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O ur speaker for May was Rich-
ard Crabtree who flew 115 
combat missions in a P-47 in 
WWII before being shot 

down and imprisoned at Stalag Luft 1.  
Richard joined the Army at the onset of 
WWII and got into an Army Air Corps 
flight slot. 
Upon deployment to Europe, he initially 
flew P-40’s which he described as dan-
gerous, losing more pilots to aircraft 
problems than to enemy fire.  He then 
transitioned to the P-47. His checkout 
was pointing to the one he was to fly.  
Especially noteworthy to Richard was the 
firepower of the P-47 with its eight ma-
chineguns. 
As his unit worked north up the Italian 
peninsula, then had intense fighting prior 
to liberating Rome from the Germans.  
He remembered one mission in which he 
bombed a locomotive.  He was a little 
low and received significant percussion 
from the exploding engine.  When he 
returned, his crew chief asked him how 
he got goal stuck in underside of his air-
plane. 

Here is my project. It's an RV 7A quick 
build that I started last January at the 
Alexander Technical Center in Griffin, 
GA. I built a Superior IO360 engine last 
November in Dallas. I'm using a Blue 
Mountain EFIS and autopilot with a Gar-
min 430 for GPS approaches. The wing 
is in a hanger at JNX and the tail feathers 
are in my airplane factory (garage). The 
leather interior came from Classic Aero 
Designs in Oregon. 

April Meeting  - WWII Pilot  
Richard Crabtree 

Builder’s News  -  What We 
Are Doing … So Far!  

 
Wayne Sawyer’s RV-7A 

After liberating Rome, Richard and a 
buddy toured the Vatican.  While stroll-
ing through the museum, they were 
noticed by a Canadian Priest. He talked 
with them briefly and then asked them 
if they wanted to meet the Pope.  They 
said yes and he escorted them to where 
the Pope was speaking.  After his 
speech, he walked towards them and 
were introduced by the Canadian 
Priest.  The Pope extended his hand so 
they could kiss his ring. Richard, not 
being Catholic, shook his hand as did 
his buddy. 
As I mentioned, Richard was shot 
down and was imprisoned in Stalag Luf 
1 which was a prison for captured air-
men.  You might remember the TV 
show, Hogan’s Hero’s which was mod-
eled after this Stalag.  Richard stayed in 
prison for six months before the area 
was occupied by the Russians.  Richard 
told of his escape from the prison 
camp.  However, after meeting up with 
the Russians and seeing first hand what 
was in store for him, he broke back into 
Stalag Luft 1.  He noted he was proba-
bly the only one to break into a prison 
camp. 
It was noteworthy that while Richard 
was eating breakfast with us, he was 
approached by one of our members, 
Mike Wood.  Mike introduced himself 
and his father who had also been a pris-
oner at Stalag Luft 1 and as it turns out, 
at the same time and in the same com-
pound as Richard.  Talk about old 
home week!  Mike also related that his 
father-in-law was also a prisoner in 
Stalag Luft 1 and that when he and his 
wife shared that information with each 
other, they knew it was destiny. 
Richard left the Army Air Corp at the 
end of the war with the rank of Captain.  
His later successes lead to a vice presi-
dent position with a major company 
and to his nickname, “The General.”  
Richard never did climb back into the 
cockpit of an airplane saying he felt 
lucky to survive his first adventure in 
the air. 

Bill Terrill 

RV-7A Interior and Paint 

Wayne’s Instrument Panel 

She’s lookin’ good, Wayne! Can’t wait 
to see you in the air, wearing a perma-
grin! Tom 



   June 2007        2        Aerial Pursuits 

 

 

ber three, membership is open to every-
one interested in aviation. 
 
Let’s examine these points as they per-
tain to our local chapter 1114.   
 
With respect to number one, we have 
many members who are now actively 
engaged in various aircraft building and 
restoration projects.  We also have 
many members who’ve “been there, 
done that” when it comes to home-
building.  Many of our founders and 
long standing members have past this 
point in their personal aviation career 
but are valuable resources to the active 
and often younger builders.  They can 
share their personal successes stories as 
well as point out commonly repeated 
mistakes in construction techniques and 
project planning. 
 
This brings me to point number two.  
We have members within the chapter 
who’ve never built anything and likely 
never will.  They are simply interested 
in flying. While the builders are hard at 
work finishing their projects these fliers 
are also busy.  Whether through advo-
cating commercial and military avia-
tion, giving instruction, conducting 
Young Eagle and Angel flights, or just 
sharing the gift of flight with a friend, 
these folks are hard at work promoting 
aviation in general.   
 
There are those among us who both 
build and fly.  Still yet there are those 
who neither build nor fly.  Some folks 
simply have an uncanny infatuation 
with the beauty of flying machines. 
 
So how does a single club cater to the 

A View From Above  
Jason Proctor, President 

needs of all?  That’s what point number 
three is all about.  The face and character 
of our chapter may ebb and flow with 
time.  We may have more builders or 
less, young folks or old, flying members 
and non-flying but the thread that holds 
us together is that we are all interested in 
aviation. 
 
In recent years our meeting and program 
agenda has subtly drifted away from the 
subject of homebuilding.  Perhaps it is 
time for the pendulum to start its slow 
swing back in this direction.  The chapter 
will be doing more in the months to 
come to attract and rekindle the interest 
of local homebuilders while striking a 
balance which does not neglect those 
with aviation interests beyond aircraft 
construction.   
 
The goal is for EAA and chapter 1114 to 
offer something for anyone and everyone 
who holds a genuine interest in aviation.  
The key to accomplishing this goal will 
be direct input from the membership.  I 
look forward to your suggestions on how 
we can better serve you but also encour-
age you to consider how you might serve 
EAA and the chapter as well. 

“Paul Howard Poberezny, the leader of 
a small group of aviation enthusiasts who 
had been assembling at his home on an 
irregular basis, founded the Experimental 
Aircraft Association and was elected its 
first President. On January 26th, 1953, 
Poberezny called the first official meet-
ing of EAA at Curtiss-Wright (now 
Timmerman) Field in Milwaukee. The 
group originally gathered together to aid 
and assist amateur aircraft builders. 
However, its purposes quickly encom-
passed the promotion of all facets of 
aviation - especially sport aviation, the 
preservation of America's rich heritage of 
personal flight - and the promotion of 
aviation safety. The organization derives 
its name from the "Experimental Air-
craft" category, which is assigned to air-
planes used for recreational and educa-
tional purposes only. One of the keys to 
the association's constant growth is the 
fact that its membership is open to every-
one interested in aviation.” ----- pictures 
and quote courtesy of EAA. 
(www.eaa.org) 
 

I ’ve taken the liberty of copying the 
above brief history from the EAA’s 
archives.  Three things jump out at 
me when I read it:  Number one, 

the original group gathered to assist ama-
teur aircraft builders.  Number two, 
EAA’s purpose is to promote all facets of 

aviation.  Num-

 

 
At left, Paul Poberezny, Founder of EAA 

 
At right, Curtiss-Wright Meeting 

 
The Beginnings of the Experimental Aircraft Assn. ... 
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roof, ripping the entire top half of the 
aircraft skin extending from just behind 
the cockpit to the fore-wing area.   One 
passenger was sucked out to her death in 
the Pacific. Amazingly enough, the plane 
managed to land safely,.  The determined 
cause was fatigue, caused primarily by 
the large number of pressurization cycles 
the plane had endured.  The age of the 
aircraft became a key issue (it was 19 
years old at the time of the accident and 
had sustained a remarkable number of 
takeoff-landing cycles — 89,090, well 
beyond the 75,000 trips it was designed 
to sustain).  
To avoid fatigue cracks, it is important 
during the construction and operation of 
an airplane to make sure that any 
scratches or gouges in the metal are 
smoothly polished out.  Any scratch or 
ding can become a stress concentration 
and give a crack a place to start.  Obvi-
ously, any parts subjected to extreme 
vibration (such as propellers) need to 
receive special attention.  I lost the spin-
ner on a Cessna 140 I once owned.  It 
departed the aircraft somewhere between 
Wilmington and Cox Field, flashing past 
the left window and fortunately not hit-
ting anything as it left.  When I landed I 
looked at what was left of the mounting 
bracket on the propeller hub.  It showed 
the classic signs of a fatigue fracture, 
with bright shiny surfaces about halfway 
through the metal, and the rest of the 
metal dull grey and broken.  I should 
have removed the spinner periodically to 
inspect the mounting bracket.  It has 
since become part of my pre-flight in-
spection of any airplane with a spinner to 
tug on the spinner to make sure it is se-
cure before climbing in the airplane. 
I hope to make this a regular monthly 
column.  I would really appreciate sug-
gestions for topics to discuss.  The topics 
don’t have to be related strictly to build-
ing aircraft, but can be of general interest 
to all the chapter members. 

 

EAA Trivia question of the month:    
(You may challenge the accuracy of the answers by forwarding your 
corrections to Byron J. Covey. Byron wanted $20 per challenge, but 
nah… hey, he knew the job was dangerous when he took it!) 
A former dental school student, he created the first kit aircraft that used molded com-
posite skins.  The prototype performed quite well with its 115 HP Lycoming and 
fixed pitch prop.  A later version with a 350 HP turbocharged Lycoming flew in ex-
cess of 38,000 feet and 400 knots.  Who was the original designer, and what is the 
series of kit planes called?  
(The answers appear on page 7 of the newsletter.) 

W hen I mentioned the word 
metal fatigue to my wife, 
she said “Did you mean 
‘mental fatigue?’”  Cer-

tainly for a non-technical response, this 
would be a likely misunderstanding.  But 
lately there has been some discussion on 
the Chapter Listserver about the possibil-
ity of anodizing aluminum affecting its 
fatigue life.  In talking with some people 
over pancakes at the breakfast meeting 
this past Saturday, it was suggested that 
this would be a good topic for an article 
in the newsletter.  I had promised Tom 
Sisk that I would start writing a monthly 
column for his newsletter and so this 
seems a good place to start  
A lot of people have heard the term metal 
fatigue but few understand what it really 
means.  Fatigue is structural damage 
(crack propagation) caused by repeated 
cyclic loading at stress levels considera-
bly below the levels necessary to cause 
damage with a static load.  Fatigue fail-
ures have a characteristic look to them, 
with smooth glassy areas near the surface 
and rough broken areas on the interior of 
the part.  Old-timers will frequently refer 
to the metal being “crystallized”, as 
though this was a bad thing.  Metals are 
always crystalline in structure. 
What the old-timers are referring to is the 
appearance of the fatigue fracture.  The 
way a fatigue failure occurs is that a tiny 
crack starts on the surface at some point 
where either a surface flaw (as minor as a 
small scratch) or a defect in the material, 
and causes a stress concentration.  Re-
peatedly flexing the part causes a small 
crack to develop, and then each cycle of 
the fluctuating stress causes that crack to 
open and close slightly, making the crack 
grow.  Over many hundreds of thousands 
of cycles, the crack can grow to the point 
that the remaining metal simply doesn’t 
have enough strength to resist the load 
and the part then breaks.  When such a 
failure is examined, the area where the 
crack grew is usually bright and shiny 
and smooth and the area where the re-
maining uncracked metal broke is rough 
and broken looking  
Some metals, notably steel and titanium, 
have a value known as the “Endurance 

Limit”.  Stresses  
occurring below the 
endurance limit will 
never produce a fa-
tigue failure, no mat-
ter how many cycles 
the part is exposed 
to.  Most non-ferrous 

metals, including aluminum and cop-
per, have NO endurance limit.  In other 
words, with an aluminum part no mat-
ter how low the stress, if you cycle the 
stress enough times (maybe many mil-
lions of cycles if the load is low), it will 
eventually crack and fail due to fatigue.  
This is why it is a good idea to care-
fully inspect everything on your air-
plane.  Even seemingly insignificant 
areas can develop cracks due to fatigue.  
If caught early enough, they can be 
repaired fairly easily (see Sidebar) be-
fore they can lead to costlier or more 
dangerous failures.  
There have been a number of notable 
aircraft failures due to fatigue.  One of 
the most famous concerned the British 
DeHavilland Comets in 1954, the 
world’s first commercial jet airliner and  
a great success until three of them 
broke apart in flight within a year.  The 
cause was determined to be a crack 
from a rivet hole near the ADF antenna  
and cracks originating at the corners of 
the square windows (ever wonder why 
modern jet airliners all have oval 
shaped windows?).  Fatigue was caused 
by the repeated pressurization of the 
cabin (airliners up to that point had 
generally been unpressurized), with the 
sharp square corners causing a local-
ized stress concentration.  
Another famous example was the 
Aloha Airlines 737 that suffered an 
explosive decompression during flight 
in April, 1988.  As the plane reached its 
cruising altitude of  FL 240, a small 
section on the left side of the roof rup-
tured. The resulting explosive decom-
pression tore off a large section of the 

Technically Speaking 
 
Jack Philips 
Ch. 1114  
Technical Counselor 

See page 6 for Jack’s advice on  
Repairing Cracks in Metal! 
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don’t overshoot. Ok, enter the pattern 
of this beautiful CAVU day down here 
with 5 other planes, follow the check-
list, extend the gear, and Houston, we 
have a problem. Nose gear light isn’t 
on. Blast! Recycle the gear, still no 
nose light. This is not good. I get on the 
radio and tell them CTAF I am break-
ing the pattern and why.  CFR comes 
on the frequency, and asks to fly by 
with the gear down and they will check 
it from the ground. They say it appears 
to be locked down, not swinging. OK, 
that is better news, but still not great. I 
fly the pattern and try to bring it in soft, 
just in case. As soon as I touch down 
the thrice cursed light lights up and 
then goes out again - broken filament.  
I shake my head and laugh. I reach in 
the glove box and grab one of the 
spares and replace it right then. CFR 
guy comes up, we fill out the paper-
work and tape the bulb on the report. I 
call the wife, give status, refuel, call 
A&P, call flight instructor, inspect air-
plane and try to find food. No food to 
be had.  The restaurant is closed and 
I’m glad my wife packed that trail mix 
for me to eat.  Check weather again -, 
my route closed on me while in flight. 
Phoenix is out of the question with 
thunderstorms. However, Albuquerque 
was VFR and so was the route. Quick 
plot, full fuel had plenty of range to 
overfly ABQ if needed. GPS pro-
grammed, and back to the plane. The 
Gulfstream G-5 was going to take off 

Now I did have a chance to talk with the 
local pilots before I left. I was cautioned 
to fly parallel to the mountains and below 
the peaks, not above them. Strange, eve-
rything I read before this trip said other-
wise. They explained about staying under 
the vortex’s of the mountain waves and 
not being pushed into a mountain that 
you couldn’t fly out of. I follow the ad-
vice and stay over the roads. Pretty scen-
ery. Half way to St. George, UT a cloud 
base has formed under me. Now weather 
didn’t say anything about that.  My alter-
native airports are now behind me.  Bet-
ter keep an eye on this. I have fuel to go 
to Las Vegas or beyond if needed, but 
that wasn’t the plan. Now listening to 
that engine, scanning the engine instru-
ments and knowing my map and GPS 
take on a new urgency. I continue on but 
look into the next valley over at another 
airport. No cloud base in that valley or 
the one to the left.  I make notes of this 
and start marking the passes if I need to 
get to those airports. Engine drones on. 
Only indicating 125 mph at 10,000 feet.  
I start tuning in AWOS’ along my route.  
IFR in my valley, VFR in the other 2. St. 
George is still a ways further along.  I fly 
for another 40 minutes, and then that 
pesky cloud base leaves. One minute 
there, next it was gone. Instant VFR. Sun 
angle got high enough.  This a hint that I 
missed and was to haunt me later. Pretty 
country up there nestled between the 
mountains. I arrive at SGU and begin my 
descent. I was warned that the runway 
was on a plateau table. Don’t undershoot, 

downwind, so he allowed me out. Nice 
gentleman. I quickly cruise climb. 
Now begins the adventure in learning 
mountain flying.  First, where I was, I 
had to stay out of the Grand Canyon air-
space, which is nasty, as it forces you to 
have fly closer to  rock formations. I flew 
around buttes as I got up to altitude. 
Might as well cover ground while climb-
ing. Daylight is burning. I watch the GPS 
and do some sight seeing. I even got to 
see the last of the Grand Canyon - deep 
gorge, I would love to fly it.  Nice sunny 
day, turbulence everywhere, I continue 
on my way. After 1.5 hours, I switch to 
my auxiliary tank, hold my breath and 
watch the fuel pressure gauge. Hmm, that 
worked ok. You have to understand the 
NTSB reports of fuel problems with 
Navions involve the aux tank and pilots 
forgetting to switch it back to main for 
landing. Flying along I look over this 
alien countryside - lots of red, runways 
with snow still on them, and me and Dia-
mond in the Rough continue to drone on. 
GPS tells me I’m abeam Four Corners 
airport to my north. I pull the AWOS to 
see how my weather is holding. It’s only 
3:30 p.m. Plenty of time still I think. I 
should be in ABQ about 5:30 p.m. , no 
problem. Yep, sweet thoughts while they 
lasted. About half way to ABQ, a cloud 
base starts to form (not again!). And a 
head wind begins to slow my ground 
track. I start  redoing my fuel calcula-
tions again, satisfied I will still have over 
and hour of fuel on board with the head 
wind. About 4:30, I start noticing the 
light is changing. Wait a minute, sunset 
isn’t until around 6 p.m. What the heck is 
going on? It dawns on me that the moun-
tains are going to darken the skies earlier 
than I planned. Now the race against the 

Rick Kelly-Crapse’ New (to him!) Navion 

Provo, Utah to RDU, An “Ugly Duckling” Comes Home -  
This Month: Over the Mountains  

Rick Kelly-Crapse  

Navion Front Cockpit View 
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stand how, when flying aerobatics, the 
coupling between controls and the 
torque of the engine and propeller are 
not only more pronounced than in nor-
mal flight, but can work for or against 
us when performing various maneu-
vers. 

As Keoki talked and his model 
flew the maneuvers, all the mysteries of 
aerobatics that abounded—in my mind, 
at least—began to be revealed. We 
talked at length about the (dreaded) 
inverted flat spin and how Keoki has 
developed a simple but effective means 
to stop ANY spin, except those caused 
by fat pilots with their aft CGs. Since I 
would be flying a high-performance, 
tiny bug of an airplane for the first 
time , we covered  ground maneuvers 
and the importance of using rudder 
instead of ailerons when at slow speed. 
Keoki explained that aerobatic planes 
are designed to stall abruptly to permit 
crisp maneuvers, unlike my old Cessna 
that just mushes along at slow speed.  

I particularly enjoyed the explana-
tions of how to make a good aileron 
roll, even though this is not a competi-
tion maneuver. Keoki explained that 
while he has flown some competitions, 
he prefers focusing on fun, safe flying 
of the basic aerobatic maneuvers, pre-
cisely what I was hoping for! I knew 
that I was going to enjoy the coming 
flight. 

Thanks to many of you for your partici-
pation this year in the YE program. Since 
1998 we have sponsored 26 kids to at-
tend camp. (includes the 3 for 2007) We 
are able to send 3 youth to camp by using 
YE Pilot Credits and funds raised from 
cooking & selling hot dogs, etc. and thru 
receiving donations. We had some pilot 
credits donated from other EAA Chapters 
(they are noted); all others are from our 
Chapter 1114. 
 
Sammy Arbes will be participating in 
the EAA Young Eagle's Air Academy 
Camp in July. This will be his first camp 
experience at Oshkosh. One half of cost 
of camp can be paid for with pilot cred-
its. The pilots who contributed credits are 
as follows: 
Don Cleveland, Chip Davis, Debbie 
Dukeman, Jim Dukeman, Jeff Dukeman, 
Tim Farris, Marlene Raseta, Giles Clark 
Totaling 300 credits  Camp cost: $600       
 
Nadia and Nura Talouzi (16), Grey 
Gruber's daughters, have helped us out so 
much these past years at the food court 
and anywhere needed. They have been 
accepted again and will be attending the 
EAA's Advanced Air Academy Camp 
July 27- Aug. 4 (lucky them -- during 
Oshkosh Special Week)  
 
The pilots who contributed credits for 
Nadia Talouzi are as follows: 
Bill Albert, Bill Copelton, Bill Goldberg, 
Terry Ross, George Scheer, Keith Tay-
lor, David Williams 
Totaling 450 credits      Camp cost: $900 
 
The pilots who contributed credits for 
Nura Talouzi are as follows: 
Butch Truelove - Chapter 297 Wilming-
ton, NC, Mark Thoman - Chapter 297, 
Jack Parks - Chapter 297, Kent McGee - 
Chapter 297, Joe Mancusi, Tony Karafas 
- Chapter 297, Tom Goodwin - Chapter 
297, Bob Epting, Tim Brown - Chapter 
1426. Stevens Pearce - Chapter 879 
Totaling: 421 (short 29 credits - made up 
with YE cash)   Camp cost: $900 

Learning Aerobatics 
Part III  Ground School 
Kent Misegades 

W hen I arrived at Fernan-
dina Beach airport Satur-
day morning, refreshed 
from a good night’s sleep 

in the new Hampton Inn near the beach, 
it was still early. This afforded me a few 
minutes to admire all the pictures on the 
walls, a veritable Who’s Who in aerobat-
ics, most signed with greetings to Keoki. 
Patty Wagstaff, Sean Tucker, Mike Gou-
lian, the Blue Angles, Thunderbirds, …. 
all had been there. The Walter Mitty in 
me envisioned a picture with my smiling 
face in the cockpit of a sunburst-striped 
Chipmunk or other mount from my 
childhood idols. Well, it’s fun to dream. 

The ramp at this airport was sur-
real—bizjets, aerobatic planes and even a 
nasty-looking WWII Russian Yak-3 be-
ing prepared for flight by its owner. A 
soft ocean breeze ruffled the palm trees, 
and it was easy to understand why Keoki 
chose this paradise for his flight school.  

Keoki was punctual and profes-
sional. Soft-spoken but serious, he imme-
diately put any fears to rest that I might 
have had that he planned to turn me in-
side out to see what I’m made of. Not 
that I would have minded that much, but 
after all, my previous modest aerobatic 
experience was limited to a few flights as 
a passenger in an Extra and steep turns in 
my old Cessna C-170.  

I figured we’d just saunter out to his 
Pitts, strap it on, slam the throttle to the 
firewall and let it all hang out. Wrong. 
The first lesson was 1-1/2 hours on the 
ground covering the basics. Secretly I 
breathed a sigh of relief, as I believe in 
crawling before walking. 

Using a forward-swept wing Russian 
jet fighter model on a stick to demon-
strate, Keoki reviewed aerodynamics to a 
person who has made this subject his 
living for 30 years. I ate a good pit of 
humble pie as it became clear that I had 
much to learn from my teacher. 

As can be seen from the first of 8 
pages of notes taken that weekend, the 
initial ground school lesson covered taxi-
ing, check lists, take offs & climb out, 
steep turns, stalls, aileron rolls, loops, 
unusual attitude recovery and landings.  
Each maneuver was dissected into its 
basic components and these were de-
scribed in great detail. I came to under-

Young Eagles Go to Camp!  
David Williams 
Jim & Sandy Dukeman 

Good job, all you Young Eagles and 
Pilots - y’all do our chapter proud, 
year in and year out! 

Tom Sisk 

sun has begun. I approach the pass that 
will let through into the Albuquerque 
valley by Sante Fe. The roller coaster 
turbulence begins.  I slow down to 
compensate. My wing suddenly banks 
to the right in about 70 degrees. The cat 
fight is on. The next 3 miles are miser-
able keeping control of the aircraft with 
this mountain pass and the shadows are 
starting to show. It is all I can do to fly 
the airplane, and I am very glad of the 
high wing loading  now. I can’t imag-
ine trying with a 172 or Cherokee 140. 
Finally, get through the pass, and just 
like that, nice as you please, back to 
calmer air. ABQ is open but it sure got 
dark as soon as I turned around that 
mountain. Found out later, mountain 
flyers plan to be on the ground by 4:30 
p.m. I call ABQ, get my transponder 
code, and continue down the valley...  

Crapse Ferry Flight ... 

Next month: ABQ and beyond... 
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Say What???  

May 19th EAA1114 Meeting 

Bill Stowe 
 
                     Bill Terrill 
                    Program Chairman  

Short Final… from AVWeb.com  

To stop cracks in sheet aluminum drill a 
small hole (3/32” to 1/8” diameter) at the 
end of the crack.  This spreads the load 
which is causing the crack to act on a 
larger area, effectively reducing the 
stress.  Deburr the hole after drilling, or 
the burrs left over from drilling can 
cause enough stress concentration to 
continue the crack.  If the crack contin-
ues to grow past the stop-drill, a patch 
can be riveted in place over the crack.  
The patch should be of the same material 
and thickness as the original structure 
with at least 4 rivets per side.  The entire 
procedure is detailed in AC 43.13-1B, 
Acceptable Methods, Techniques and 
Practices – Aircraft Inspection and Re-
pair, section 4-59.  AC 43.13 is THE 
BEST SOURCE for details on aircraft 
repair.  Every homebuilder (and all air-
craft owners, in my opinion) should own 
a copy of it and refer to it often. 

 

We do things differently, these days…! 

 

How To Repair Cracks 
Jack Philips 

Technical Counselor 

CHAPTER NEWS       
· Soaring news: Don Cleveland took his first sailplane ride, and (of course) loved it! Andrey Piskarev got his PP-G last winter and 

has been flying the L33 Solo at the NCSA; Paul Franzon became half-owner of a Standard Cirrus sailplane; Roger Fowler went 
to the Sport Soaring Tour in Windsor, VA and landed in a cornfield - tell us the story, Roger - we’re all, uh, ears! 

· On the Ballooning front, Dick Parr just got his balloon/Commercial/Instructor rating out in Utah … and placed an order for  a 
balloon! (Hey, Dick - I want a ride!!!) 

· Our Young Eagles pilots flew 177 Young Eagles on Memorial Day at RWI and 98 Young Eagles on June 2nd at HBI!! WOW!  
· Chuck Hall got his Commercial license - a major accomplishment! 
· Sledd Thomas got his PP-ASEL!! Good job, Sledd!! 
 

����������	
	��
���� �
��������� �
Overheard while flying into Troutdale, OR (KTTD) Class D airspace. 
N338BV: Three Three Eight Bravo Victor, inbound, 3000 level, three miles, full stop. 
 
Troutdale Tower: 338 Bravo Victor cleared straight-in, runway 25, wind 270 at 7.  
 
N338BV: Do you want me on a right- or left-hand pattern? 
 
Troutdale Tower: Neither, unless you can do it straight-in. 

On June 2nd, the builders' meeting was 
held at 10am at Dennis Robert's im-
maculate, spacious and well-equipped 
workshop hidden in the woods near 
Falls Lake.  On that morning, the shop 
included an impressive banquet of pas-
tries, bagels, cream cheese, fresh fruit, 
cake and assorted drinks-- enough to 
feed a small army.  There were also 
two large tables with table cloths and 
chairs for all.  There were about 10 
members in attendance including Den-
nis. 
Using shop scraps, Dennis conducted a 
seminar on riveting including the drill-
ing, de-burring, dimpling, bucking, 
driving and gauging operations.  Den-
nis then allowed us to gain hands-on 
experience on his actual RV-7 left wing 
half.  We took turns with his pneumatic 
rivet gun and bucking bar, back-
riveting the upper wing skin with good 
access from both sides. Due to an over-
abundance of food and conversation, 
we only managed to complete the non-

edge rivets of one wing skin panel in 
exchange for Dennis's gracious hospital-
ity.  However, the work was of good 
quality with no smiley dents and no drill-
outs and we all had a great time.  Those 
of us who were new to the riveting proc-
ess learned a great deal and now have a 
new skill. 

Dennis is at a stage in his project where 
he can make no further progress without 
an extra pair of hands, so anyone who 
would like to drop in to see his project 
and help drive a few rivets can shoot him 
a note at dennis@drrv7.com . 

Builders Meeting  
Barry Troy 

Photo by Michael Crowder 

Bill Stowe is a pilot with Polar Air and is a repre sentative of Groen 
Brothers Aviation, which makes the Sparrow Hawk gyr oplane.  
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JUST BECAUSE 
It Looks So COOL ... July 21 - KINT Winston-Salem 

 
August 25 - Henderson-Oxford KHNZ 
 
Sept 8 - Johnson Co. KJNZ 
 
Sept 29 - Wilson Industrial WO3 
 
Interested in helping/flying? Give David 

Williams, YE coordinator, a call at  
(919) 481-1041.  

EAA Chapter 1114 Officers for 2007-2008  
President    Jason Proctor  367-8947 jproctor6@nc.rr.com 
Vice-President    Sam Arbes  363-6973 sarbes@nc.rr.com 
Director-at-Large    Jack Guthrie  319-3329 off2golf2@aol.com        
Secretary    John Bane  929-4227 bane@unc.edu 
Treasurer    Ed Savage  387-8126  egs@egsavage.com 
Chapter Apparel    Barry Sherrill  387-7588 aimgrouptwo@yahoo.com 
Program Chairman   Bill Terrill  859-6905 lowandslow@bellsouth.net  
Tech Counselor     Jack Phillips  363-9459 pietflyr@bellsouth.net 
Tech Counselor & Flight Advisor     Tom Rudisill  467-6601  tomrudis@bellsouth.net   
Young Eagles Coordinator s  David Williams   481-1041  david@wildon.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   601-5497 mark@stratologic.net 
Newsletter Editor    Tom Sisk  218-8956 etsisk@nc.rr.com  

Copyright 2007 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, Ed Savage, 108 Parkspring Ct., Cary, NC 27519. 
Newsletter contributions are welcome and may be sent to the Newsletter Editor, Tom Sisk, P. O. Box 9234, Chapel Hill, NC 27515 
(919) 218-8956 

Sport Aviation Calendar for NC, SC, VA    . ..your $100 hamburger resource  
 
June 16  Chapter 1114 cookout! Be there or go hungry!! 
July  14  EAA Chapter 506 Monthly Meeting, 8:30 AM, Chapter Clubhouse, Johnston County Airport (JNX) 
July 21  Chapter 1114 monthly meeting, 8:00 AM, Cox Field, Apex, NC 
July 23-29 EAA Airventure , KOSH  Wittman Field, Oshkosh, Wisconsin 
August 11 EAA Chapter 506 Monthly Meeting, 8:30 AM, Chapter Clubhouse, Johnston County Airport (JNX) 
August 18 Chapter 1114 monthly meeting,  8:00 AM, Cox Field, Apex, NC 
 
 
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;  Farm-
ville Regional Airport (FVX), Farmville, VA, Prop n’ Club Grille 

Trivia Answer: 
 
 Tom Hamilton, designer of the Glasair series. 

 Young Eagles Schedule 
 

America’s first JATO test flight  
 

Voila! A Jet-powered …  
 

ERCOUPE!! 
 

August 12, 1941 - March Field, 
CA. Capt. Homer A. Boushey, Jr. 
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Next Meeting  
When:  Saturday, July 21, 8:00 AM 
Where:  Cox Field, Apex, NC 
What:  Fly/Drive-In Breakfast Meeting  
Program: Bill Stowe, Groen Bros. Aviation Sparrow Hawk 

EAA Chapter 1114 
c/o  Tom Sisk 
P. O. Box 9234 
Chapel Hill, NC 27515 

Aerial 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. 

What’s inside this month: 
 
March Meeting -  Jason Harris   1 
What We’re Building    1 
The View from Above    2 
Trivia Question -    3 
Rick Crapse’ Navion Flight   4 
Learning Aerobatics Part III   5 
Young Eagles Camp    5 
Repairing Metal Cracks   6 
Chapter News & Short Final -  6 
Sport Aviation Calendar  NC, SC, VA - 7 
Young Eagles Schedule -   7 
EAA Chapter 1114 Officers -  7 
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