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March Meeting 
Ken Reece, F-18 Pilot 

Inspired by the leather flight jacket 
his great uncle, a Korean Marine pilot, 
gave to him in his youth, our guest for 
March, Ken Reece, aspired at an early 
age to be a Naval aviator.  

“The first time I flew in an airplane, 
I jumped out of it,”  described Ken, who 
as a member of the ECU parachute club 
made several hundred jumps. Upon 
graduation in 1985, he applied for a slot 
as a Naval aviator, was accepted and sent 
for primary training where he flew the T-
34. “My first landings in airplanes were 
made during flight training,”  Ken noted 
to the amusement of Chapter members. 

Next followed advanced training in 
the T-2 where Ken qualified for carrier 
landings. Due to his good performance, 
the Navy asked him to stay as an instruc-
tor at the Meridian, MS, NAS. His first 
deployment was flying in an A-7 Corsair 
squadron assigned to the USS Carl Vin-
cent. “ I preferred single-seat aircraft, 
where you know who’s in charge,”  said 
Reece.  

When the A-7s were replaced by the 
F-18 Hornet, Ken became the training 
officer for his squadron. “Every flight in 
the F-18 was a fuel emergency; the air-
craft actually carried less fuel than the A-
7, so every launch from a carrier was 
immediately followed by aerial refueling 
if we wanted to go anywhere. For the 
same reason, we rarely used the after-
burner.”  

In spite of the many dangers flying 
from a carrier, Ken related that his great-
est fears were deck maneuvers, when “18 
year-old kids would make a contest out 
of positioning our aircraft as close to the 
edge of the deck as possible. Since the 
cockpit on the F-18 sits far in front of the 
nosegear, I’d be looking straight down at 
the ocean, crashing into the bow.”  

Since leaving the Navy, Ken works 
for Fedex, flying the MD-11, that he de-
scribes as very easy to fly. 
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Ken Reece (top) describes night 
launches in the F-18 into a world 
of blackness. Ken’s aircraft, top 
to bottom: A-7 Corsair, F-18, and 
the MD-11 that he now flies for 
Fedex. 

At the March meeting, Chapter 
member Mark Doble displayed his new 
engine monitor, now being offered for 
sale. An electrical engineer by education, 
Mark developed a prototype system for 
his Mustang Mark II, which he hangars 
at the Triple W airport.  For details on 
the plane, see mustang.mddesigns.com 

The original system proved to be so 
successful, that Mark decided to make a 
business out of a more advanced version 
that he calls the Cyclops EMX and sells 
through his company, StratoLogicLLC, 
stratologic.net 

The Cyclops offers a wide variety of 
monitoring possibilities, including Hobbs 
meter and tach time, manifold pressure, 
fuel quantity measured via capacitance 
probes, fuel flow, average fuel flow in 
cruise, fuel pressure, fuel used, fuel left, 
fuel to destination, fuel at destination, 
fuel time left before empty, nautical 
miles per gallon, ETA to destination us-
ing NMEA 0186 format and Garmin 
aviation format GPS sentences, oil tem-
perature, max oil temperature, average 
oil temperature in cruise, oil pressure, 
max oil pressure, bus voltage 1, bus volt-
age 2, ammeter, carburetor temperature , 
outside air temperature, plug and play 
temperature sensors, …. well you get the 
idea. 

Mark, whose family has a long his-
tory of successful businesses, displayed 
the Cyclops EMX at this year’s Sun ‘n 
Fun. We wish him the best of success in  
a venture that has great potential to bene-
fit all homebuilders. 
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The View from Above 
Denny Mercer, President 

� ����� ����� ����� ���� ����

T hose of you who attended the 
last chapter meeting will re-
call that "my" Extra was sold 
again and has subsequently 

been flown to its new home in New Jer-
sey.  Here is the story: 

Some weeks ago a man introduced 
himself to me on the phone as Scott Kirk 
and told me he was buying the Extra 
300L that I had owned for five years and 
in which I had flown about 700 hours.  
He went on to tell me that Tom 
Malechuk, the mechanic at Siler City 
(5W8), was doing a pre-purchase and an 
annual inspection on the aircraft.  I told 
Scott that he had chosen the mechanic 
who knew the airplane very well, for Tom 
had done all the inspections and had 
maintained the airplane since new.  I 
assured the new buyer that, as far as I 
knew, the Extra was in excellent condi-
tion. 

For more than an hour Scott and I 
just talked about Extras in general and 
my airplane in particular.  The perform-
ance parameters, the "numbers", if you 
will, was where we spent the most time.  I 
insisted that the airplane, though not 
terribly demanding, was rather unforgiv-
ing if mishandled at low airspeeds where 
one is typically, close to the ground.  I 
advocated that he contact the dealer 
Aero Sport, who is in St. Augustine.  
"Make arrangements to get some time in 
an Extra before soloing the thing." I im-
plored.  Scott has a good bit of time in a 
Yak 55 and I thought that time would 
serve him well in the transition to an 
Extra, but; he needed to get some time in 
an Extra. 

A day-or-two later Scott called 
again and told me that his insurance 
carrier wanted 10 hours dual before cov-
ering the plane.  He had no reluctance in 
traveling to St. Augustine, but the dealer, 
preparing for Sun-N-Fun, could not help 
him for some time.  Scott said to me, "If I 
can get the insurance carrier to okay it, 

will you check me out in the airplane?"  
I told him I did not believe there is any 
chance the insurance company would 
do that.  "But, if you get 'em to cover 
me, I will be happy to do it. 

The following is a copy of the e-
mail to Scott from me that was success-
ful in getting the insurance carrier to 
cover me for all risks while I, initially 
and later, Scott and I had a good, ol' 
time in "MY" Extra.  One other thing, I 
was flattered that the company re-
quired only three hours with me doing 
the teaching.  Can you believe it? 

In response to your email message 
this date, please be advised that, should 
I take on this task, everyone involved 
needs to know that I am not a Certified 
Flight Instructor.  Nor do I have insur-
ance on the aircraft in question that 
would afford hull and/or liability cov-
erage if I were to be considered "pilot 
in command" during the flight(s).  The 
insurance carrier would need to cover 
me for the flights in question. 

As far as my qualifications are 
concerned:  My license is for Single 
Engine, Land.  My total time is ap-
proaching 9,000 hours.  I have more 
than 6,000 hours tail wheel time and 
have flown the aircraft in question 
about 700 hours during a five-year-
period ending in November, 2004.  I 
now own an RV-7 (tail wheel aircraft) 
and have flown that aircraft about 165 
hours during the past twelve months.  I 
recently purchased (with partners) a 
DR107 (One Design) and have about 
five hours on that aircraft which is 
somewhat more difficult to fly than the 
Extra 300L.  I have no reluctance to fly 
the Extra from the front seat.  I would, 
however, insist on a solo refresher 
flight in the Extra before attempting to 
instruct you in its operation.  (I would 
want to regain my "feel" for impending 
stalls, etc.) 

Flying an Extra 300L, in my opin-
ion, requires no extraordinary skills of 
a competent and current tail wheel 
pilot flying a relatively high-powered 
aircraft.   The flying qualities of this 
aircraft are splendid and it possesses 
no untoward surprises.  

One, initially, at least, must fly  
207LH  "by the numbers," rotating for 
take-off at about 65 knots and climbing-
out at about 100 knots to afford a rea-
sonably good sight-picture over the nose.  
One should approach for landing at 
about 80 knots.  I prefer a circling-
approach-to-landing as this keeps the 
runway in sight.  One levels-off  "over 
the numbers" and looks for a speed of 
about 70 knots, attaining and maintain-
ing that speed with use of the stick while 
bleeding off altitude with diminishing 
power while flaring for landing with zero 
power.  One touches down at about 65 
knots.  Keep it in the center of the run-
way until reaching taxi-speed.   

Ground handling is exemplary and 
207LH tracks true and straight with no 
twitchiness found in Pitts type aircraft.  
Your experience with the Yak 55 will 
stand you in good stead and the transi-
tion to the Extra will be pretty easy.  I do, 
however, applaud your decision to get a 
bit of "instruction" in the Extra before 
solo. 

You have my permission to share 
this e-mail with your insurance carrier in 
the event you and the carrier want to 
proceed. 

� ����� ����� ����� ���� ����
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Re-Enacting History 
Jim Zazas 
 

O n February 20, 1948, Pied-
mont Airlines began its sto-
ried airline service with an 
inaugural flight that origi-

nated from Wilmington, North Carolina’s 
Bluethenthal Field. Piedmont Flight 41, a 
gleaming bare metal Douglas DC-3 
sporting only a lightning bolt flash trim 
along the fuselage with the name 
“Piedmont Airlines”  painted above it and 
above the entry door, lifted off at 7:15 
am and headed towards Pinehurst/
Southern Pines, N.C. with its long grass 
runway, an hour’s flying time to the 
northwest. Charlotte, N.C., the day’s 
second stop, was another forty-five min-
utes to the west. Capt. Leon Fox com-
manded these flights with Harold “Hoss”  
Dobbins flying as copilot. Rounding out 
the crew was Robert L. Waters as purser, 
as the flight attendant was called. 

Fifty-eight years later to the day, the 
Charlotte-based Carolinas Aviation Mu-
seum©s Piedmont Airlines DC-3 recreated 
these inaugural flights by flying from 
Wilmington to Pinehurst/Southern Pines 
to Charlotte. These flights commemo-
rated the public release of the Frank Elli-
ott’s and Elizabeth K. Norfleet©s new 
book, PIEDMONT, FLIGHT OF THE 
PACEMAKER. Museum pilots Scott 
Edwards and this writer flew the mu-
seum’s restored Douglas DC-3 on these 
historic re-enactment flights. 

On board, we carried author Frank 
Elliott and almost 600 copies of PIED-
MONT, FLIGHT OF THE PACE-
MAKER. Elizabeth K. Norfleet, who 
compiled and edited this most compre-
hensive, fascinating and noteworthy 
book, organized these re-enactment 
flights and all related receptions and me-
dia activities on the ground. The Pied-
mont Aviation Historical Society spon-
sored these re-enactment flights and re-
ceptions. 

To enhance the overall authenticity 
of these flights, Scott and I wore period 
uniforms complete with original 1948-
era hat emblems, the latter provided by 
Capt. Howard Miller, a retired Piedmont 
Airlines pilot. He flew the venerable DC-
3 for many years at Piedmont. Even after 
retirement, Capt. Miller remains very 
active in aviation and volunteered as the 
Carolinas Aviation Museum©s DC-3 chief 
pilot from 1996 to 2004. 

Every effort was made to follow 
Piedmont’s original 1948 flying sched-
ule, especially the takeoff time from 
Wilmington, N.C. Even the original 
“Piedmont 41”  call-sign was used. De-
spite a soaking cold rain, a low takeoff 
visibility, even an impromptu television 
interview shortly before we started 
engines, Scott and I matched the sched-
ule exactly and we took-off from Wil-
mington on February 20, 2006 at 7:15 
am. 

Though inclement weather threat-
ened during our flights from Wilming-
ton to Pinehurst/Southern Pines to 
Charlotte, mostly the possibility of 
snow and freezing rain, our flights went 
very well and the 64 year old Douglas 
transport performed flawlessly! Virtu-
ally all of the nasty freezing stuff re-
mained north of our flight path, and 
blue skies and a bright morning sun 
made an infrequent and always wel-
come appearance. 

Cruising comfortably at 4000 feet 
and sitting contently in my pilot’s seat, 
I looked upon the cold and wet land-
scape far below me and wondered how 
many people below our flight path 
grew-up hearing the original Piedmont 
Airlines DC-3 flights mark their pas-
sage overhead. I am sure the harmonic 
rumble of this historic airplane©s two 
Pratt and Whitney R-1830 radial en-
gines echoing across the North Caro-
lina countryside rekindled fond and 
indelible memories of more idyllic 
times long ago. 

Large and enthusiastic crowds 
greeted us at every stop. Frank Elliot 
and Elizabeth Norfleet signed a lot of 
books for eager former Piedmont em-
ployees, Piedmont history enthusiasts 
and airport visitors. This most exciting 
day ended only when the venerable 

D oug l as D C- 3 w as t ow ed 
into the Carolinas Aviation Muse-
ums© cavernous hangar at the Charlotte-
Douglas International Airport later that 
evening and the large steel and glass-
framed doors were closed. Everybody 
involved with these re-enactment flights 
and the many associated ground activities 
had an excellent and memorable time! 

Throughout the day, rain or shine, 
the Piedmont Airlines DC-3’s highly 
polished surfaces glistened like mirrors! 
Carolinas Aviation Museum volunteers 
Gloria Dalton and Joe Steffen worked 
many long hours to make this proud air-
plane look its best. Other museum volun-
teers, including Ken Connor, Chuck 
McGraw and Foy Owen, labored long 
hours beginning months in advance to 
ensure everything was mechanically 
sound for these flights. Their hard work 
contributed much to the overall success 
of this tour, as well as the safe operation 
of the museum’s Piedmont Airlines DC-3 
program. 

This historic airplane has appeared 
in several television and feature movies, 
including “Shake, Rattle and Roll,”  “A 
Different Loyalty”  starring Sharon Stone 
and, more recently, “Glory Road.”  

Future re-enactment flights and 
book-signing tour stops for the Carolinas 
Aviation Museum©s Piedmont Airlines 
DC-3 are planned for Winston-
Salem, North Carolina and Roanoke, 
Virginia. 

Copies of PIEDMONT, FLIGHT 
OF THE PACEMAKER are available 
through the Carolinas Aviation Mu-
seum’ s gift shop, 704-359-8442, 
www.carolinasaviation.org or the Pied-
mont Aviation Historical Society, 336-
765-4363, www.jetpiedmont.com.  

  
Jim Zazas 

Left: Carolinas Aviation Museum's Piedmont Airlines DC-3 in the skies above 
Southern Pines, where a similar aircraft had inaugurated scheduled flights for 
the famous airline 58 year ago. Right: Museum pilots Scott Edwards (left) and 
Jim Zazas (right), in 1940’s period uniforms, flank aviation writer Frank Ellicott. 
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Rarest of the Rare 
Graham White 

 
(continued from last month) 

 

T hanks to the efforts of the 
greenies and tree huggers, high 
end paint is now outrageously 
priced; try on $600 for a gallon 

of Imron for instance. After biting the 
bullet I walked out of the paint store 
$1000 poorer and this was just for the 
trailer and mount. In retrospect I should 
have gone the powder coating route. This 
is now the hot set-up for painting parts; 
extremely durable, chip resistant, very 
nice finish and costs less than material 
alone for a paint job. You know how I’m 
going to finish my next display trailer.  

However, I did powder coat the 
prop, tanks, trailer fenders plus a number 
of small brackets and detail items. The 
only caveat in going the powder coat 
route is the high temperature required for 
curing, 400 degrees. This restriction 
eliminates anything soldered, Bondo’d, 
plastic, rubber etc.  

Axles, fenders and tow hitch were 
purchased from a trailer supply store. I’d 
heard good things about the rubber tor-
sion suspension system now popular on 
trailers so I thought let’s give it a shot. 
Turned out to be a good decision; com-
pact (you don’ t see any springs), smooth 
(natural hysteresis of rubber helps) and 
light. Some J.C. Whitney graphics added 
some pizzazz to the trailer and a local 
graphics company made the rest of the 
“decoration”  based on CAD drawings I 
supplied.  

The aforementioned DC-7 oil 
cooler turned out to be somewhat of a 
fiasco. First off I cleaned out every 
tube – all 12,000 of them..!! That little 
chore took almost a week. Filling it 
with solvent showed up “some”  leaks. 
After plugging about 12 tubes I ran out 
of purpose-made plugs so resorted to 
using taper pins. Plugging about an-
other 50 tubes the leaks were not abat-
ing so I gave up on it after spending 
about 2 weeks trying to resurrect this 
derelict from Miami’s Corrosion Cor-
ner. Kind of like the little Dutch boy 
who tried to plug a leak in the dike with 
his finger – except he had more luck, 
probably because he had smaller leaks 
to deal with.  

A few futile calls determined that 
DC-7 oil coolers are another once com-
mon item that have all but disappeared. 
Plan “B”  was to use a DC-6 oil cooler 
as a radiator. This turned out to be eas-
ier to obtain and I ended up with a nice 
freshly overhauled cooler. For a cool-
ant header tank a 5 gallon air tank did 
the job. Hooking up the cooler, cylin-
der banks and header tank resulted in a 
fairly complex system.  

Stainless tubing from a dairy, auto-
mobile exhaust parts and plumbers 
rubber couplings got everything routed 
to where it was supposed to go. Simi-
larly with the oil system the same types 
of parts were press ganged into service 
that they were never intended for. The 
control panel consisted of a DC-3 throt-
tle quadrant, shielded/guarded switches 
and WWII gages (the ones that glow in 
the dark).  

Now for the acid test; would this 
engine fire up after a 63 year hiberna-

tion? After pre-oiling and purging all the 
air out of the lubrication system it was 
time for a try. To make things easier I 
squirted a good dose of ether into the 
carburetor. Energizing the starter gave 
the characteristic slow build up to a cres-
cendo that only an inertia starter can 
emit. Engaging the starter gave me the 
surprise of my life, it started almost im-
mediately..!! However, it just burned off 
the ether then died. At least I knew I had 
a runner.  

Further encouragement was assured 
by the fact it immediately showed 115psi 
oil pressure. After a few more attempts at 
starting, success ensued. It sounded very 
crisp and healthy albeit with the front 
two cylinders blowing some oil smoke. 
However, it would not accelerate beyond 
about 1500rpm; a sure sign the carbure-
tor was shot. After a few more runs, the 
engine refused to start after burning off 
the prime. Time to pull the carburetor 
and send it off to the world’s leading 
expert on Bendix injection carburetors; 
Pete Law.  

After disassembly, not surprisingly 
the diaphragms were totally shot, hard 
and brittle. The challenge now was to 
find a flow sheet for this odd ball carbu-
retor. Although it was basically a ubiqui-
tous PD-12, it was an oddball P2 variant 
that featured updraft induction – among 
many other “different”  idiosyncrasies.  

All the carburetor shops in the US 
were called; none had the essential flow 
sheet. I ended up calling South Bend, 
Indiana where the carb was originally 
manufactured. Bendix had long divested 
itself of the carburetor business and it 
was taken over by Honeywell. I eventu-
ally found a couple of guys at Honeywell 
who actually cared about what their com-
pany built many years ago. Even so, the 

Test fit of the engine on the trailer. 
Note the tractor top links being put 
to good use as support struts. 
Also note the size of the super-
charger. It’s obvious that this en-
gine was designed for high spe-
cific power. Too bad it didn’t have 
more displacement (ain©t no re-
placement for displacement). 

Tr ial fit of the ill fated DC-7 oil 
cooler  put into service as a radiator . 
Overwhelming leaks squelched this 
idea after  the expenditure of a con-
siderable amount of time and effor t. 
Ah well, projects rarely go to plan so 
this kind of set back is to be ex-
pected. 

Smoky start as some of the accu-
mulated preservative oil is burned 
off. A total of 5 gallons of pre-
servative were drained out of the 
engine prior to starting. 

continued on pg. 5 
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Building my Dyke Delta 
Ernest Christley 
 

I started the last year with no sec-
ondary structure. The plan was to  
throw the ribs together and have the 
skin on by the end of spring....yeah, 
whatever! If there is anything you learn 
from building an airplane, it©s that prog-
nosticating on dates is pointless. Just 
give  a day of the week or month of the 
year, but never, EVER state of which  
week, month or year. Me, I guess I just 
go with seasons. They©re even less pre-
cise. Anyway, I got rolling on the in-
credibly tedious rib structure and had it 
done by the first of last summer. 

Then I decided that the landing 
gear needed to be rebuilt. Forty years  
ago, 6150 spring steel was a common 
material. Mills aren©t even making  
it any more and all the remaining stock 
is being bought up by the industries 
that do still use it. I built the original 
gear from low grade, hot rolled mate-
rial, which was all I could find at the 
time, but last summer one of the other 
Delta builders, a machinist in Michi-
gan, located a supply of vacuum melted 
colled rolled stock.  

So, I scrapped the first set and bent 
up another. The spring constant of 6150 
steel is set with heat treatment, but 
none of the local shops could handle 
the 36" length of the gear leg halves, 
and the one company I could find up in 
Pennsylvania had a $2,400 minimum 
charge. I finally found an Illinois com-
pany that would do the treatment at a 
reasonable price, and after several 
months I had new mains. I got the 
wheel and brake system installed, and 
finally had a frame that would roll on 
its own. Just needed the nose gear to 
finish the system.  

I had the nose gear heat treatment 
done locally, and when I picked it up I 
discovered it was cracked for nearly it©s 
entire length. The low grade steel is 
called "low grade" for good reason. 
The crack had been there the whole 
time. No more of the good stuff was 
available, so I turned down the cutoff 
from the main gear stock from 1" to 
3/4", and bent a new nosegear. Match 
drilling the new fork to the old trunnion  
would prove beyond my abilities, so I 
decided that it also needed to be re-
placed. Except that I didn©t want the 
pain of rebuilding the retraction mecha-
nism.  

Top: at work on the “ incredibly 
tedious”  rib structure. Middle: En-
rest built this jig for bending the 
main gear legs. Bottom: a crack in 
the original nosegear leg and 
shortage of material forced a deci-
sion to use a fixed gear. 

essential flow sheet remained elusive.  
Again, every carburetor shop in the 

US was called and asked to turn over 
every rock – still no success. Pete was 
extremely concerned, he just did not 
want to “guess”  at the flow characteris-
tics. Then another stroke of good luck. 
Dan Whitney, who was also on the case, 
remembered during a bike ride that he 
had run into a box of XP-76 material 
during his visit with Kim McCutcheon 
and other AEHS members to the Na-
tional Archives. He gave the folder num-
bers and box number where the material 
could be located.  

It would probably have required a 
trip to Washington DC to retrieve copies. 
But more luck..!! Kim remembered that 
he had copied some XP-49 material. Sure 
enough, that all-important flow sheet 
information was included in the reports 
Kim had copied. Phew, that was a close 
one! However, it highlights the impor-
tance of the work Kim McCutcheon is 
doing in unraveling the aviation material 
held by the National Archives. It is a 
veritable gold mine of information, not 
only for historians but from a practical 
perspective as well, amply illustrated by 
the carburetor information that came to 
light.  

Another problem that surfaced was 
an oil leak that put the Exxon Valdese to 
shame. Most (all?) dry sump engines 
have one oil inlet (pressure) and one oil 
outlet (scavenge). Not the 1430. Unusu-
ally, this engine has 2 oil outlets, unbe-
known to me. Upon start up scavenge oil 
puked out of the “extra”  oil outlet. This 
required a revamp of the oil system but 
was fairly straightforward to fix.   

Expecting all kinds of air locks in 
the cooling system, it was a pleasant sur-
prise to find none. Looking inside the 
header tank with the engine running re-
vealed a good facsimile of Niagara Falls 
from the two cylinder bank discharges. 
Anticipating the usual coolant leaks the 
engine was initially run with raw water, 
however, that proved to be unnecessary; 
no leaks. 

Future plans are to share this vital 
part of aviation history with like minded 
aviation enthusiasts at shows, conven-
tions etc. Continental delivered a total of 
23 IV-1430s. Of this number it appears 
that only 3 have survived and mine is the 
only runner, in fact probably the only one 
capable of running. This puts it in the 
world’s rarest running engine league. 

 
Graham White 

continued from pg. 4 

Ipso facto, this will be the first Delta 
built with a fixed nosegear. John Dyke 
thinks it will be ugly, but I don©t  think 
people will be able to tell when I©m at 
10,000 ft. The up side is that I©m saving 
about 10lbs up front, and I need that 
really bad. 

The fall was the time for paint. I 
sandblasted the wing panels myself,  with 
the help of my uncle©s industrial strength, 
diesel powered compressor. That gritty 
experience convinced me that paying 
someone else to sandblast the frame 
would be appropriate. Eric of A-1 Sand-
blasting did an admirable job, and gave 
me the use of his hangar at Triple-W to 
spray the paint, which had to be done 
immediately after the blasting to head off 
rust. I left home at 8:00 AM that morning 
and didn©t get home until 11 that night, 
but my "Race With Rust" was over, and I  
think I won.  

continued next month 
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April 15th EAA1114 Meeting 

Clyde Evely, Record-Setting B-52 Commander 
We are very fortunate to have living in our community, a pilot who flew into the record books in 1962 with his crew’s flight around 
the world in a B-52. This pilot, Clyde Evely, will be our speaker relating his experience on his historic flight as well as his time with 
the U.S. Air Force flying the B-52.  

     Bill Terrill, Program Chairman 

CHAPTER NEWS       
 
Our sympathies go out to the family and friends of Chapter member Harold Shehane, who left this world at the end of March after a 
heroic 3-year struggle with cancer.  Harold, a long-term member of EAA Chapters 506 and 1114, built a rare Aerosport Quail, an 
early kitplane designed by Harris Woods and sold by the former company Aerosport of Holly Springs.  Harold kept his plane at Fu-
quay-Varina’s Kennebec airfield. Even in his final months, Harold attended 506 and 1114 chapter meetings, never complaining 
about his ailment, enjoying hangar flying with his many friends. We will all miss this kind gentleman and fellow aviator. 
 
Congratulations to Chapter member Ashok Gopalaratham on passing his ASEL check r ide last month. Ashok, a professor of 
aerospace engineering at NCSU (where he known as “Dr. G”), had previously earned a rare private pilot’s license in his native India 
while attending college.  Having past experience building India’s first-ever composite airplane some years ago, Ashok is interested 
in building a COZY kitplane. Ashok took flying instruction through the Wings of Carolina flying club at the Sanford Airport. 

Aero  2007 Update       April 19-22, 2007 
 

Tr ip Status: FJ Hale is looking into group rates with his employer, American Airlines, from Raleigh to Frie-
drichshafen. I have contacted the office of tourism in Friedrichshafen for help with accommodations. The airport is 
home to a large flying club, Luftsportclub Friedrichshafen, www.lsc-friedrichshafen.de, that will provide us with op-
portunities for flights in airplanes and gliders. A flight in the nearby Alps and above the lake is breathtaking. 

Tr ip Preview: This month, we’ ll preview Zeppelin and Dornier, both with roots in the area. Friedrichshafen is home to Zeppe-
lin Luftschifftechnik, a direct descendant of the famed Zeppelin company from the early 20th century. In the years between the two 
world wars, it was possible to board a Zeppelin on Lake Constance for a luxury flight to destinations throughout Europe, Africa, 
North and South America. A few years ago the downtown train station, an excellent example of pre-WWII architecture, was con-
verted to a museum chronicling the history of this famous company. A special treat is to have lunch in the 2nd story restaurant, or-
dering from a menu featuring the same selections as offered on the Hindenburg and eating from copies of the same placeware used 
on it.  The modern-day Zeppelin is now producing the Zeppelin NT, featuring an advanced propulsion system that permits operation 
in conditions that would ground the Goodyear blimp. Only a few ground personnel are required to operate the Zeppelin NT, one of 
the reasons why it has been a commercial success. The company hangars one example at the airport in Friedrichshafen for flights 
around the area. A 30-minute flight costs 190 Euros, or about $230 at the current exchange rate. Not cheap, but about what you’d 
expect to pay for a ride in a vintage DC-3 or B-17. One of Zeppelin’s most talented engineers was Claudius Dornier, responsible for 
the pioneering use of duralumin in the structure of the enormous airships.  Zeppelin founded a separate aircraft division under Dorn-
ier’s supervision, focusing on the construction of all-metal seaplanes. When the Versailles Treaty forbade Germany to produce air-
craft, Dornier moved across the lake to the Swiss town of Altenrhein where he founded a new company under his own name. It was 
in Altenrhein that he built one of the most famous aircraft of all times, the 12-engined DO-X, a JumboJet of its time. A small but 
interesting museum of Dornier’s history is located in the castle in Meersburg, a town we will also visit. 

Short Final… from AVWeb.com 
 
Overheard while being vectored to the ILS 10 at KMSY the other day: 
Approach: Jet 123, maintain 9,000.  Jet 123: Um, ok, we©re gonna go through it.  Approach: That©s ok, climb and maintain 10,000. 
Jet 123: Uh, we©re on our way back down to 9,000, now.  Approach: Well, 10 is available, you©re welcome to climb and maintain 
10,000.  Jet 123: Why are you doing this to us?  Approach: Well, I©m trying to separate you from traffic behind you, if that©s OK.  
Jet 123: That©s fine, but we just zero-g©d an aircraft with a US Senator aboard. We©d rather not squash him, now. [pause]   
Approach: If I©d known that, I©d have sent you back down to 5,000 first. 
 
Heard while established on a seven-mile final to Runway 1 at Republic Airport in Farmingdale, NY (FRG) January 1, 2002...  
Ar row N1234: Republic Tower, Arrow 1234 nine miles north, landing with Victor.   Tower : Arrow 234 report the right downwind 
Runway 1.   Ar row 234: Tower, any chance we could get a straight in?   Tower: Arrow 234, you did say you were north didn©t you?  
Arrow 234: Yes, we are 7 mile s north.   Tower : Arrow 234, understand the only way I can give you a straight in for 1 is if I turn 
you around and have you continue for about 24,000 miles.  I had a little trouble navigating a straight approach while laughing so 
hard.  
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EAA Chapter 1114 Officers for 2005-2006 
 
President    Denny Mercer  387-0290  207LH@bellsouth.net 
Vice-President    Tom Rudisill  467-6601  tomrudis@bellsouth.net 
Director-at-Large    Jack Guthrie  319-3329 off2golf2@aol.com 
Secretary & Chapter Apparel  Barry Sherrill  387-0186 theaimgrp@aol.com 
Treasurer    Ken Baird  851-4922  kbaird@juno.com 
Chapter Administrator   Dottie Baird  851-4922 kbaird@juno.com 
Program Chairman   Bill Terrill  859-6905 lowandslow@nc.rr.com  
Tech Counselor & Flight Advisor  Tom Rudisill  467-6601  tomrudis@bellsouth.net   
Young Eagles Coordinator s  Jim & Sandy Dukeman 362-9252  Plane80n@mindspring.com 
PreFlight Program Coordinator  Phil Brown  367-8933 phil_brown@ncsu.edu 
Webmaster    Dwight Frye  380-7665 dwight@openweave.org 
Listserver Manager/Moderator  Mark Doble   552-3914 mark.doble@mddesigns.com 
Newsletter Editor    Kent Misegades  303-8230  kent@ensight.com 

Copyright 2006 by EAA Chapter 1114. Aer ial Pursuits is the official newsletter of EAA Chapter 1114, which meets on the third 
Saturday of each month at 8:00 AM at Cox Field (NC81), US 64 and Highway 55, Apex, NC 27502. Aerial Pursuits is sent to all 
active chapter members. Membership rate is $24 annually, paid to the Treasurer, Ken Baird, 3809 Campbell Rd., Raleigh, NC, 
27606. Newsletter contributions are welcome and may be sent to the Editor, Kent Misegades, 204 Parkmeadow Dr., Cary, NC 
27519, kent@ensight.com.  

Sport Aviation Calendar for NC, SC, VA    ...your $100 hamburger resource 
 
Apr  15th EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: Clyde Ever ly, B-52 Commander  
Apr 22nd Homebuilder’s Workshop, EAA Chapter 309, 704-664-6097, www.eaa309.org 
Apr 23rd South Carolina Breakfast Club, Broxton Bridge, SC, 803-432-9595 
Apr 29th  Grand Opening, Paramount Flight Services, Concord Regional Airport, (JQF), www.paramountflight.com 
Apr 29th  EAA Chapter 960 Spring Fly-In, Farmville, NC (N08), lunch starts at 10AM, no fuel on field, eaa960.org 
May 5-7  VAA Chapter 3 Spring Fly-In, Burlington, NC, 843-753-7138 
May 7th  South Carolina Breakfast Club, Bennetsville, SC (BBP), 803-432-9595 
May 13th EAA Chapter  506 Monthly Meeting, 8:30 AM, Chapter  Clubhouse, Johnston County Airpor t (JNX) 
May 13  EAA Chapter 297 Annual Spring Fly-In, Stag Airpark, Burgaw, NC, www.eaa297.org 
May 13  YE Rally, Twin County Airport Galax/Hillsville, VA (HLX) 
May 13  Pancake Fly-In at Danville Regional Airport, VA (DAN), 0800-1200, 434-799-5110  
May 20th EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA 
May 18-21 The Mid-Atlantic Fly-In & Sport Aviation Convention, Lumberton Airport (LBT), www.mafsac.com 
June 10th EAA Chapter  506 Monthly Meeting, 8:30 AM, Chapter  Clubhouse, Johnston County Airpor t (JNX) 
June 17th EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA 
July 8th  EAA Chapter  506 Monthly Meeting, 8:30 AM, Chapter  Clubhouse, Johnston County Airpor t (JNX) 
July 15th EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA 
Jul 24-30 EAA AirVenture Oshkosh, Wittman Regional Airport (OSH), Oshkosh, WI, www.airventure.org 
Aug 12th EAA Chapter  506 Monthly Meeting, 8:30 AM, Chapter  Clubhouse, Johnston County Airpor t (JNX) 
Aug 19th EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA 
Sep 30-Oct 1 Virginia Regional EAA Fly-In, Dinwiddie County Airport (PTB), Petersburg, VA, www.vaeaa.org 
Oct 6-8  VAA Chapter 3 Fall Fly-In, Camden, SC, 843-753-7138 
Oct 14  EAA Chapter 297 Annual Fall Fly-In, Stag Airpark, Burgaw, NC, www.eaa297.org 
 
Local airports with restaurants on or near the field: Blue Ridge (MTV), Martinsville, VA, Runway Cafe; Ocean Isle, NC, Dawg 
House; Ashe County (GEV), Jefferson, NC, Shatley Springs; Rutherford County Marchman Field (FQD), Rutherfordton, NC, 57 
Alpha Cafe; Hickory Airport (HKY), Hickory, NC, The Runway Café; Person County (TDF), Roxboro, NC, The Homestead; 
Stanton’s BBQ Airport, Gibson, NC, Stanton’s BBQ; Elizabethtown Curtis Brown Field (EYF), Elizabethtown, NC, Melvins;  See 
www.hundreddollarhamburger.com for others.  

Airliner burial ground in our 
backyard—Within 100 NM of 
Cox Field you’ll find this air-
port with rows of old air-
planes being parted out. Do 
you know where it is?   
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Next Meeting 
When:  Saturday, April 15th, 8:00 AM 
Where:  Cox Field, Apex, NC 
What:  Fly/Drive-In Breakfast Meeting 
Program: Clyde Evely, Record-Setting B-52 Commander 

EAA Chapter 1114 
c/o  Kent Misegades 
204 Parkmeadow Dr. 
Cary, NC 27519 

Aer ial Pursuits       Newsletter of EAA Chapter 1114            Apex/Cary, NC 

Directions to EAA 1114 
Meetings at Cox Airfield (NC81) 

 
Cox Airfield is located just north of US 
64 in Apex, NC, between Salem street 
(downtown Apex) and Hwy. 55 exits. 
Field elevation: 460’  
Runway: 9/27, 2400’  turf 
Preferred T/O: to west, downhill 
Preferred Ldg.: to east, uphill 
Preferred pattern: south side of  US64 
Comm: CTAF, 122.9 (please use!) 
Pond on east end, tall trees on west end. 
Exercise extreme caution as aircraft may 
be taxiing on the grass during day or 
night. Please be aware of surrounding 
residential areas on departure. 
Cox field lies under RDU airspace. 

Driving: stone entrance is on north 
side of US 64 between Salem street 
and Hwy 55 exits while driving west. 
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