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News and ViewsBruce Richardson Busy Busy Busy... I

After a busy summer, you might think things wouiarsto slow down with the cooler temperaturesutienn... but,
not to be, it seems. There have been three cotgeaveekends with Chapter-related activities gaomg and at
least one more approaching, before things setidndoto the "usual” fall routine with the Octobestjuck. Thanks
to various Chapter members, I've got the detailsvants past, present, and future - so withouhéuradieu...

I ——

The start to the day was a little (well actuallp#) on the chilly side for our Young Eagle Rall
on Shelburne Airport Day. There was quite a wiradrf the northwest, but thankfully it wasn’t
too bumpy for the Young Eagle rides. We gave 52in{pEagle rides and Donald Taylor wil
have more information on that in this newsletter.

Frank Gibney, Kurt Gruendling, Bob Domingue, Chirbbitaille and Donald Taylor met at the Shelburnepért
at 5:30 on Friday, Sept 18th to set out the stakelssafety tape and to unload the tables that @drbhought down
in the trailer. One less thing to worry aboutttog next day.

Members started arriving for the rest of the setatjaround 8:30 a.m. on Saturday, the 19th. Branzk Becky
Richardson let us use their Quik-Shade for the ession stand and Steve and Buffy Clark let us heg grill.
Thanks!

The pilots who flew Young Eagles and “Senior Eablesre: Jim Baker, John Butterfield, Bob Desmardism
Edwards, Frank Gibney, Kurt Gruendling and ChuckiRidlle. Registration was handled by Ed JameanBiMuhr
and Bruce Richardson. The Young Eagle paperwork eandled by Dave and Mary Harrison, Becky Richamds
and Eric Richardson. Eric’s printing was beyondhpare --- the Young Eagles certificates were bédwnd just
begging to be framed.

Bob Domingue handled all the parking and Bob Parabyler Hart, Ed Scott and Helmut Gruendling (Kafad)
monitored radio communications, which made for iy wafe event.

The concession stand was manned by Donald TaykbrEaml Taylor did all of the cooking. Becky Ricdaon,
Mary Harrison and Marge Butterfield made some baj@ods to sell. The hamburgers, buns and ice demnated
by the Shelburne Market. Many thanks to the Clagttor their generosity, this year and in the paShelburne
Market has supported Shelburne Airport Day for myegrs.

We received $375.00 in donations for the EAA AwatiCenter and made $408.50 at the concession stdmch
included bottle returns. The only disbursement $£36.00 to P & P Septic for the porto-potty.

Frank Gibney and Marge Butterfield coordinatedekient again this year. We would like to thanknadimbers who
were there for the day to help out and give supwberever needed to make Shelburne Airport Daycaess. Last
but certainly not least, many thanks to Ray Magedbsting the event!
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| Progress Report - Hangar & Aviation Center By Donald Taylor |

The concrete for the fire escape was done by 3 rasnibonald Taylor, Earl Taylor, and Dick Swanson.

Four members made a concrete slab and a small ramGeorge Coy could get in his hangar with his
wheelchair: Dick Swanson, Earl Taylor, Donald Baybnd Steve Hard.

We had a work crew at the hangar on Saturday, Bdyetle26th. We had two jobs we could have donedialt
not have enough help. We did get the 6x6x16 post®r the fire escape, and 1/3 of the metal cgitione in

the hangar: Donald Taylor, Steve Hard, John Biigtd, Eric Richardson, Bruce Richardson, Earl [bayand

Bill Morelli.

There were two donations made to the aviation cente

George Coy - $400 for concrete for the fire escape.

Swanton House of Pizza - $250 for a door for treedscape.

Boy Scout Camporee By Tom Edwards

/l"\, October 3 there was a Boy Scout Camporee at FS$bwe#n the raindrops, 528 campers, about
. 2/3s were kids, camped out adjacent to the aifpoktarn about emergency preparedness. On

7 W <
Your chapter put on a seminar for the kids on wayget rescued from the air. Eric Richardson,stsgiby
brother Bruce set up a 20 minute talk for the lddsnonstrating how hard it is to be found from tireaad

what needs to happened to improve one’s chandes found. Eric set up the program and to savedice,
Tony Speranza and | finished out the day.

the lawn in front of the field day site, all sodEdisplays were set up for the scouts. Vermont
Gas, CVPS, guard units, helicopters and more tltan remember were in attendance.

As a side event, we had several pilots availableytming Eagle Flights. Don Taylor and George Cmktcare
of the paperwork, kept me in line while new memKewin Dauphinee, Bob Desmarais, Bill Morelli, Don
Nowakowski and | flew a total of 47 Young Eagles.

We had to stop early due to a incident where a @oing with 3 Young Eagle aboard, had an enginepatypp
and the plane landed in the grass at the southottite runway and skidded through the south fenad.
aboard were safe, parents were called, and thefiiveas removed for inspection by the FAA.

Since all of us watched the incident and were ghaladl flights were cancelled for this event. T®@emanche
had damage to both wings and the propeller. Asiguze out the cause and following the investigatimore
information will follow.

| want to thank all the members which helped metbist weekend. The Boy Scouts are interested imimgo
this event to Newport in the spring and have a eviitlondike Derby this winter. | hope we all wencget
more members to help out next time!

Bob Desmatrais - 15 Young Eagles Flown Tom Edwards 6
Don Nowakowski - 6 Bill Morelli - 6
Kevin Dauphinee - 16 Don Taylor - 1
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On Saturday October 10th, at the Swanton airpoBO): Chapter 613 is&,

, kicking off the fall agenda with a party in Geor@ey's hanger. This event (&%
u ‘ non-competitive fun dance) is not just for pildtst for our friends, neighbors v

and anyone interested in airplanes, flying or teeh@ good time.

Performing their air show routine are Dan Marcattd &r. Don Majersic, who are both seasoned aembati

pilots. The afternoon will also be shared with agmian Steve Toubman and a local seasoned baheé, "T

Remnants", who play music by the Eagles, Doobiett#gns, Harlequin, Peter Frampton, Santana, The, Cars
Bryan Adams and the Rolling Stones. It has theingaskof a fun time.

This is an opportunity to introduce your friendsatoation. Some of us may be available to fly "¥iguEagles"

or adults for a small donation, so see Tom Edwardsat the show. The event is scheduled to startind
12:30pm on Saturday 10/10/2009 and will run thraughthe afternoon. The magician will open the show
about 1pm. There is no rain date, so please aitgod can.

Food and drinks (hot dogs, hamburgers and soddishevavailable for a small fee. (No alcohol on thieport
property) Donations are welcome as all money veckiwill be used to fund EAA Chapter events and
scholarships for our local children.

| hope to see you all, as we kick off a new sedspthe EAA Chapter 613.

I

These past few weeks have been unbelievable for $ece Shelburne day | moved to South Burlingtdranged
jobs, and set up the Boy Scout Camporee at FSQooks like a terrible weekend for YE flights salidn't call
anybody. | hope | made the correct decision andidin't | hope a few of you volunteered!

We have a lot on tap these next few weeks. ThepOeee this weekend, hangar dance next weekerivied up
by our potluck dinner at Shelburne. | hope toasé# of you at there great events!

We had a work day at the Hangar and got up a t#léng and the posts for the fire escape. | masing that day
so | didn't get up to help but | saw the resul3bn and Earl are at it again pounding nails andpkegthings
moving. When you see either of these guys makeygu give them a pat on the back.

We are working on a few events for our pancakeHlesa starting in November. The details arenalfiout we are
working on a tour of the new Army Guard Hangar, Aather briefer at a breakfast, border patrol rBpy Scout
Merit badge representative to name a few. If yavehany ideas, let us know!

We have elections coming up in November and wealways looking for new blood. The secretary positis still

open. So if you have any interest in helping big brganization, let us know. I'm presently harmgitwo positions.
If someone wants one (or both) of them let me know!

See you at a couple functions.

- Tom
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By Marge Butterfield

Fall has arrived and it’s time to tggether for the annual Chapter Potluck at thel&inee
Airport on Sunday, October'2at 1:00. So that the food doesn’t get too colewill plan to
chow down about 1:15. Don’t be lai2écaf coffee will be provided. Cider is usuallpbght
in by a member or two also. Bring your favoritstd{including your spouse) and enjoy some good &atl
catching up with friends you haven't seen in qaitghile. Hope to see you there!

‘Flight Advisor Corner : Hobie Tomlinson Engine Instruments - || I

In the October newsletter we continue our discussid'Engine Instrument$ as we carry on witlPart 1X of our series
on“The Care and Feeding of Aviation Piston Engines.Ih this article we look at engine instruments which used to
control and monitor the operation and performanicaraviation-piston engine. These gauges uswaa#yof various
sizes and may be located in diverse places omgteument panel. The advent of an industry congens instrument
panel standardization during the Seventies beganntbvement toward standard instrument placemengravimo
standardization had previously ever existed.

In this month’s article, we will look at the follamg instruments:
Tachometer
Manifold Pressure Gauge
Fuel flow Indicator
Exhaust Gas Temperature Gauge
Suction Gauge
Ammeter vs. Loadmeter
Low Voltage Warning Light

The Tachometeris the primary instrument used for setting and imooimg the power output of aviation-piston engines
which are equipped with a fixed pitch propelledentical aircraft engines may produce differentshpower outputs at a
given speed, depending upon the type of propediistailed. The types of fixed pitch propellers ke are 1) The
Climb Propellerand 2) theCruise Propeller

Climb Propellers have lower pitch which produces less propellegdrgdPropellerGeometric pitchis the
theoretical distance a propeller would advanceutjinathe air for each revolution - if there was stigpage.”
PropellerEffective pitchis the distance a propeller actually advancesutiirahe air for each revolution and
includes slippage.) The lower drag of a climb gitgy allows the engine to produce a higher stafion. and
provides more horsepower capability at low airsgeethis gives an increase in performance durikgati and
climb but decreases performance during cruisetflighThis happens because engine r.p.m. reache:d.iRe
limit at a lower power setting during cruise fligirtd limits useable cruise power - lowering crygsgormance.
(The climb propeller is like driving in second geaplenty of power for hills, but quickly overspsedn the
level.). Climb propellers are primarily used on seaplaned aircraft for which STOL $hort TakeOff and
Landing) capabilities are a priority.

Cruise Propellershave higher pitch which produces more propellegdrThe higher propeller drag will result
in lower static r.p.m. and lower horsepower produde the low speed arena. This decreases aircraft
performance during takeoff and climb but will inase aircraft cruise speed. Cruise speed improgesuse
increasing airspeed lowers the propeller AQ¥ngle of Attack). While the lowering of propeller AOA by
increasing airspeed causes the climb propeller asilye overspeed (controlled by reducing power)jsit
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advantageous to the cruise propeller. The loweAA&duces cruise propeller drag (making it morécidfht)
and allowing the engine to develop higher r.p.mowNhe greater pitch of a cruise propeller retagdgine
overspeed at higher power settings - improvingsergerformance. (The cruise propeller is likeidgun high
gear — less power for hills, but does not easilgrspeed on the levelCruise propellers are primarily used on
aircraft which do not require maximum takeoff andnb performance, thereby allowing improved cruise

performance.

Tachometersare calibrated in hundreds of r.p.m. and providiérect indication of engine r.p.m. and thus powetpat.
They are powered either mechanically by a tachanutee cable or electrically by a tachometer drijgmerator and a
synchronous electric motor. Color coding indicatesmal operating range (Green arc) and maximuowalble r.p.m.
(Red Line). A Yellow band on the tachometer intksaeither a takeoff power limitation (Maximum ogigng time - five
minutes) or an r.p.m. range where a harmonics probéxists with the engine/propeller combinationontiuous
operation within this r.p.m. range is not allowe@® harmonics problem led to engine failure andmdte loss of the
replica Hughes racer.)

Important things to remember about engine tachometes are as follows

Know the static r.p.m. valuavhich your aircraft reaches at full throttle whagginning takeoff. It is important to
check this value on each takeoff to assure thenerigiproducing rated power.

Power output for a given r.p.mmvaries with the density altitude. A normally aspéd engine will only produce
full rated power under standard atmospheric comdliti Higher density altitudes produce less powénesame
r.p.m. (Notice how well your aircraft performsthre cool fall air versus the “dog days” of Summér)arge part
of the performance loss at high density altitudedue to the drop in engine power output (non- sifzeged
piston engines.

Recording tachometersecord engine revolutions, not actual time itsélhus a recording tach will only record
one hour’s operation during one hour of clock tiatex specific cruise r.p.m. When the engine isated at a
lower r.p.m., it will take a proportionally longelock time to record one hour of tach time. (Tisisvhy flight
schools bill on hobbs time, while performing mairgace on tach time)

The Manifold Absolute Pressure Gauge(MAP) (commonly known adManifold Pressure Gauge)s the primary
instrument used for setting and monitoring the poweatput of aviation- piston engines which are pged with a
constant speed propeller.

Constant-speed Propellersare the primary type used on high performanceadircTheir main advantage is the
ability to convert a high percentage of brake hposeer (BHP) into thrust horsepower (THP) over aemidnge
of airspeed and r.p.m. combinations. The abititgelect the most efficient engine r.p.m. for theig conditions
makes constant-speed propellers more efficient fikad-pitch propellers.

Aircraft with Constant-speed Propellershave two power controls — tllerottle, which controls engine power
output, and thepropeller contro| which controls engine r.p.m

0 Once a specific r.p.m. is selectedith the propeller control, a propeller governdjusts propeller blade
angle (using engine oil pressure) to maintain #lected r.p.m. The propeller blade angle will thes
automatically changed by the propeller governomtintain selected r.p.m. even though engine power
output and aircraft speed changes. Thereforejeb#ed engine power output must be set by thetkiaro
— referring to the manifold pressure gauge - bezguspeller r.p.m. will remain constant at the stld
value.

0 When a change in power output or airspeed exceedbd governing range of the propeller the
propeller blade angle will reach either the higieipistops (excessive airspeed) or the low pitchss{mw
power settings). Once this happens, the propebler no longer adjust blade angle to maintain the
selected r.p.m. and will act like a fixed pitch petier. This is why a propeller will overspeedan
extreme dive and r.p.m drops off when retardingttirettle for landing. (The whine associated wath
diving WWII fighter is propeller overspeed)
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The Manifold Pressure Gaugés basically a barometavhich measures atmospheric pressure within thanerigtake
manifold (in inches of mercury). When the engis@ot operating, the manifold pressure will reaglghme as the local
atmospheric pressure. (Remember that baromeegspras local atmospheric pressure corrected to sesd. Je@nce the
engine is started, it draws air out of the intakenifold. With the engine at idle, a closed theithlve prevents outside
air from freely entering the intake manifold, caugsthe manifold pressure to drop. (Typically ainiglengine will show
approximately 12 inches of manifold pressure.) ties throttle is advanced, opening the throttle eaitows more and
more air to enter the intake manifold. The cartrenixes proportionally more fuel with the incraasp air supply
causing engine power to increase when more allowed to enter the intake manifold. This increasiuel/air supply to
the engine is reflected with an increase in madifiessure. When the throttle is fully open, thanifold pressure will
again indicate the local atmospheric pressure, snanflow-induced friction loss. At this point tle@gine is producing
full available power for the current density altitiand selected engine r.p.m. Any further in@@angine power then
requires a higher r.p.m. to be selected. (Thighg maintaining constant cruise power requiresciiglg higher engine
r.p.m. once full throttle is reached — usually lstig above 7000 feet for a normally aspirated eegiperating at 65%
power) Supercharged engines operate in their dmosphere (which may well be above sea level pre}aip to the
engines “critical altitude.” They require furthdiscussion in a separate article.

The propeller controlof an aircraft can be compared with the shift teean automobile. The throttle function is the
same. Two things we can do to damage an aircrahgine are 1jLugging” it (excessive cylinder pressures) or 2)
Having the propeller drive the engine(reverse stress).

High manifold pressures combined with very low r.pm. can create excessive cylinder pressures. Cylinde
pressures are defined by the téBnake M eanEffective Pressure (BMEP) which is actually monitored on large
radial engines. BMEP limits on small engines adidated by manifold pressure/r.p.m. combinatiohgctv are
either prohibited or just not listed on the powettiag charts.

Reverse Stressccurs with a combination of high r.p.m. and lowmfold pressure at high airspeed. High
airspeed, when combined with high r.p.m. at low poeauses the propeller to windmill faster thandhgine is
turning. The engine drive train suffers reversesst as the engine becomes a restraining forcdeefrathan
driving force) for propeller r.p.m.The _most severe wear, fatigue, and damage to highfgrmance piston
engines will occur_at high r.p.m. and low manifolpressure To prevent this type of damage, propeller r.p.m.
should be reduced (never increased) during normmaplower descents.

Changing Power Settingon engines with constant-speed propellers is dsrfellows:

When increasing engine poweralways increase r.p.m. first (propeller contraipared with shifting to a lower
gear) then increase manifold pressure (open tlodtldy. This prevents “lugging” the engine — exaies BMEP.
When decreasing engine poweralways reduce manifold pressure first (retardttmettle), then reduce engine
r.p.m. (propeller control compared with shiftingdcdhigher gear). Reducing r.p.m. first will sudgeplace a
large restraining force on the engine. This caasepid rise in manifold pressure and produceswatant spike
in BMEP.

With radial engines, operation at maximum r.p.m. and high manifold poes (high BMEP) must be restricted to
takeoffs and held to a minimum. Radial enginegcally operate at “over-square” power settings (Hganifold
pressure and low r.p.m.). Operation at maximymmr. and low manifold pressure (reverse stress) foes
totally avoided to prevent engine damage.

Fuel Flow Gaugesare really fuel pressure gauges calibrated in @B&llons per Hour). They are used with pressure
carburetors on engines equipped with continuous-floel injection systems. They provide a meansntmitor the
amount of fuel being delivered to the engine atalxatoarse setting of the mixture control at vasiguower settings.

Exhaust Gas Temperature Gauge$EGT) measure the temperature of exhaust gases as thdheengine cylinder.
Simple systems use a single temperature probeeirieinest cylinder, while more sophisticated systemonitor all
cylinders and even highlight the leanest one. Theyide a more exact means for setting the mixametrol than
possible with a fuel flow gauge. Best power isaiid around 100 degrees rich of peak (ROP) exluyasstemperature.
(A trained ear will hear the propeller pitch charagethe engine is leaned below its best powemgektiOn Beech 18s
with the short exhaust stacks, we used to leamtixéure controls at night by the color of flame taxg the exhaust
stacks. Lean of peak (LOP) EGT operation is cotirgial and was discussed in the July 2009 article.
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The Suction Gaugemonitors the operation of the engine-driven vacyuump and indicates that sufficient vacuum is
available to power the air-driven, gyro flight inghents (attitude and heading indicators). Normaition pressure
should be between 4.5 and 5.5 inches of Hg. Becgysos are turned by airflow, which is normallyjportional to
suction, a clogged air filter will combine normaicsion pressure with gyros which exhibit high pissien. Failure of the
engine-driven vacuum pump is indicated by a tataklof suction pressure and means all air-drivensgiave failed.
Due to the historic short life of “dry” engine-dem vacuum pumps, many aircraft have been equippidanback-up
vacuum source. As modern glass cockpits use efgctattitude and heading systems; this issuepslisafading into
history.

An Ammeter monitors the condition of the aircraft battery.hi§h positive indication indicates the batteryow and is
being recharged by the generator/alternator. Wusld be the condition immediately after an engstert. The plus
indication should return to near zero as the batiecomes fully charged. A continuous high/fulkpiwe deflection of
the ammeter indicates that the voltage regulatsrféided, while a continuous high/full negative ldefion indicates that
the generator/alternator has failed. (A continlyotisegged” ammeter after engine start can alsocate the engine
starter failed to disengage. Immediate enginedslwn to investigate is required.) A fully chargectraft battery should
provide 30 minutes of emergency power; the prolileme seldom know the exact state of the batteth@iprecise time
the failure occurred. In VMC conditions, turn dffe master switch and conserve battery power faditey. In IMC
conditions, declare an emergency and divert tofaest suitable airport while reducing electricalls to the maximum
extent possible.

A Loadmeter monitors the operation of the engine generatenfadttor instead of the battery. A zero indicatonan
aircraft Loadmeter means that the engine genesadtimiator has failed. A pegged indication showsxcessive load is
being place on the engine generator/alternatosiplysby a short or single generator/alternatolufai on a multiengine
aircraft. (Continuous excessive load immediatéigreengine start can indicate the starter faitedisengage. Immediate
engine shutdown to investigate is required.)

Low Voltage Warning Lights are provided on modern electrical systems. Bateitages are either 12 or 24 volts
while generator/alternator voltages are 14 or 2&vorhe extra voltage is required to charge thigeloy. (Interestingly,
aircraft electrical systems are labeled by theiregator/alternator voltage, while automotive systemre labeled by their
battery voltage.) When the battery is powering ¢lectrical system, the voltage drops to 12/24svfitom the 14/28
volts which exist when the generator/alternatquasver the electrical system). This voltage drdpves a relay to close
which illuminates the low voltage light. This relgypically closes at 13 or 26 volts.

That completes our section on engine instrumemgxt month we will look at the nemesis of carburetquipped
engines — carburetor ice. The thought for this tilnds “Complacency is dangerous, but fretting over imagiary
threats impairs the ability to address real one$ ~ Amar Bhide,Columbia University professor. So until next magnth
be sure td'hink Right to FliRite.

(KBTV) Burlington’'s FBO ~ Winter of 1962/63
~ (My old Aviation Alma Mater) ~
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Safety Tip By Don Taylor Fall Foliage Season

Well, it's here again. This fall, cool weather auhshine (we hope), it is time to fly round angbgnhe
beautiful fall foliage. But remember, there wi# bthers doing that also, so be careful - the ajthg is "To
seeand beseeri.

We have others going south besides people, so beedookout for our feathered friends - the geea#en it
becomes evening, they will be in all directiongKimg for a place to rest and eat.

Young Eagles: Donald Taylor

We have eight pilots reporting Young Eagle fligftsthis newsletter:
Donald Taylor -6
These pilots flew 52 Young Eagles on Shelburne Baptember 19th:

John Butterfield - 10

Frank Gibney - 4 Robert Desmarais - 12
Thomas Edwards - 3 Charles Robitaille - 8
Kurt Gruendling - 13 James Baker - 2

Total Young Eagles flown for 2009 so far is 16& m3ore to go for our goal of 200 for 2009.

George Coy - 1 Donald Taylor - 25
Richard Swanson - 7 Robert Desmarais - 16
Thomas Edwards - 42 Charles Robitaille - 17
John Butterfield - 22 Don Nowakowski - 8
Steve Couzelis - 11 Frank Gibney - 4
Kurt Gruendling - 13 James Baker - 2

Update On A Young Eagle by Susie & Dale Perry

Today, our son, Jarrett Perry, got to fly a plathéywhimself. He passed his pre-solo test yestgrdrhe funny
thing is he can't drive a car by himself, but heNCify an airplane. We asked Jarrett how it fejtrf without
an instructor and he said, "lI've been waiting @lbme for this. It's kind of like playing a vidg@ame, except
you can die."

He will fly a couple of more solo hours this weekhnthe instructor supervising from the ground, émeh he
can fly by himself without the instructor theree Mill have to take a break from flying when winkets and
then hopes to get his private pilot's license 8@xing.
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Below are pictures of him doing his pre-flight ckethen take off, and landing. The air traffic aatier in the
tower told him he did a great job.

Jarrett's Young Eagle flight with Don Taylor - February 2003 Jarrett getting his CAP Sol€ertificate and Wings

Pllight

1‘,_1_0‘:‘

Dedr™ mr Taylok
T hank You, for
Taking me £iyingTf
RS ] FQU\HY funl T
liked Seelho :'\\>‘ halSe
£rom dbove .
Godbless YRy
Jarrett

Landing! A note from Jarrettirca 2003
[Editor's note: Jarrett is one of the individu@lsapter 613 has sent to the Air Academy at Oshkdstanks

go to Scholarship Committee Chair Frank Gibneyétaying the information on Jarrett, and to Dalerytor
the Young Eagles picture.]

10



CHAPTER 613

Obty 2009

UPCOMING EVENTS

From EAA Chapter 968 President Peter Fisk (fiskidgbver.net):

The BIG HIKE to the B-24 on Camel's Hump is stifl for October 17. I've had commitments from al®td
10 and hope to see even more. Plan is to mee¢ &dhching Lion parking lot at 9:30 AM. bring lunaturdy
hiking gear and plenty of water. We'll be on traltand in the woods for about 5 or 6 hours!! & theather is
'iffy’ rain and wind resistant gear is a major atege!! Brian Lindner's story and tour is alwaytseat so we
hope you can be there . This event is open tthalatea EAA groups and aviation enthusiasts whdtare
members. If you're not sure how to get to the meggtiace you can approach from either Jonesville or
Waterbury on the road SOUTH of the Winooski Rivegrt go south on the Camel's Hump State Park Rukto t

end.

Calendar of Events

October 3-4 Boy Scout Emergency Preparedness Camporee @riFGmkdity Airport (FSO), Highgate, VT

October 3 EAA Chapter 968 Leafpeeper's Fly-In BreakfaRUd, 8am-noon

October 10 Chapter 613 Hangar Dance, George Coy's hangarjri-2okhty Airport (FSO), Highgate, VT, 12:30 - 5 gin
October 17 EAA Chapter 968 Hike to Camel's Hump B-34lctsite with Brian Lindner

October 25 EAA Chapter 613 Potluck, Shelburne Airport (W Bhelburne, VT, 1pm

November 3 FAA Safety Seminar, "Techniques for 'See and Be 8&4rRi", RUT, 7pm

OFFICERS/COMMITTEE MEMBERS

President Phone Address
Tom Edwards 355-1656 250 Eagle Mountain Rd Mik& 05468

Vice President

Bob Desmarais 872-8449 399 Old Stage Rd, Ess®wtidn VT 05452
Treasurer

Bryan Bourgeois 899-1333 23 Butler Rd, Undenill 05489
Secretary

Vacant

Newsletter Editor
Bruce Richardson 229-2460 975 Crosstown Rd, B&fTi 05602

Scholarship Committee
Frank Gibney 879-7419 1147 Sunset View Rdcl@ster VT 05446

Young Eagles Coordinator
Don Taylor 868-3809 11 Ferris St., Swanton VB85

Technical Counselor

John Butterfield 878-6337 721 North Willistod RVilliston VT 05495
Chapter Web Site
Dick Bayer 796-4432 20B South Main St., Alburg 93440

e-mail
klkbl@msn.com

ridesmar@us.ibm.com

bbourg@lightshiptech.com

bbrichardson@yahoo.com

gibneyf@aol.com

airbear9fj@verizon.net

webmaster@grnmtsolutions.com
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