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News and Views: Bruce Richardson                                                          Spring is Here!  

 
It must be spring, if all the flying-related activities that I've gotten word about is any indication.  Although the 
skiers out there may disagree, I say, "It's about time!" 
 
A friendly reminder: Per Chapter President Tom Edwards, the next pancake breakfast will be held 
SATURDAY, April 11th at FSO.  Dan Marcotte will talk to us about aerobatics and perform them for us 
weather permitting.  We are holding this meeting on Saturday due to the Easter Holidays and Sun 'n Fun. 
 
RUMINT Control: I hear that Chapter 613 member Ralph Burt  just received the airworthiness certificate for 
his Ridge Runner.  Congratulations Ralph!   
 
 

Young Eagle Rally – MPV!!! 
 
Mike Pecue has arranged the fourth annual Young Eagle Rally to be held at MPV 
on Tuesday, June 9th.  There will be approximately 100 8th graders from the Barre 
Town Middle and Elementary School anxiously awaiting their Young Eagle ride.  
These kids have to “earn their wings” in order to participate in the rally.  Their 
flight will come at the end of a six-week unit on the physics and history of flight.  
They must earn an 80% or better on their flight unit test that covers all of the 
physics studied during the flight unit and they must maintain a 90% or better work 
completion for the 4th quarter.  Needless to say, the kids that qualify are really 
looking forward to their Young Eagle ride!  In the past Mike Pecue held some of 
these classes for the kids at the school.  This year, due to the fact he is getting 
married (congratulations Mike and Kathy!), Ron York will be filling in for Mike.  
Ron has helped out in all the past YE rallies at MPV.  Soooooo…..We need some 
pilots!!  If anyone can help out with the paperwork, that would be great too.  
Please contact Marge Butterfield at 878-6337 if you’re free on June 9th to 
help out at this Young Eagle Rally.  Thanks! 
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��                                                                                   By Tom Edwards 

 
March’s pancake breakfast was well attended!  We 
had around 30 diners show up to hear Dave 
Whitcomb from the Morrisville – Stowe airport talk 
to us about Soaring and requirements for 
transitioning.  Imagine 10-15 flights, not hours to 
solo!  Topics covered to transition are basically 
emergency maneuvers and judging a lack-of-engine 
landing.  There was that ugly adverse yaw thing but 
tail wheel drivers will get the handle dancing with 
their feet better than the rest of us.  Imagine a 14 year 
old soloing!  The FAA states that the gliders are safer 
even for the younger kids.  I’m thinking of giving it a 
try.  Any other takers? 
          Dave Whitcomb giving his presentation on soaring 

 
The chefs were Don Taylor, Matt Fitzgerald and 
Don Nowakowski which whom I volunteered in last 
month’s newsletter.  They even agreed to do it 
again in April!  Set up was the day before by Don 
and Earl.  I waved to them as I taxied off for a 5 
hour flight.  I felt a little guilty for not helping but 
the CAVU day was calling Nelson and me to visit 
my brother.   
 
It was a great day to get into the 50-50 pool as 
Marge Butterfield was unable to attend and take 
home the kitty, so Bob Paradis was the winner and 
donated the $43 total proceeds back to the club.  
  

March chefs Don Nowakowski, Matt Fitzgerald, and Donald Taylor 
 
See!  Marge doesn’t always win.  But, we have a laptop computer and a better than average chance of winning 
the jackpot for anyone willing to take over the secretary’s position.  Just talk to any officer! 
 
There wasn’t much business to discuss at the meeting, although I did bring up the notion of having a raffle for a 
GPS or the like for a fund raiser.  It was recommended we could try a smaller prize such as a hand-held to test 
the waters.  I’m no sure of the legality of this but I know a lot of other non-profits do it every year.  We need to 
start raising some money to finish up the hangar so we can get the CO completed.  The year on our permit is up 
in May so we have to get things started. 
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The Cabin Fever Frolic had one of the best showings in recent memory!  We had close to 50 attendees appear at 
the Holiday Inn in South Burlington for drinks, dinner and laughs!  Marge outdid herself again this year in all 
the work she went through to put this annual event together.  This was the first time we went there and I think it 
was a great change.  The food was great, although a little slow for my table.   
 

A few of us talked about not having paper airplanes this year.  We didn’t want to file a FAA accident report and 
get investigated.  We have had close calls in the past and I heard a few NASA reports we filed.  Lo and behold, 
airplanes started flying and I’m not quite sure who started it but I think it was one of the grown kids that thought 
we shouldn’t be flying them this year. 
 

The showcase speaker this year was one of our own, our safety officer, instructor and 35,000 hour pilot, Hobie 
Tomlinson.  He shared with us his life’s history around aviation through his youth with his father, introduction 
to flying, military, hi-jacking, and career with the airlines.  He put together a power point presentation listing all 
the aircraft he has flown and his greatest accomplishments.  Hobie really didn’t want to talk about the hi-jacking 
but with thanks to Shirley Chevalier, he gave it more than a slide and a short mention. 
 

Hobie claims his he is most proud of 10,000 hours he spent teaching others to fly.  That is one great 
accomplishment and I want to thank him for helping many more to fly safely with our monthly newsletter! 
 

Brian Searles, BTV’s Director of Aviation was next up but due to an emergency, he sent in a stand-in, Bob 
McEwing, one of Burlington’s airport planners.  He spends his time finding out the needs of the users of BTV 
and plans lays out these plans and gets the permits to get the job done.  They expect the use of BTV to double 
by 2025 so we need a comprehensive plan for parking, security, general aviation, airport businesses and flight 
operations.  This balancing act has bought up nearby homes and bond issues for parking garages.  There are 
plans for a new GA area down by Pete’s RV and the quarry.  Input is needed by all so make your voice heard.  
He didn’t like my idea of using the grass roof for the planned parking garage expansion for a turf strip for 
Shirley!! 
 

PICTURES FROM THE FROLIC! 
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Flight Advisor Corner : Hobie Tomlinson                                                        AvGas vs. MoGas  
 

 

 
For April’s newsletter, we will continue our series on “The Care and Feeding of Aviation Piston Engines” with Part IV, 
AvGas vs. MoGas.  This is an issue that has been around since 80 octane aviation gasolines (AvGas) began disappearing 
in the ‘70s.  More recently, the EPA has driven several changes to automobile gasoline (MoGas); so it is important to 
revisit the subject.  
 
In discussing this topic we will look at the following areas: 

· AvGas History 
· Preignition and Detonation 
· Octane vs. AKI 
· ADI, MBTE and Alcohol 
· Vapor Lock and Contamination  
· Reduced Cylinder Life 
· Mixing AvGas and MoGas  
· Other Considerations 
· STC Issues 
· Self Fueling 

 
AvGas History will give us a little background in how we got to the current state of affairs.  One of the reasons the 
Wright Brothers succeeded where so many others had failed is that they essentially invented the aircraft engine!  They 
were the first to build an engine which combined light weight with sufficient power (12 HP) to fly an aircraft.  These early 
low compression engines (4-to-1) used fuels available at the time, which were 60 octane automobile gasolines (MoGas).  
High compression aircraft engines (typically 6-to-1 for supercharged engines and up to 9-to-1 for normally aspirated 
engines) began to be developed in the ‘30s.  High volatility, low octane fuel burned too quickly in high compression 
engines and caused preignition and detonation.  To prevent this from occurring, special aviation gasolines (AvGas) were 
developed using tetra ethyl lead (TEL) to control the combustion process. 
 
By the end of WWII, the following four grades of aviation gasoline existed:  80/87 Octane (Red), 91/96 Octane (Blue), 
100/130 Octane (Green), and 115/145 Octane (Purple).  The lower number is the octane rating with a “lean”  mixture 
setting while the upper number is the octane rating with a “rich”  mixture.  When your humble scribe arrived on the 
aviation scene, 91/96 octane fuel had disappeared leaving the other three grades remaining.  Next to be made obsolete was 
115/145 octane gasoline which was used primarily by the airlines and the military.  With their conversion to jet aircraft in 
the late ‘60s, 115/145 octane fuel disappeared. The majority of new light aircraft being manufactured used high 
compression engines which lead to the demise of 80/87 octane fuel during the ‘70s.  Last, EPA edicts on leaded fuels 
caused 100/130 octane gasoline to be replaced by the new 100LL (Low Lead) aviation gasoline (Light Blue).  
*Note:  Technically, the octane scale does not go above 100, so all “octane” numbers above that value are really “grades” 
or “performance numbers.”  
 
Although 100LL AvGas (Blue) is designated a LL (Low Lead) gasoline, it still contains 4 times the lead content of the 
old 80/87 octane (Red) AvGas.  Switching to 100LL fuel began to create problems with lead fouling in the lower 
compression engines originally designed to operate with 80 octane fuels.  The lead fouling problems caused the EAA to 
undertake a fuel test and evaluation program to certify MoGas for use in aviation piston engines originally certified for 80 
octane fuel.  The EAA was successful with this program and was awarded a series of Supplemental Type Certificates by 
the FAA.  These STCs approved MoGas as an alternative fuel for most piston engines originally certified for 80 octane 
fuels.  Engine Manufacturers have now largely eliminated the lead fouling issues caused by the higher lead content of 
100LL AvGas.  They accomplished this through a cylinder redesign which increased the valve stem diameters and added 
hardened valve seats.   
 
Recently the EPA has mandated changes to MoGas which now make it unsuitable (and unsafe) for use in an aircraft, 
even though the aircraft has a STC approving MoGas as alternative fuel!   Let’s take a look at the issues involved and 
the reasons why this is so. 
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Preignition and Detonation are events which are caused when volatile, low octane fuel burns too easily in a high 
compression engine.  Preignition occurs when the heat of compression (or a cylinder hot spot) ignites the fuel/air mixture 
while it is being compressed by the upstroke of the piston and before the spark plug fires.  (Cylinder hot spots can be 
caused by spark plug electrodes with broken insulators or over inserted Heli-Coils.)  Preignition causes a BMEP (Brake 
Mean Effective Pressure) way in excess of engine design parameters.  These excessive pressures will rapidly lead to 
detonation with its attendant piston, connecting rod, and/or cylinder failure.   
 
Detonation occurs when the fuel/air mixture in the cylinder “explodes” rather than burns.  This is the equivalent of 
“pounding” the top of piston with a sledge hammer, rather than”pushing” it down in the cylinder.  Detonation subjects the 
pistons, connecting rods, and cylinders to extreme overstress and rapid failure.  (Detonation’s usual failure signature is a 
hole burned thru the piston!)  Although excessive oil burning, preignition, cylinder hot spots, and engine overheating can 
all trigger detonation, low octane fuel is the usual culprit. 
 
Octane vs. AKI is an important distinction when rating fuels.  All aviation piston engines are FAA certified with AvGas 
conforming to ASTM D910 specifications.  Preignition/Detonation margins, compression ratio, rated power, engine 
cooling, fuel schedules, ignition timing, and fuel vapor handling are all predicated on this fuel.  AvGas is given an 
octane rating which is identical to that obtained by testing with the ASTM Motor Method (M or MON).  MoGas, on the 
other hand, is given an AKI (“antiknock index”) number.  The AKI number is the average of the octane rating obtained by 
testing with the ASTM Research Method (R or RON) test and the octane rating obtained by the ASTM Motor Method 
test.  The AKI number will typically be six points higher than the octane rating obtained by an ASTM Motor Method test.  
(Thus the “octane” for MoGas produced under ASTM D4814 specifications is typically six units less than the AKI 
number listed on the pump.) 
*Note:  Using a higher octane fuel than is required for an engine does not provide any increase in power or improvement 
in operation.  
 
ADI, MBTE and Alcohols are additives affecting the combustion process.  ADI  (Anti-Detonation Injection) is a 50/50 
mixture of water and methanol which was developed for very high horsepower engines employed by the airlines and the 
military prior to the advent of jet aircraft.  It is injected into the induction system of high compression aviation engines to 
control detonation during maximum power operation (i.e. takeoff).  Aircraft engines designed to use ADI fluid have two 
rated takeoff power settings; Wet - when using ADI fluid and Dry - when not using ADI fluid.   
 
MBTE  (Methyl Tertiary Butyl Ether) is produced by a chemical reaction between methanol and isobutylene.  It is a 
blending agent which is used to raise the octane number of MoGas.  MoGas blended with MBTE is approved for use in 
any aircraft which hold an STC for auto gas.  
 
Alcohol is the “bad” guy.  The EPA first started requiring “oxygenated” auto gas in metropolitan areas to reduce auto 
emissions (especially CO, Carbon Monoxide).  This has now increased (with corn alcohols) to the point where almost all 
available MoGas contains 10% alcohol.  State law requires pumps dispensing “oxygenated” fuel to be so labeled, but this 
law is no guarantee against improper labeling.  MoGas purchased from Canadian suppliers is currently not “oxygenated”, 
so it is still possible to find “straight” MoGas.  Always verify this before purchasing.  If any question exists, the EAA can 
supply a “field test” procedure to ascertain fuel alcohol content.  The maximum alcohol content of fuel which is safe for 
aircraft use is 1%.  If an aircraft’s fuel is found to contain 5% or more alcohol content – Do Not Fly!  The fuel system 
must be immediately drained and all parts flushed.  Then refill the aircraft with AvGas and run the engine long enough to 
exchange all the fuel in the carburetor bowl before attempting flight. 
 
Alcohol Attacks elastomer o-rings, seals, and the varnish on cork floats of fuel level indicators.  The result can be fuel 
leaks and blocked fuel screens and/or carburetor jets.  Alcohol carries excessive entrained water which can block fuel 
screens and fuel valves at low ambient temperatures.  Alcohol also increases fuel volatility which can lead to power loss 
and engine damage from high combustion temperatures produced by the resultant excessively lean operation. 
 
Vapor Lock occurs when the fuel vaporizes (boils) in the fuel lines prior to reaching the carburetor.  (Carburetors only 
work with liquid fuel; they must do the vaporizing.)  Because MoGas is formulated to facilitate engine starting during 
winter (at sea level pressure), MoGas has a much higher volatility than AvGas.  Depending on the season and area of the 
country, ASTM specifies gasoline RVP (Reid Vapor Pressure) for classes A thru E of gasoline.  All classes of MoGas are 
approved under the Aircraft STCs for any season in any part of the country.  Because MoGas has historically had a higher 
volatility than AvGas, care should be taken to avoid conditions such as prolonged ground running which can produce 
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excessive heat inside the cowling –The transfer of this excessive heat to fuel lines is one of the primary causes of vapor 
lock. 
 
Fuel Contamination can occur because MoGas is not subject to the same level of quality control as is applied to AvGas.  
The allowable amounts of additives, contaminants, and water in AvGas are strictly controlled by ASTM D910.  MoGas is 
subject to continuing changes and some states do not even require MoGas to meet ASTM D4814 standards.  Only use a 
“quality” source for MoGas! 
 
Engine Cylinder Life is adversely affected by MoGas use.  The aircraft piston engine’s valve gear components are 
specifically designed to be compatible with Leaded AvGas fuels conforming to ASTM D910 specifications.  Lead in the 
fuels acts as a lubricant, coating the contact areas between the valve, valve guide, and valve seat.  Using unleaded fuels 
can result in excessive valve seat wear due to a lack of lead lubricant.  In extreme examples, cylinders can deteriorate to 
unacceptable levels in as little as ten hours.  For this reason, never use unleaded fuel in a new or freshly overhauled 
engine (or cylinder) for the first 50 hours of operation!  
 
Field Experience with MoGas has shown that rapid and severe valve seat recession will lead to premature cylinder 
replacement.  Cylinders continually exposed to MoGas usually require replacement at about one-half the engine TBO 
(Time Before Overhaul).  TCM (Teledyne Continental Motors) recommends against MoGas use and goes so far as to 
state that MoGas use will void any existing engine or parts warrant!  At the very least, common practice in the field is to 
not continually use fuel which is less than a 50/50 mixture of AvGas and MoGas. 
 
Mixing AvGas and MoGas in any proportion is approved.  Any time the fuel in the aircraft contains a mixture of 
unleaded MoGas and AvGas in any proportion, the aircraft must be operated in accordance with all placards and 
precautions set forth in the MoGas STC approval. 
 
Other Considerations when using MoGas are its different physical and chemical properties.  These differences can lead 
to poor fuel distribution, poor anti-knock (detonation) properties, and excessive engine oil dilution.  The higher volatility 
of MoGas makes it more prone to storage loss through vaporization as well as increasing engine susceptibility to 
carburetor icing.  Last, MoGas is much less stable than AvGas and tends to decompose during periods of low activity, 
gumming up fuel system components and engine carburetors.                            
          
STCs (Supplemental Type Certificates) issued by the FAA must be obtained for both the engine and airframe before 
MoGas can be used in an aircraft.  Two STCs are required (Airframe and Engine) because MoGas fuel compatibility and 
satisfactory operation must be demonstrated for both the engine operation and the aircraft fuel delivery and storage 
system.    An STC for your aircraft may be purchased from the EAA when one is available.  An aircraft mechanic with an 
IA (Inspection Authorization) must complete the required modifications and then fill out an FAA 337 Form for the 
aircraft log books. 
 
When Selling an aircraft with an EAA STC, ensure that all STC documents are transferred to the new owner and ask that 
they notify the EAA of their new ownership.  When Purchasing an aircraft holding an EAA STC, check that the 
logbooks contain an entry for the STC and that you have received the FAA 337 Form, the appropriate placards are 
installed, and that you have a full set of information sheets from EAA.  Advise EAA of the change of ownership and 
request any of the STC materials that you are missing.  EAA maintains an N-number record so that owners can be kept 
up-to-date on new developments.          
     
Self Fueling is becoming more and more common as small airports install self service fuel pumps and shorten their 
operational hours.  This can also occur when fueling seaplanes with MoGas at marine docks and when fueling either 
landplanes or seaplanes with MoGas from portable containers.  
 
Make sure the proper type and grade of fuel is used.  Do not fuel from any source that is not clearly marked as to the 
fuel type.  Make sure the fuel type used is the same as required by the placards on the fuel tank fillers and Aircraft Flight 
Manual (AFM) or Pilot Operating Handbook (POH).  For older aircraft certified under Civil Air Regulations (CAR) Part 
3, refer to the Aircraft Type Data Sheets for approved fuel grades. 
 
Make sure the aircraft is properly grounded.  A grounding wire from the fuel dispensing unit should be firmly attached 
to the engine exhaust stack or other suitable grounding point.  Only use metal portable fuel containers which you have 
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fitted with a grounding wire and clip.  Never use plastic portable fueling containers as they cannot be properly grounded 
and generate excess static electricity.  Static electricity around gasoline can be explosive with very expensive - and 
sometimes even deadly - results!  
 
When fueling an aircraft which is not level, place the fuel selector on a single tank rather then in the “both” position.  
This will prevent fuel from transferring between tanks during fueling and therefore prevent the higher tank from being 
fully “topped.”   This also prevents overfilling of the lower tank, causing fuel to vent overboard and even sometimes 
starting a siphoning process.   Aircraft having tanks with multiple compartments and single fuel filler will require fueling 
twice to obtain full fuel capacity.  This is because it takes time for the fuel to flow between the compartments.  Use a 
suitable step ladder to fuel a high wing aircraft, rather than fueling steps.  When possible, have someone hand you the 
hose.  OSHA statistics confirm that serious fall injuries can occur from relatively low heights 
 
Sample Fuel from the sump drains when fueling is completed and after the fuel has had time to settle.  Verify the fuel is 
free of water and other contaminants and is of the proper color (Blue) for AvGas or (Clear) for MoGas.  Make sure clear 
fuel smells like gasoline, not Jet Fuel.  (Jet Fuel burns much hotter than AvGas and will totally destroy a piston engine 
within the first few minutes of high power operation!) 
 
Lastly, inspect fuel cap seals and confirm the fuel caps are secure.  Losing a fuel cap in flight will siphon out fuel at an 
alarming rate.  In a high wing aircraft, or at night, it can go unnoticed.  In addition, rubber bladder tanks can be collapsed 
by the suction, giving a false indication of fuel quantity until the engine suddenly quits from fuel starvation.  Faulty or 
worn fuel cap seals are the principle cause for water contamination of the fuel tanks and should be immediately 
replaced!  
 
That wraps us up for this month.  Next month will be the annual Safety Issue.  The thought for April is “It is our 
responsibilities, not ourselves, that we should take seriously.” ~ Peter Ustinov, British actor and writer.  So until next 
month, be sure to Think Right to FliRite !   
 

RR Merlin Engine of Mustang & Spitfire Fame  
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Safety Tip By Don Taylor                                                                                       Stalls   
 

   
Stalls are categorized under the heading of "maneuvering flight" and account for approximately half of these 
accidents.  Maneuvering flight is the third largest accident group (27 percent) after continued VFR flight into 
IMC (Instrument Meteorological Conditions) and CFIT (Controlled Flight Into Terrain).  These accidents have a 
high fatality percentage, due to steep impact angles and tend to happen at low altitudes, with 46 percent 
occurring during takeoff and landing, and 39 percent occurring below 250 feet AGL (Above Ground Level).  
These accidents happen for a variety of reasons, but some of the common ones are: 
 
�   Reckless operation (i.e. "buzzing") �   Trying to "force" performance the aircraft doesn't have 
 
�   Lack of airmanship / aft CG loading�

  
Stalls happen for only one reason, and that is an excessive AOA (Angle of Attack).  
 
(With a nod to Hobie Tomlinson's April 2004 Flight Advisor Corner) 
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Did You Know?  By Don Taylor                                                       The Spruce Goose  

 
Hughes Flying Boat, H-4, HK-1 Spruce Goose  

  

 
  

Specifications 
Aircraft Type: Cargo Prototype 

First Flight: November 1947 
Wingspan: 319 feet 11 inches 

Length: 218 feet 8 inches 
Height: 79 feet 4 inches 
Weight: 300,000 pounds 

Capacity: 18 Crew, 750 troops  
Status: Display 

  
The Hughes Flying Boat represents one of man’s greatest attempts to conquer the skies as the 
largest airplane ever constructed. It flew only one time on November 2, 1947. Conceived as a 
personnel and materiel carrier, the single hull prototype was designed to fly Trans-Atlantic to avoid 
World War II German submarines that were sinking Allied ships in large numbers. Completed in 1947 
after the end of the War, the wooden winged giant is nearly six times bigger than any aircraft of its 
time. The press insisted on calling the Hughes Flying Boat the “Spruce Goose,” a name that its 
billionaire builder Howard Hughes despised. Most of the huge plane is actually made of birch, with 
only small amounts of maple, poplar, balsa, and, yes, spruce. Birch was chosen because testing 
proved it light, strong, and resistant to splitting, dry rot and deterioration. 
 
(http://www.sprucegoose.org/aircraft_artifacts/Aircraft/PostWarYears/HK-1.htm) 
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SPRUCE GOOSE TRIVIA QUIZ 
 
1. Who originally conceived the Spruce Goose? 
      a. Howard Hughes 
      b. Henry Kaiser 
      c. Franklin D Roosevelt 
      d. Jimmy Doolittle 
 
2. What was the first designation of the Spruce Goose? 
      a. HK-1 
      b. SG-1 
      c. Didn’t have one since it was the prototype 
      d. Spruce Goose 
 
3. How many flights did the Spruce Goose make? 
      a. 1 
      b. 2 
      c. 5 
      d. 0 
 
4. When did the Spruce Goose make its first flight? 
      a. December 17, 1903 
      b. July 4, 1942 
      c. November 2, 1947 
      d. October 11, 1956 
 
5. Who was the pilot at the controls of the first flight of the 
Spruce Goose? 
      a. Jimmy Doolittle 
      b. Pappy Boyington 
      c. Howard Hughes 
      d. Clyde Cessna 
 
6. How many engines did the Spruce Goose have? 
      a. 4 
      b. 6 
      c. 8 
      d. 10 
 

7. What company manufactured the radial engines for the 
Spruce Goose? 
      a. Pratt & Whitney 
      b. General Electric 
      c. Lycoming 
      d. Continental 
 
8. What is the wingspan of the Spruce Goose? 
      a. 400 feet 
      b. 510 feet 
      c. 320 feet 
      d. 600 feet 
 
9. What was the payload of the Spruce Goose? 
      a. 100,000 pounds 
      b. 130,000 pounds 
      c. 150,000 pounds 
      d. 170,000 pounds 
 
10. How did the Spruce Goose get is name? 
      a. Because it was made out of steel 
      b. Because it was made out of wood 
      c. Because it was made from composites 
      d. Because it was made from aluminum 
 
11. What was the max speed of the Spruce Goose? 
      a. 218 mph 
      b. 328 mph 
      c. 450 mph 
      d. 520 mph 
 
1. (b) Henry Kaiser, famous for production of the Liberty Ships. 2. (a). HK-1, it 
stood for Hughes and Kaiser 1, was later changed to H-4 after Henry Kaiser left 
the project. 3. (a) 1, Its maiden flight. 4. (c) November 2, 1947. 5. (c) Howard 
Huges. 6. (c) 8. 7. (a) Pratt & Whitney. 8. (c) 320 feet. 9. (b) 130,000 pounds. 10. 
(b) It was made from wood. 11. (a) 218 mph. Source: Evergreen Aviation 
Museum, www.sprucegoose.org 
 

(http://www.avemco.com/PDFs/OnApproachWinter2005.pdf) 
 

Young Eagles:  Donald Taylor 
 
There is only one pilot reporting Young Eagle flights: 
  
     George Coy - 1 
 
Young Eagle rides and fly-ins for 2009: 
 
International Young Eagles Day - Franklin County Airport (FSO), Highgate, VT  Sat 
June 6  9:00am - 4:00pm 
 
Edward F Knapp State Airport, Berlin, VT, Tues June 9th 
 
Shelburne Day  - Shelburne Airport (VT8), Shelburne, VT 
 
Adirondack Regional Airport (SLK),  Saranac Lake, NY 
 
Newport State Airport (EFK), Newport,VT 
 
If we have any other places we can fly kids, please let me know - 868-3809 
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I’ve been putting off upgrading my headsets to Active Noise Reduction (ANR) due to the cost and the problem 
of what do I do with the old ones.  The Bose cost $1000, $850 for a Zulu, and prices all down the price line for 
the balance of the headset line.  I’m getting a little on in my years and I’m going to work on my IFR rating so I 
felt it was the time to upgrade the hearing.  Low and behold I bought the ANR Headset kit for $189 and 
upgraded my David Clamps.  By the time I was finished with all the recommendations from the kit 
manufacturer, I spent a total of $226 for each headset (2) including silicone ear seals, auto shut-off battery pack 
and a new all-in-one headset cord for a neat looking installation.  It took me 1 ½ hour for the first headset and 
an hour for the second.  Now I needed to fly!  Today I flew with Bob Desmarais to Nashua, NH to check them 
out.  They were FANTASTIC!  Anyone looking to upgrade should consider this route.  I’m handy with a 
soldering iron and following a simple schematic.  The hardest part was putting on the silicone ear seals.  I 
needed another hand or two! 
 
 
 

UPCOMING EVENTS 
 

  

"Maintenance of 'Vintage' Aircraft and Pilots" 
 
Topic: The goal is that both you and your aircraft will grow old; and do so safely!  
 
Tuesday, April 7, 2009, starting at 7:00 pm 
 
Location: 
The EAA Chapter 968 Club Room 
Rutland Airport 
1002 Airport Road 

North Clarendon, VT 05759  

Select Number:  
EA6524455  

Description:  
What should you expect from your aircraft as it ages? What should you expect from yourself? This seminar 
provides owners of aging aircraft guidance about maintaining the airworthiness of their airplanes as well as 
themselves as pilots.  

To view further details and registration information for this event, go to: 

                   http://www.faasafety.gov/SPANS/event_details.aspx?eid=24455 

The sponsor for this event is: FAASTeam 
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Saturday April 11 th  Pancake Breakfast  at KFSO 

 
Breakfast at 9:00, Followed by a presentation by Dan Marcotte, who will talk to us about aerobatics and 
perform them for us (weather permitting).  We are holding this meeting on Saturday due to the Easter Holidays 
and Sun 'n Fun. 
 

HOPE TO SEE YOU THERE! 

 
 

  

"Talkin' with the Tower!" 
 
Topic: Operations in Class D Airspace 
 
On Tuesday, April 14, 2009 at 7:00 PM 
 
Location: 
Signal Aviation 
58 Airport Road 
 
West Lebanon, NH 03784 

Select Number:  
EA6524445 

Description:  
Unfamiliar with the Lebanon airspace?  Are you based at LEB, but have some questions? This seminar will 
provide insight into a wide range of operational procedures on the airport and in the Lebanon Class D airspace.  
This is an excellent opportunity to ask questions and get answers from a long-term, well-respected and highly 
experienced controller. 

To view further details and registration information for this event, go to: 

                   http://www.faasafety.gov/SPANS/event_details.aspx?eid=24445 

The sponsor for this event is: FAASTeam & Portland FSDO  
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Calendar of Events 

April 7   FAA Safety Team event, "Maintenance of 'Vintage' Aircraft and Pilots" -RUT EAA Chapter 968 Club 

   Room, Rutland, VT   7pm 

April 11   SATURDAY Pancake Breakfast – Franklin County Airport (FSO), Highgate, VT, 9 – 11 am 

April 14   FAA Safety Team event, "Talkin' with the Tower!" - LEB, Signal Aviation, W. Lebanon, NH 7pm 

April  21-26  Sun n' Fun, Lakeland Linder Regional Airport (LAL), Lakeland, FL 

June 9   Young Eagle Event @ MPV, Tuesday 9 June, PILOTS NEEDED, Rain Date: Weds 10 June 

July 27-August 2 AirVenture 2009, Wittman Regional Airport (OSH), Oshkosh, WI 

 
 

������������
������������� ��������������������

 
The new year means it's time to send in your chapter dues.  The renewal form can be found on the Chapter's 
web site at http://www.eaa-chapter613.org/Chap 613 Application.pdf, or you can get one at our monthly 
meeting.  Dues  are $15 (single) / $20 (family).  Please  make checks payable to EAA Chapter 613 of Vermont, 
and send them to Bryan Bourgeois, 23 Butler Rd, Underhill, VT  05489.  You can contact Bryan with any 
questions at 802-899-1333, or email him at bbourg@lightshiptech.com. 
 
�������� �������������������������������� ����

 

OFFICERS/COMMITTEE MEMBERS 

 
President   Phone  Address      e-mail 
Tom Edwards  355-1656  250 Eagle Mountain Rd  Milton VT 05468  k1kbl@msn.com 

Vice President 
Bob Desmarais  872-8449  399 Old Stage Rd, Essex Junction  VT 05452  rjdesmar@us.ibm.com 

Treasurer 
Bryan Bourgeois  899-1333  23 Butler Rd, Underhill VT 05489    bbourg@lightshiptech.com 

Secretary  
Vacant     

Newsletter Editor 
Bruce Richardson  229-2460  975 Crosstown Rd, Berlin VT 05602   bbrichardson@yahoo.com 

Scholarship Committee 
Frank Gibney   879-7419     1147 Sunset View Rd. Colchester  VT 05446    gibneyf@aol.com 

Young Eagles Coordinator 
Don Taylor   868-3809  11 Ferris St., Swanton VT 05488 

Technical Counselor 
George Coy   868-2698  116 St. Albans Rd, Swanton VT 05488  george@gesoco.com 

Assistant Tech Counselor  
John Butterfield    878-6337  721 North Williston Rd, Williston VT 05495 airbear9fj@verizon.net 

Chapter Web Site 
Dick Bayer  796-4432 20B South Main St., Alburg VT 05440  webmaster@grnmtsolutions.com  �



       

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
EAA CHAPTER 613 
Bruce Richardson 
975 Crosstown Rd 
Berlin,  VT   05602 

FIRST CLASS MAIL 

 
 

April 2009  


