircraft, including legends like Scott Crossfield,
Joe Engle, and Chuck Yeager. £24
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WHATEVER YOU FLY,
EAA INSURANCE
SOLUTIONS HAS
YOU COVERED.

General Aviation
Non-Owned

Flying Clubs
Aerobatics

Warbirds

Vintage

Powered Parachutes
Weight-Shift Trikes
Flight Instructors
Aircraft Projects

VVVVVYVYVYVYVYV

Learn more at EAA.org/Insurance

_— .
EAA) Insurance Solutions

Administered by Falcon Insurance Agency, Inc.
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£EAA- AIRVENTURE

OSHKOSH
2024

July 22 - 28, 2024
Bookmark EAA.org/AirVenture
for AirVenture 2024 updates

et . AIRCRAFT SPRUCE

weéo.  Homebuilders’ Headguarters

Parts Finder  Imookingfor

SHIPPING!

MOST ORDERS
OVER $350 IN
LOWER 48 STATES

AVIATION’'S BESTWEBSITE « SAME DAY SHIPPING . 10,000,000+ PARTS IN STOCK
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Aircraft Spruce is the leading worldwide distributor of general aviation parts and supplies.
ORDER YOUR Our orders ship same day, at the lowest prices, and with the support of the most

FREE 2023-2024 helpful staff in the industry. We look forward to our next opportunity to serve you!
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