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November Meeting
LTC James Viola

Our guest speaker in November was LTC
James Viola, US Army Special Opera-
tions pilot.

am totally committed to my job as

a Specia Operations pilot, but to be

honest, | have been trying to get out

of the Army for 17 years. Every
time | am due to get out, the Army offers
me an exciting new job that | just can’t
turn down.

It all started when | was a runner in
high school. My record in the 2 mile of
9:55 dtill stands there, and it was good
enough to win me a scholarship to col-
lege. When | was lapped by another ath-
lete in the two mile (he later won an
Olympic medal), | knew that | wasn't
going to make a career asarunner.

Needing to pay for college, | signed
up for Army ROTC, thinking 1'd just go
to the Reserves after graduation. When
the Army asked me if 1'd like to apply
for their new aviation officer program,
however, | decided to give it a try. Until
then, | had had no interest at al in flying.

On January 28th, 1986 | earned my
wings, the same day as the Challenger
shuttle accident. My first assignment was
with the 82nd Airborne at Ft. Bragg. In
my free time while stationed there, | so-
loed in a Cessna, going on to earn my
private pilot’slicense in 1988.

The Army sent me back to “Mother
Rucker” to learn to fly the Cobra, the
ship | was to fly on my next assignment,
Korea. Over there | accumulated 500
hours in the Cobra, flying in mountain-
ous terrain and frequent poor weather.
This turned out to be excellent training
for the Gulf war to come later.

In 1991 | was accepted into the Spe-
cial Operations. My unit was deployed in
August of 1993 to Somalia. As aresult, |
was later asked to be an advisor during
the filming of the movie “Blackhawk
Down”.

October of 1994 found me at Ft.

Campbell, KY, from where we were
deployed to Kuwait to prevent an at-
tempt by Saddam Hussein to recapture
Kuwait. While there were only 10 of us
in the air there, we have been credited
with thwarting his attack.

In Hunter, GA, | took transition
training to the CH-47 Chinook, which
is my favorite aircraft—| am just
amazed at its awesome capabilities.
Back at Ft. Campbell | took command
of 3rd Company, a CH-47E unit. |
pushed our pilots there hard, especially
in poor weather conditions, for which
the E model Chinook is specialy
equipped.

In 1991-2001 while attending fur-
ther training in Montgomery, AL, | was
able to earn my CFl, Multi and ATP
ratings for both fixed-wing and rotor-
craft. In addition, | am an A&P me-
chanic.

| am currently studying strategic
planning a the Army War College,
Carlide Barracks, PA.

EAAl1114

Some of the aircraft that Jim flies
in Special Operations, from top
right: Bell Cobra, CH-47 Chinook,
Pilatus Turbo Porter, King Air. He
flew to Cox Field from Pennsyl-
vania in a sharp-looking Cessna
CardinalRG.

www.eaalll4.org




few weeks ago | gathered the
nerve-for the fist time-to spin
my RV-7. | have done them in
ch of the two RV-4s | previ-
ously owned and agreed with
Van Grunsven's assessment that to spin
the RV-4 for the first time is to
scare the fire out of yourself. The little
thing winds-up fast! The Earth
rotates at an amazingly fast pace. Van
Grunsven said that he tried two on
succeeding days, frightening himself
each time, and then called Bob
Herendeen (since deceased) to do the
spin series for him. The-4 recovered
nicely. It was the rotation speed with
those short wings (I think the wing
span was causal.) that scared him. And
me.

"I haven't done any spins for more
than a year. | believe I'll give it a go." |
wrote in August, 2003. The following
couple paragraphs are excerpted from
that month's newdetter. (I owned the
Extra 300L at the time)

About half way from Cox to Sler
City, | maneuvered until almost directly
over Route 64 so to use that as a refer-
ence for recovering on heading. | cleared
the area for traffic and, "Okay, Mercer,"
| said aloud, (and a bit nervously, | ad-
mit) "throttle all the way back, hold alti-
tude with the stick, keep the ball in the
middle, nose coming up nicely. Now, feel
for the pre-stall buffet and stab left rud-
der as the stick comes all the way
back."

And around we went. "One half, one,
one and a half, recover" (with
right rudder and a little forward stick to
establish a good vertical line).
Wow! The thing recovered so quickly |
was 30 degrees short of my pre
determined heading! The next several
spins saw me doing it a little better and
even recovering once close to a pre-
determined heading that was deemed
acceptable to my rather loose standards.
S0, | quit for the day and went home rea-
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The View from Above
Denny Mercer, President

sonably content with winning-out over
my reluctance to spin. | have never
enjoyed them!

The next couple weeks saw me
spinning quite a few times. | experi-
mented with the Beggs-Mueller method
of recovery and was pleasantly sur-
prised at how easily it was accom-
plished in my airplane. (‘Don't know
what the Beggs-Mueller method is? Ask
me and I'll explain it or loan you a
book wherein you can read all about it.
It may save your life some day, no
matter what you fly.)

| tried in-spin aileron and found
that the spin stabilized more quickly
and seemed to recover more readily
and allowed me to "cheat" a bit in re-
covering on heading. | tried out-spin
aileron and startled myself when the
rotation appeared to speed-up as it
went flat. (I will need to garner a hit
mor e courage before doing that again.)

That ends the excerpt.

| have learned fromwritings by the
builder and others that the reason Van
Grunsven designed such a big tail for
the RV-7 (it can be retrofitted to
the -6, if you want) was to assure that
spin recovery happens more promptly
than does a spin recovery in an RV-6. |
reckoned it was time to see for
myself and spin My new airplane.

The day was calm with a cloud
cover of about 4,000 feet and | used all
the clear sky available to me. | had
already discovered that this was going
to be different than spinning the Extra.
The Extra had a most obvious pre-stall
buffet. | had learned through experi-
mentation that the buffet would con-
tinue for what seemed like a long time
before the stall. It would really hang on
at the apex of a Hammerhead. The buf-
fet is not nearly so obviousin my RV-7.
So it was on this day; | felt a little nib-
ble of a shudder and then the thing
stopped flying while indicating some-
thing less than 50 knots. | punched full
left rudder an instant before the break
as | pulled the stick full aft. | was spin-
ning.

It seemed to me to be stable before
the first rotation was complete. The
attitude did not seem so nearly vertical

as on the Extra. As a matter-of-fact, |
doubt that the angle was greater than 70
degrees. (It was very nearly 90 degrees
in the Extra.) The fact that | was not on
centerline may have given me an incor-
rect impression.

Anyway, | held it in the spin for two
full rotations. The rotation speed did not
seem to be nearly so fast as the RV-4. |
appeared to be rotating at a speed about
that of the Extra; in other words, not
terribly fast. Now, | haven't spun the
Extra in more than a year, and my me
ory could be faulty. (No wise cracks,
now!) Upon initiating standard recovery
control inputs, the -7 recovered nicely in
what seemed to be a little more than one
half rotation. The Extra recovered more
promptly. A two-turn spin and recovery
in my RV-7 was a great big non-event.

| spun the plane twice and it was no
big deal. | wanted to experiment a bit but
wanted more altitude than was available
to me that day. | want to determine if the
Mueller-Beggs method of spin recovery
works in my airplane as it does in Pitts
and Extra type aircraft. | plan to try in-
spin and out-spin aileron. | want to see
what happens if | open the throttle a bit
while spinning.

| recognize the RVs are not unlim-
ited aerobatic machines. However, a spin
is a fully stalled maneuver and | don't
believe a spin of any kind will overstress
the aircraft. | do plan to get On-Line to
see if | can find others who have greater
experience in my specific type airplane to
learn of any adverse reactions to what |
plan. In the meantime, | am enjoying my
rather tricked-out RV-7. Rita likes it, too.
Ain't that nice?
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Rocket-Powered Ercoupe

The first American manned flight of an aircraft propelled by rocket
thrust alone was flown in California on Aug. 23, 1941, in a humble
Ercoupe. The propeller of the Ercoupe was removed and 12 rockets
installed. The Ercoupe was pulled by a truck to a speed of about 25
mph. Capt. Homer Boushey released the tether, fired the rockets, and
climbed to about 10 or 20 feet, then landed straight ahead on the run-
way. An Ercoupe was also used prior to that in a successful test of
rocket-assisted takeoff, with three rockets strapped beneath each wing.
The airplane took off in only 300 feet and 7.5 seconds instead of its

usual 581 feet and 13.1 seconds.

From Ercoupe owner and expert, Claude Burkhead

Build-it-yourself Engine
from Superior Air Parts

One of the many exhibitors at this
year's Virginia Regional EAA Fly-In at
the Dinwiddie airport was Superior Air
Parts of Coppel, TX. Originally known to
the homebuilding community as a sup-
plier of high-quality replacement cylin-
ders and other engine components, Supe-
rior now offers a complete, build-it-
yourself engine for homebuilts. The XP-
360 is an advanced four-cylinder engine
similar to the Lycoming 10-360 however
with numerous improvements.

While one can buy the kit and as-
semble it in his shop, many choose to
attend one of Superior’sthree day Engine
Build Schools at their headquarters. For
homebuilders lacking the experience and
equipment to assemble a complex, 300
pound engine, this makes a great deal of
sense. It appears that many builders
agree: Superior announced in early No-
vember that they were doubling the num-
ber of classes to two per month in order
to keep up with strong demand.

For those concerned that a kit engine
might not be up to the standards of certi-
ficated powerplants, Superior’'s recent
announcement of a certified version of
their |O-360 provides proof:

New Superior Engine Gets Production
Certificate—Generally, if it looks like a
duck and sounds like a duck ... well, you
know the rest. But the devil's in the de-
tails and as much as this engine looks
(and presumably sounds) like a Lycom-
ing 360, Superior Air Parts says its Van-
tage engine is "the newest FAA certified
180-horsepower piston engine." Last
week, the FAA granted Superior a full
production certificate for the engine,
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which was certified in April. Although
in form it appears to be a Lycoming,
Superior says there are significant im-
provements in design over the 50-year-
old example and demand is strong for
its "new" engine. The first engines off
the assembly line will go to American
Champion Aircraft for a new model
called the High Country Explorer. Re-
ceipt of the production certificate also
entitles Superior to obtain supplemen-
tary type certificates allowing installa-
tion of the engines in Piper Cherokees
and Cessna 172s. Among the improve-
ments cited by Superior is that the en-
gine is certified to run on automotive
gasoline.

Asinstalled in Superior’s test vehi-
cle, an RV-6 on display at Dinwiddie,
the 10-360 was of a conventional con-
figuration, however it was obvious that
the company pays attention to detail.
Castings looked precise and the compo-
nents appeared to be of high quality.
Performance and economy figures cited
by Superior's representative sounded
impressive.

Most homebuilders possess tre-
mendous knowledge over their air-
plane's airframe, avionics and other
flight systems—only natural consider-
ing that they have built it themselves. It
seems then only logical that one con-
sider also building the engine. Superior
Air Parts' new kit now makes this pos-
sible. Their 10-360 presents an interest-
ing option when it comes time for
buildersto select an engine.

EAA 1114

(for more information on Superior
Air Parts, see superiorairparts.com)
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Above: Superior Air Parts’
experimental 10-360; Below:
installed in their RV-6 that
appeared at Dinwiddie.




The RV-4 Starter Mystery

There are few things in this world
that frustrate me more than an airplane
that won®start and a dog that won®come
when you call him. |® stick to the air-
plane for this particular rant. The dog is
an entirely different story.

You may have noticed me at a local
airport or recent chapter meeting, sitting
in my airplane, grinding away at the
dtarter. It usually goes something like
this:

"Mixture rich, crack the throttle, turn
on the boost pump, hit the starter and....."

Nothing.

"OK then, mixture rich, full throttle,
two shots of primer, throttle back, hit the
dtarter and ....... "

Nothing.

Someone shouts, "1t®not getting any
fuel. | don®smell gas."

"OK then, mixture rich, full throttle,
four shots of primer, throttle back, run
the boost pump, now | know it® got fuel,
hit the starter and ......... "

Nothing.

Somebody says, "1t® flooded. Have
you tried full throttle and mixture at cut-
of f?"

"Well, OK then, mixture cut-off, full
throttle, hit the starter and ...... "

Not one cough. Not one sputter.
Nothing.

Now a crowd gathers. Many and
varied starting procedures are being of-
fered by some of the on-lookers. Others
are providing their thoughts on what me-
chanical malady is afflicting my other-
wise pristine craft. | sit in the cockpit
wallowing in my discontent.

"Why won®this plane start? It runs
like a Swiss watch once | get it going.
Why isit so hard to start?"

This problem has been ongoing for
months and the onset seemed to coincide
with the recent removal, overhaul, and

reinstallation of my Ellison throttle
body. Therefore, my feeble mind
quickly formulated that, being the last
major component monkeyed with, the
throttle body must somehow be at the
root of my dilemma.

"Perhaps |@n too lean at start or
possibly too rich? Is the seal bad? Do |
have some induction leak between the
throttle body and the cylinders? Are
these Ellison things just hard to start?"

| put the plane in the shop to have
the throttle body adjusted and the plane
checked for induction leaks. The throt-
tle body is found to be out of adjust-
ment. Appropriate action is taken and
the IA can start the plane just fine. | go
to pick it up and it starts OK for me
too. All is well for several flights then
the weather changes significantly. The
humidity is much lower and the air
much cooler. Again, it won® start.
What worked before doesn®work now.
Again, | consult my IA. He can dtart it
with relative ease.

"Am | just that dumb? Is thing so
temperamental that a 15 degree drop in
air temp requires an entirely new start-
ing procedure? |Is technique my prob-
lem?"

| try to fly over the next few week-
ends but it® so hard to start that | just
can®go anywhere. During one of these
recent episodes | uncowl the engine
just to see for myself if 1@n getting gas
or not. | can see that with only the
boost pump on, gas drips from the
throttle body. The primer is not leaking
either. Fuel should not be the issue. "Is
it spark? How can that be? My mag
check isaways OK."

My good friend Denny mentions
that he had difficult with hot starts on
his fuel injected Extra300. He installed
a solid state ignition booster, the Uni-
son SlickStart which helped him im-
mensely. | do some research on the
web to see if the SlickStart could help
me too. My problem is worse when the
engine is cold than when it® hot. Ac-
cording to Unison, the SlickStart pro-
vides so much spark energy that even a
flooded engine with fouled plugs
should fire and turn over.

"Perhaps this magic box will elimi-
nate the need for good technique and

even overcome any non-ideal air/fuel
mixture being presented by the Ellison
throttle body when starting. Please little
black box, fix my airplane and stop the
insanity."

| put the bird back in the shop. There
is a concern that the SlickStart may help
but will mask the underlying problem.
Perhaps |@n about to lose a magneto. The
impulse coupling could be bad or the
points pitted and burned. This would
produce a weak spark making cold starts
difficult. The left mag is pulled and
opened up. There it is. Plane as day. The
cause of my trouble.

A capacitor in the left mag has been
rubbing against the magneto housing and
worn through the insulation. Due to vi-
bration, sometimes the exposed conduc-
tor is touching the housing and is shorted
to ground. Sometimes it is not. This ex-
plains why starting my plane has been so
unpredictable. Good spark, low spark, no
spark, have been a game of Russian Rou-
lette, dependant upon this little bugger
not touching, nearly touching, or realy
touching the mag housing.

Problem corrected and the engine
starts normally.

Since the SlickStart was already paid
for and is easily installed, | had that put
on too. Now it would appear that one
could start this airplane by looking at it.

Jason Proctor
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Soaring Camp and

Ultralight Sailplanes
Paul Olsen

Paul Olsen is a talented aerody-
namicist who works for Gulfstream
Aerospace of Savannah, a customer of
the Editor’s. He flies sailplanes from the
nearby Ridgeland, SC airport.

| can®wait to get a little gliding in
this weekend. One neat thing | did latein
the summer was go to a cross-country
soaring camp in Tennessee. The camp
was put on by two US soaring team
members, including a guy who just set a
world distance record by flying an
"ultralight” sailplane from Tennessee to
Charleston SC.

Carbon fiber technology is alowing
some sail plane manufacturers to make 11
and 12 meter span gliders that qualify as
ultralights. That opened up a new
category for records, and since people
have maxed out the full-size glider re-
cords by flying 2000km in the Andes,
there is a chance to earn a world record
again.

The soaring camp was at Chilhowee
Gliderport in Tennessee. The nearest
towns, in order of size, are Benton,
Cleveland, and Chattanooga. The
place is run by Sarah Kelly, a young
woman who is a towpilot/A&P/FBO
operator. Pretty unusual. Their website is
www.chilhowee.com. It was originaly a
commercial operation, then a club, now
iscommercial again.

The guy who flew the record is
David Stevenson. He flew it in an Alis-
port Silent 2. | think that the dealer for
the glider is based at Chilhowee. It is an
[talian glider. www.alisport.com

EAA 1114

Top: A Ka-7 and two Blaniks ready for flight. Above: Jeff
Hannah, Norine Briner (new solo), and Sarah Kelly, tow pilot,
commercial glider pilot, owner and operator of Chilhowee
Gliderport in eastern Tennessee.

Italian Alisport Silent 2 Class
DU Light Sailplane, available
at the Chilhowee Gilderport.
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CHAPTER NEWS

Ken Baird, Treasurer EAA Chapter 1114 writes: Dear friends, most of you should have received your member renewal notice and
member profile by now. Please make any changes to the profile and return it along with your check for $24.00 annual membership
dues as soon as possible. The actual due date is January 1, 2006. We have worked hard to streamline this process and make it easy on
you and for us as well. We appreciate your immediate attention to this. Thanks. Ways to update your profile: (1) Make any changes
to your profile and mail it along with your $24.00 Dues; ( 2) Go to our website www.eaalll4.org, go to “.. join this EAA chapter”,
enter at a minimum your name and address along with any changes and send your $24.00 check to EAA 1114; (3) Send an email to
me (kbaird@juno.com) with your changes and send your $24.00 check to EAA 1114; (4) Bring both your updated member profile
and your $24.00 check to the December 17th meeting. Make your $24.00 checks payable to EAA Chapter 1114 Mail to EAA Chap-
ter 1114, 3809 Campbell Road, Raleigh, NC 27606

Scenes from editor’'s October trip
to Decatur, AL for his 30th high
school reunion, Decatur HS.
Clockwise from right: smooth
cruising westward at 8,500 some-
where north of Athens, GA; Point
Mallard on the Tennessee River in
Decatur, Olympic diving training
center and America’'s first wave
pool; Redstone Arsenal's test

range, with original V1 and Red-

stone rocket test stands in the
background; the Tennessee river
valley looking northeastwards to-
wards Lake Guntersville; short fi-

nal on runway 36 at Decatur’s
Pryor Field (DCU). Look closely

and you’ll see cotton being har-
vested just off the end of the run-
way. On downwind, we looked
downed onto a crop duster, spray-
ing the fields below.
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December 17th EAA1114 Meeting
Lt. Shelley Chalmers, Civil Air Patrol

This month’s speaker will address a subject we have all been touched by but perhaps never got the whole story. Our speaker is Lt.
Shelley Chalmers who livesin Oxford, NC and is based out of Franklin County Airport. She will speak on the Civil Air Patrol which
is abenefit to every pilot.

Bill Terrill, Program Chairman
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Sport Aviation Calendar for NC, SC, VA ...your $100 hamburger resource

Dec 17 EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: Lt. Shelley Chalmers, Civil Air Patrol
Dec 17 Wright Memorial Fly-Over, opento al GA pilots, contact Art Lemonthe, 232-335-1242, mefly01@yahoo.com
Jan 14 EAA Chapter 506 Monthly M eeting, 8:30 AM, Chapter Clubhouse, Johnston County Airport (JNX)
Jan 21 EAA 1114 Annual Holiday M eeting, CC Jones Building, Apex, noon, bring a covered dish

Feb 11 EAA Chapter 506 Monthly M eeting, 8:30 AM, Chapter Clubhouse, Johnston County Airport (JNX)
Feb 11 EAA Chapter 297 Mindwinter Chili Feed, Stag Airpark, Burgaw, NC, www.eaa297.org

Feb 18 EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA

Mar 11 EAA Chapter 506 M onthly M eeting, 8:30 AM, Chapter Clubhouse, Johnston County Airport (JNX)
Mar 18 EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA

Apr 4-10 Sun ‘n Fun Fy-In, Lakeland Regional Airport (LAL), www.sun-n-fun.org

Apr 8 EAA Chapter 506 M onthly M eeting, 8:30 AM, Chapter Clubhouse, Johnston County Airport (JNX)
Apr 15 EAA 1114 Monthly Meeting, 8:00 AM Cox Field, Program: TBA

May 13 EAA Chapter 297 Annual Spring Fly-In, Stag Airpark, Burgaw, NC, www.eaa297.org

May 18-21 The Mid-Atlantic Fly-In & Sport Aviation Convention, Lumberton Airport (LBT), www.mafsac.com

Jul 24-30 EAA AirVenture Oshkosh, Wittman Regional Airport (OSH), Oshkash, WI, www.airventure.org

Sep 30-Oct 1 Virginia Regional EAA Fly-In, Dinwiddie County Airport (PTB), Petersburg, VA, www.vaeaa.org

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 Cafe, 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.

Short Final... from AVWeb

| was practicing night landings when another aircraft departed the airport to the southeast. This is the communication | heard be-
tween that aircraft and the tower...

Departing Aircraft: Uh, Tower, N1234. Are you talkin@o this traffic out here? He® headed straight for us.

(short pause)

Departing Aircraft: Scratch that ... (timidly) ... we®e looking at a planet.

EAA Chapter 1114 Officers for 2005-2006

President Denny Mercer 387-0290 207LH@bel I south.net
Vice-President Tom Rudisill 467-6601 tomrudis@bell south.net
Director-at-Large Jack Guthrie 319-3329 off2golf2@aol.com
Secretary & Chapter Apparel Barry Sherrill 387-0186 theai mgrp@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 Rudisi| 467-6601 tomrudis@bellsouth.net

Y oung Eagles Coordinators 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/M oderator Mark Doble 552-3914 mark.doble@mddesigns.com
Newsdl etter Editor Kent Misegades 303-8230 kent@ensight.com

Copyright 2005 by EAA Chapter 1114. Aerial 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.
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Next Meeting

When: Saturday, December 17th, 8 AM
Where: Cox Field, Apex, NC

What: EAA 1114 Fly-In Breakfast Meeting
Program: Lt. Shelley Chalmers, Civil Air Patrol

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 Driving: stone entrance is on north
residential areas on departure. side of US 64 between Salem street
Cox field liesunder RDU airspace. and Hwy 55 exits while driving west.
EAA Chapter 1114

c/o Kent Misegades

204 Parkmeadow Dr.

Cary, NC 27519
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