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IN MEMORIUM

Samuel F. Lennox, 83, died Tuesday, Sept. 23, 2008Lennox was born in Glens Falls, NY, and moved
The Villages, FL, from Charlotte, VT, in 2004, whkdre lived for 40 years. He was a staff engineelgb for

30 years; was an Army veteran of World War Il segvin the 95th Infantry Division and enlisted atdy; he
was a member of the VFW; avid woodworker and fumaitmaker; was a long-time member of the Shelburne
Airport; owned, restored, and piloted his own plased a member of the Experimental Aircraft Asstora
Survivors include his wife, Myrtle; daughters, GAénoit and husband Leonard Benoit, of The Villad&iane
Loretta Roby and husband, David Roby of Burlingtai, and two grandsons, Jason and Tracy Monniere. |
lieu of flowers, donations may be made to the ¢haifione's choice in memory of Sam Lennox.

There will be a memorial service for Mr. Lennox\Wednesday, October 8th, 6:00pm at the ShelburrgoAir
(VT8).

| News and ViewsBruce Richardson Chapter Elections I

It's that time of year again... no, not the presid elections - time to elect new Chapter 613¢@fs! A total
of four positions are open this year - Presidemte\President, Secretary, and Treasurer. Thei@hscivill be
held at the November chapter meeting, and thosteelevill take office in January 2009. We needunbéers
to fill these positions! No experience is necegsaist the willingness to step up and help keepgd running
smoothly in the chapter. The current and/or paats officers will be available to give any helgded. If you
can help and are interested in running for onéhe$é positions, please feel free to contact arlgeoexisting
officers for details on what is involvegdee "Officers / Committee Members" on page 9 tortact information).
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Q:} By Marge Butterfield

With the help of the many volunteers, we had aesgftl Shelburne DayChuck Robitaille,
Bob Domingue, Frank Gibney and Kurt Gruendling pounded in all the stakes and taped off the ruravag
the night before. We gave 54 Young Eagle ridebe pilots who flew werdim Baker, John Butterfield,
Tom Edwards, Frank Gibney, Kurt Gruendling, Don Nowakowski, Chuck Robitaille, Ed Scott, Donald
Taylor and Bill Yendrzeski. Bob Paradis and BruceUvanni handled the radio work and safety for the
flights. Becky Richardson, Lee Yendrzeski, and Bryan Bourgas did a great job handling the Young Eagle
paperwork. Bob Dominguewas in charge of the parking and putting signs aid Bruce Richardson and
Eric Richardson did a fabulous job of cooking and taking careh& toncession stand. Thanks have to go out
to Steve Clark for letting us use his grill again this year.wis great to see a lot of members we hadn’t seen
for a while. Thanks to EVERYONE (and | hope | dideave anyone out) for helping to make ShelbubDas
a success this year!

The coordinators for Shelburne Day wémank Gibney and myself. Frank lined up the advertising ars al
was responsible for contacting tBaelburne Supermarketgarding the donation of those great hamburgeds a
rolls. Shelburne Supermarkatso donated the 10 bags of ice. Thanks Franélfaf your hard work!

We received $392.00 in donations for the Aviatieent@r. We also sold 20 Chapter mugs. Sophie Boisg
the 7 year old daughter &ryan Bourgeois helped Brian andonald Taylor sell the mugs. And a natural
little salesperson she was! We took in $200.0GHermugs and $100.00 was actually the expens€lpter
paid to purchase the mugs. We also took in $134t7Be concessions stand (included bottle rett$1a’5).
Our one expense was $106.00 for the porta-pottgusmet profit was $25.75.

We lucked out on the weather, although it couldenbeen a little less windy for those of us on theugd.
Last but not least, a BIG THANK YOU fRay Mageefor hosting Shelburne Day!

By Marge Butterfielg

It's that time of year again --- with Fall in the,at’s time for theannual Chapter Potluctwhich will be held on
Sunday, October JBat the Shelburne Airport. Plan to arrive betw#2r80 and 1:00 so that you can have tfne
to socialize and visit with friends you haven't sea a while. Dinner will commence at 1:00. Brigigur
favorite dish. Decaf coffee and sodas will be mted. If you prefer something else, bring it alondy short
Chapter meeting will be held after everyone is viegdl. Hope to see you there!!

Fair Haven Municipal Airport (1B3) PERMANENTLY CLOS ED
From Peter Fisk, President, EAA Chapter 968:
| talked today with the Fair Haven Town Manager &g told that the airport has been permanentleco
and they have filed all necessary paperwork wighRiA.A. to decommission the airport. The sad teral
nice little grass strip in our back yard.

NOTAM: K1B3 FAIR HAVEN MUNI

07/134 - AD AP CLSD PERM. WIE UNTIL UFN. CREATED92JUL 14:43 2008
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By Marge Butterfield I

The apron in front of the Aviation Center is nowed and looks great! This will make it much easieget
planes in and out of the hangar. Things are movigiigt along. Here is an update on the remainiegnit
requirements.

In order to have the required engineer's certifizaton the Wastewater Permit, we need tAttank and
chlorinator installed.Tyler Hart donated a lot of his time on this permit process lae will be able to provide
the written certification once this is done.

The following items need to be completed in ordecamply with the State Public Building Permit:

- 2"floor fire exit

- 5/8" fire sheet rock

- expand bathroom for 5’ radius

- 36"bathroom door

- install lever handles on all doors

- move compressor

- remove 2*floor ship window

- fire extinguishers next to all exits

- grade side walk to reduce step height
- plumbing sign-off

We are going to have a nice facility and all thegpess to date is due largely to our devoted Chapéenber,
Donald Taylor. Donald and his brotheEarl Taylor have spent countless hours on the constructidarsdn
order to go forward, we will need help from Chapteembers as there is a lot of work yet to be doGay
tuned for further updates for request for volunteerkers. Thanks!

Flight Advisor Corner : Hobie Tomlinson Maneuvering Flight ~ Part IV |

This month will continue our series &daneuvering Flight Last month we had discussed some of the aerodyreardic
control issues related to Full Stalls. We willlptbat discussion up by looking at some of the $tdllls used in flight
training as well as those called for in the FAAVBte and CommercifdracticalTestsStandardgPTS) for Light Aircraft.

Full Stalls, Power-Off usually is the first set introduced to studendtsil Full Stalls, Power-Off can be performed in
either straight flight or during turning flight viatvarious aircraft configurations. The recovertaisght both with and
without the addition of power.

The Gliding Stall is taught early on. In this maneuver (after exeguclearing turns and applying carburetor
heat-as appropriate) the aircraft power is brotgidle while level flight is maintained until ttercraft slows to
“Best Glide” Speed. Once this speed is reactdaircraft is stabilized in a descent at bestegipeed either in
a turn or straight ahead. When the aircraft halsilized in the descent, the nose is smoothly daistil a steady
decrease in airspeed starts to occur. This nes pititude is then maintained by steadily incneg$he elevator
back-pressure as the airspeed decays until theatistalls. The full stall is recognized by clues such as fuf-
elevator, high descent rate, or uncontrolled nosewth pitching. There is usually little or no aircraft buffeting
associated with power off stallRecovery is effected as follows
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o Power-Off recovery is accomplished by immediately relaxing tip-elevator back-pressure and
reducing the angle of attack while simultaneousixeling the wings. The nose is then lowered tdcp
attitude which results in a steady airspeed in&edsis pitch attitude is held until the airspaezteases
to Best Glide speed. Once reaching Best Glidedsgke nose is again raised to stabilize the dtrora
descent at Best Glide speed.

o Power-Onrecovery is accomplished in the same way but viighexception that full available power is
applied while reducing the angle of attack andliegethe wings. Right rudder will be required to
prevent yawing from engine torque effects as pdsiapplied while the nose is being lowered. Thesnos
is now maintained at a shallower pitch attitudentoimize (prevent) further altitude loss, while the
power is used to increase the airspeed back tdB¢gt(Rate of Climb speed). Once Vy is reached, the
throttle is retarded to normal climb power anddireraft climbed to the maneuver entry altitude.

An Approach to Landing Stall is an advanced variation of the Gliding Stall.isT$tall is usually the one
performed during proficiency training and flightettks. It is especially appropriate to training ahdcking in a
complex aircraft. Itis designed to simulate acidental stall occurring during a landing approattie at a
safe altitude. Approach to Landing Stalls can dqvmed either in straight flight or during turnifight,
although | have a preference for teaching thenndurning flight.

During an Approach to Landing Stall (after clearing turns and carburetor heat-as qpjate) the aircraft is
slowed to approach speed in level flight while réaquring to the landing configuration. Once thppkcable
approach speed is reached in landing configurati@®scent is initiated using typical approach powéis
power setting should give a rate of descent of 8600 feet per minute while maintaining normal aygmh
speed. When the approach descent is stabilize@dlda@ee banked turn in either direction is enténddle
maintaining the appropriated descent rate and $peadurning stall is desired. While the chamgdeading
during a turning stall is not a grading criteritile maneuver should be planned such that an appatxio0
degree heading change has occurred when the astali.

When approach attitude, airspeed, desired bank, andate of descent are stabilizedthe aircraft’s nose is
smoothly raised to a pitch attitude which will poog a deceleration rate of approximately 1 kt/sSHuis new
pitch attitude is now maintained by constantly @asing the elevator back-pressure while the atrstaivs until
a stall occurs. Directional control (or coordirdafeght) is maintained by the rudder while the ggnare kept
level (or at a constant 20 degree bank angle) thigtailerons. If uncoordinated flight is alloweddevelop, it is
likely that the wing with the down aileron will $itéirst, creating a rapid roll opposite to theeaibn input.

The stall is recognized by clues such as full up\ator, uncontrollable nose down pitching, uncontiable
rolling, high descent rates, and possible buffeting

Power-Onrecovery is normally used with this stall to minmmialtitude loss, as it is assumed to be
happening close to the ground. Recovery is igitidly immediately releasing the elevator back-
pressure to reduce the angle of attack, while sanabusly leveling the wings and applying
maximum allowable power. Right rudder pressuré lvélnecessary to prevent yawing due to
engine torque effects as power is advanced whientise is being lowered. The nose is lowered
until buffeting stops and the airspeed begins ¢togase. This is the recovery target attitude &g i
maintained until the airspeed reaches 1.3 VsopdHlid extended) are retracted to the takeofféhiti
approach position once the stall is broken anditepeed is increasing. Once the airspeed reaches
1.3Vso the nose is smoothly raised to arrest tiseatd and initiate a positive rate of climb. When a
positive rate of climb is firmly established, rafiréghe landing gear and remaining flaps using the
normal retraction schedule. Upon reaching maneenty altitude, reduce power to normal cruise
setting.

Power-Off recovery is not normally used with this stall Bhbuld be demonstrated. The main
point for a demonstration is to show the excesasiltitude loss caused by a need to accelerate the
aircraft in a descent while retracting the flapd &anding gear to restore a low drag configuration.
The Power Off recovery is the same one used altreeiGliding Stall but with the additional step
of retracting the landing gear and flaps.



CHAPTER 613 Obty 2008

Full Stalls, Power-Onis the next set in the stall series to be intredum new pilots. Before these are introduced new
pilots should have developed a “comfort level” aadsonable proficiency in Power-Off Stalls. Stigthamics,
abruptness and rapidity of departure from contdollight, visual sensations, and forces experierimethe pilot ramp up
rapidly as we move into more advance stalls., ithsrefore, very important that students are piggeepared for each
step by prior training and conditioninglot doing so and rushing students into advancedilstaroduces a deep seated
fear of such maneuvers which is very difficult tavercome!

Takeoff and Departure Stallis the term which has come to be used in desgriiull Stall, Power-On. These stalls
are used for training and checking in light pisémgine aircraft at both the Private and CommeRiialt level. They are
used to replicate a stall occurring during takewid initial climb while at a safe altitude.

A Takeoff and Departure Stallis preformed either from a straight climb or ardding turn with a 15 to 20 degree bank.
In Complex aircraft, these are taught both in tlearc configuration and in the takeoff configurat{@makeoff flaps, Gear
Up or Gear Down).

The Takeoff and Departure Stallmaneuver is entered by first slowing the aircrafthe appropriate speed (after
performing clearing turns), while reconfiguringttee desired configuration. Once the appropripged is reached,
power is advanced while the nose is smoothly raisednormal climb attitudeTakeoff Stallare initiated at liftoff
airspeed, use takeoff configuration, and full teotDeparture Stallsare initiated at climb airspeed, use a clean
configuration, and climb power. Once the climb b&bilized, the nose is smoothly raised to a mtitiude which will
produce an airspeed loss of 1 kt/sec. No lighbpigircraft is capable of maintaining a sustaiolédb at a 20 degree
nose-up pitch attitude which is the typical pitd¢titade necessary to produce a stall. It is imgatrto not start this
maneuver with excess airspeed and to monitor tieeadii pitch attitude out the side window once tiose obscures the
horizon. (The wing cord line and the horizon ldescribe the aircraft’s pitch attitude). It istgupossible to pitch a light
aircraft into vertical flight by starting this mauneer with excess airspeed and then indiscriminatpplying elevator
back-pressureWhen that happens and the aircraft finally stopsthie top of the vertical line, you are guaranteed a
interesting ride!

The secret to this maneuver is patienceOnce the aircraft is pitched to the 20 degreseng target, it is kept at that
pitch attitude by steadily increasing the elevékack-pressure as the airspeed slows. A full gtillbccur as the elevator
control reaches it's full up limit and cannot beved back any further. During turning stalls, thght rudder pressure
will need to be increased as the aircraft slowsotmpensate for engine torque effects. An over-dogniendency is
prevalent in a left climbing turn (which may evemguire some right rudder and right aileron to caliptr The tendency in
a right climbing turn is under-banking to the pdimat the turn stops (which will require large amisuof right rudder to
control). Be sure to keep the turn coordinated\n uncoordinated turn will cause the wing witthé down aileron to
stall first, producing a rapid roll opposite to thaleron input If this occurs and the elevator back pressure isgno
immediately reduced, the aircraft will spin

Recovery from a Full Stall, Power-Onis accomplished by immediately reducing the an§lattack by positively
releasing the elevator back-pressure while simatiasly stopping any yawing tendency with ruddeontiue to lower
the nose until the buffeting/vibration and yawindling tendency stop and airspeed is increasingat Ts the recovery
target pitch attitude. Maintain that attitude vehiihsuring that full available power is applied dhd airspeed increases to
at least 1.3 Vso. (If an extreme nose down attitwdl require an aggressive pull-up, increaseitoraft “cornering

speed” — 1.6 Vso). When this minimum recovery dees been reached, smoothly raise the nose tithie attitude.
Once the maneuver is complete, return the airtwafie original entry attitude and cruise power.

A Secondary Stallcan occur during the recovery from a precedinly sTanis happens when the pilot attempts to return
to level flight before the stall recovery is contplevith insufficient recovery airspeed. Like athl$s, it occurs when full
back-elevator pressure is applied to the yoke/stiek a full stall always occurs with full up eléeainput, the closer you
are to full up elevator, the closer you are toadl!stAs the aircraft CG moves aft, the required elevapessure to stall
becomes less, but the actual elevator position remeghe same.

Secondary Stallsusually occur when the pilot uses an abrupt coimput to return to straight- and-level flight dg a
stall recovery, fails to reduce the angle of attsuKiciently during stall recovery by not loweritige nose enough, or
attempts to break a full stall by using only po\itee approach to stall recovery technique).
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Common Errors made in the performance of Full Stalls are a®fedt
- Failure to make adequate clearing turns
Failure to prevent a Full Stall during Slow Fligittan Approach to Stall
Inability to recognize an approaching stall throadficraft feel (tactile clues)
Over-reliance on the airspeed indicator, excluditiger clues
Wing low condition on entry, due to inadequate s@ag
Excessive rate of back-elevator pressure resuhiag extreme nose-up attitude
Inadequate rudder/yaw control
Failure to maintain a constant bank angle durimgitg stalls
Uncoordinated flight at the point of stall
Premature recovery and/or secondary stall
Excessively abrupt forward elevator input duringongery, resulting in negative Gs
Excessive airspeed buildup during recovery

This looks like a good place to break for this nmoniNext month we will continue with thggravated Stalls ~
Accelerated, Cross Control and Elevator Trim Stalls

The thought for this month is'l learned that danger is relative, and inexperiene can be a magnifying glas$~
Charles A Lindberg. So until next month, be sureTbink Right to FliRite !

Inboard Engine Mount ~ B24 (Dec 1943) ~ Camels HumE{]’*

*Camels Hump Mountain (4088’ msl) is located in Hutington/Duxbury, Vermont
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| Progress Report - 613 Hangar & Aviation Center By Don Taylor |

We have finally gotten our ramp to the hangar pavédvas stone before and hard to push a plaree the
hangar. The paving was done by Desautels Pavihgy were doing more paving at the airport, soaswme
to get it done, with the equipment here.

They did a very good job.

Within the next Saturday or so, we need a work dieget a job done before it gets too cold.

The job is outside so we can't do it if it rainBhere are other things we can do, that can't be dtone, like
move things and clean up the hangar.

If you can help, give me a call at 868-3809.

- Donald

I Safety TipBy Don Taylor Autumn Leaves & Going South I

WOW!
Every autumn, nature paints the Vermont landscapedaninishes our vocabulary to a single
awestruck word.

But remember our beautiful colored leaves on are&d can be slippery, so drive with care.

GOING SOUTH

-5 W -=

© Philip Bouchard, Mountain View, CA All Rights Reserved

It's that time of year again, our fine featheradrids, the geese, are flying south (how lucky caun get). So
watch out for them, and they do fly in and aboweudk (but not if they can help it).

Did You Know? By Don Taylor I

SUN 'n FUN: How It All Began

1974The Lakeland, Florida chapter of the ExperimeAiatraft Association (EAA) decided to hold a fly-for sport
aviation enthusiasts at the Lakeland Airport.

1975The first weekend fly-in, called Mid-Winter Sun Fun, was held in January at the Lakeland Municipgiort
and was limited to pilots, EAA, SESAC, and FSA, A@kmbers. 1980 guests and 365 aircraft were present
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1978Sun ‘n Fun easily became the second largest EAArHy the United States, attendance was at a righvdf
10,100 with 10 countries represented, and overdad@raft made appearances throughout the week.

1979A great convention, with the United States Worletr@dbatics Team appearing to demonstrate theisgkilherobatic
flight. The first wave of ultralight aircraft appedal.

1981For the first time, hot air balloons became a pa&un ‘n Fun. 24 balloons lifted off opening dajere was a
significant increase in attendance with 21,922 peoggistered and 23 countries were represented.

1984 The 10th anniversary of the annual Sun ‘n Fun eation fly-in. 480 showplanes registered and gdragtandance
for the week was 101,650.

19990ur Sterling Year was a great one. Many twentg-frear volunteers attended and total attendanc&84800,
with more than 2,744 guests representing 74 foreigmtries. There were 2,035 showplanes regisiarall categories.
Aircraft movements totaled 64,810 for the weekvdis truly a great celebration for 25 years of fig:i

The 2003Sun ‘n Fun EAA Fly—In celebrated the 100th anréeey of the Wright brothers first flight at Kittyak.

For more information go to: www.sun-n-fun.org oll ¢863) 644-2431

Copyright © 1997-2006 Sun 'n Fun Fly-In, Inc.

Young Eagles: Donald Taylor

Shelburne Day was a nice day, but was windy. \Wdlgi54 Young Eagles:

Donald Taylor - 2 William Yendrzeski - 6
Frank Gibney - 7 Don Nowakowski - 6
Thomas Edwards - 3 John Butterfield - 3
Kurt Gruendling - 13 Charles Robitaille - 6
James Baker - 6 Edward Scott - 2

Young Eagles flown so far for 2008:

John Butterfield - 36 Edward Scott - 2 Ronald York - 26
Fred Gribble - 1 James Baker - 6 Richard Axelrod - 3
Thomas Edwards - 14 Don Nowakowski - 8 William Yendrzeski - 9
George Coy - 1 Frank Gibney - 9 Kurt Gruendling - 13
Charles Robitaille - 9 Donald Taylor - 27
Anthony Speranza- 2 Michael Pecue - 22

We have flown 188 Young Eagles so far. 112 momgotéor our goal of 300 for '08.

We have 6 pilots that have flown 10 or more footaltof 138 chits.
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UPCOMING EVENTS |

Mark your calendars... the October chapter meaetifigoe the annual Chapter Potluck at the Shelbuxingort
(VT8) on Sunday, October 26th at 1:00pm. Comeyaarsocialize, hangar fly, or just hang out!

Hope to see you there!!

Calendar of Events
October 26, 2008 EAA Chapter 613 Potluck, Shelburne Ai(yoIr8), Shelburne, VT, 1pm
November 16, 2008 Pancake Breakfast — Shelburne Airport (V3i&lburne, VT, 9 — 11 am
December 14, 2008 Pancake Breakfast — Franklin County Aifg®@), Highgate, VT, 9 — 11 am

CLASSIFIEDS

***Hangar Space for Rent***

Winter is coming... and EAA Chapter 613 has haisgace available in their Aviation
Center at Franklin County Airport (FSO) in Highga¥a. The cost is $125 per month.
Please contact Donald Taylor 802-868-3809 for nmtfiagmation.

SPACE AVAILABLE!
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FOR SALE

Dear EAA Members- | have a Pitts project for sAl22JE. Below is a partial list as well as a pietattached
of the airframe. | no longer have the time to ctetepthe airframe restoration and have decideddawepthe
aircraft up for sale. Airframe as pictured, nosghdnterplane Struts, Ailerons, Pushrods, SteeroAe
Preformed P/W LE's for lower wings, McWhite Wir&stot Tube (Raven), Upper Wing, Pexiglass BellyRane
Panel forward tin, Lower Wing Spar Blanks, SteemoAleab CNC Rib Jigs, NewRibs for Lower Wings, Plans
Dynafocal Mount, FAA Paperwork (Reg. and O/L's) atider misc. parts. No engine or prop. Askingri
$6000. Plane located at Chester, CT, KSNC. Reddemffers considered. Please call or email with
guestions. Regards, Tim Carr Days: 203.65Q@ 1f#¢e's: 860.873.2339 Email: tjcarrOl@comcast.net

IN THE NEWS

SkyCatcher to undergo small design changes
By Alton K. Marsh

The crash of the Cessna SkyCatcher prototype on. 38pduring flight-testing will result in only srha
modifications where appropriate, a Cessna AircZaitnpany spokeswoman said.

The aircraft will become Cessna’s entry into tlgitisport aircraft market.

A spokeswoman said the project engineer reportaiticeaft entered a nose-down, normal spin. Attime the
spin was entered, the test pilot had performedvwepon, cross-controlled “spin test.”

10
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The maneuver began at 10,000 feet. The pilot at fited to deploy the BRS ballistic airframe péwae.

Witnesses reported hearing a “pop” and seeing sparkich may have come from the rocket that is eapg

to pull the parachute from its canister. The erdireraft is then lowered to the ground. Howeveappears the
parachute deployed improperly, and a Cessna spokeaw said she saw no parachute at the crashtsitewyl
still have been in its canister.

The aircraft was totally destroyed. Now, the aificthat was intended to be the first productiorcraift will
instead become the new test aircraft. Test equipmiéiroe mounted so that test flights can continue

The NTSB, which does not usually investigate fligggt accidents, has not only assigned an invéstigaut
has sent him to the Cessna factory from the NTSiBeoflt is part of a broader look at the new LS#tegory
by the NTSB that started in October 2007 and will @ January 2009. The NTSB wants to better unaleds
the industry and assess whether manufacturerseggng agreed-upon industry standards.

September 25, 2008

http://www.aopa.org/aircraft/articles/2008/0809 8k cher.html
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