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August 7: Saturday was a great day to relax at the EAA
Chapter 14, fly in luncheon, at Brown Field after the
previous hectic week of flying Young Eagles. Delightful
sunny weather, interesting aircraft, great food, friendly
faces, August off to a good start. Joe Russo grilled ham and
cheese sandwiches, also provided green salad, chipgeand
cream to some 34 members and guests. Jeff Keesaman
arrived in his beautiful Grumman Tiger with all the lates
speed mods from Montgomery Field. Kurt Davies flew his
red Cessna 172 over from Gillespie and joined us fohlunc
August 14: Cool, sunny, August, perfect! The coast
overcast lifts at Brown Field by 0900 and the day is @et f
pleasant flying, cool sea breeze, coffee, doughnuts, lunch,
and great company. We had it all at EAA Chapter 14
Saturday, and Young Eagles to boot! Jesse scouted up 8
Young Eagles and Armond and Pete flew them. Bob
Johnson spread on the hot dogs and nachos, Bob Osborn
boiled up a pot of sloppy Joes, and Gary List provided a
huge carrot cake to celebrate Ken Smith's” sirthday.
Some 40 diners arrived to join the party.

John Hickman parked his perfectly restored 1946 J3C-65
Piper Cub, front and center for display. Lloyd Gray brought
his Starduster in. Other fly-in aircraft of varied and
interesting type, Beechcraft, Cessna, Piper, etc..came

On a more somber note, two Chapter members or forme
members lost their mates recently. It was reportesteare
Keller, wife of Rik, and Carol Purdy, wife of Don, passed
away within the last week or so. Our condolences to the
families.

August 21 Summer at last! Arrived Saturday at EAA
Chapter 14, Brown Field in “full dress”, sparkling, warm,
gentle breezes, airplanes, pancake breakfast, general
membership meeting, gala luncheon, and even Young Eagle
flights under the auspices of EAA Chapter UL114 of
Ramona. A day to remember....

Kevin Roche mustered his troop consisting of Jimmy
Kennedy, Scott Cadwell, Jesse Clark, Gary List, Allan
Sparkes, and Chet Galland and fired a broadside pancake
breakfast including blue berries, sausage, and eggs.
Meanwhile Carl Swepston collected his pilots and staff
under a shelter on the south end of our ramp and flew 10
Young Eagles, their once a year excursion from Ramona.
Some 20 aircraft parked on the ramp and “Old Charlied, a
some of them were dandies! They included John Kerr’'s
polished T18, Jon Levi’'s red, white, and blue T18, Ray
Cote’s RV4, Ryan’s "new" Lynx, and David Orr's Longeze
which he confessed he had landed gear up in the past (not
too much of an event in a Longeze with only a nose gear
retractable, hard to taxi though.....).

Ray Cote’s RV4 and John Kerr's T-18
President Larry Rothrock opened the general membe|

meeting with the Pledge of Allegiance to the Fl
introduced guests, and congratulated Mark Albert
receiving his Private Pilot designation on Thursdaynfra
FAA Designated Examiner. Joe Russo noted the fly in/g

out on the field would be delayed until ¢
October/November period as the previous date confl
with other events. Larry read an announcement of a
Brock Memorial fly in on El Mirage Dry Lake on Septemt

Bob Friedgen with picture of Clark Friedgen

Bob Friedgen, father of former member, Clark, who @&
away on June 14, presented the Chapter with a che
$2000 from Clark’s estate. Clark had attended the Ch
fly in luncheon just prior to his death and noted thegqut
designed by Paul Hanson for the top of hanger 3
expressed his desire to support the building fund. Bob
several poems and a humorous article written by
elementary school boy on why he wanted to be a pil@ny
he grew up. He displayed a large photo of Clark in his H
one of our pilots we dearly miss.

The program was a presentation by Chuck Busch, Pres
of Trio Avionics of El Cajon. Chuck displayed the al
pilots, servos, and displays, the company produces pnn
for experimental, LSA, and war bird aircraft. The comp
started in the year 2000 with the EZ Pilot, a solides
navigation and attitude indicator and has added to thg
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gold standard servo, pro pilot, and attitude control, B

EZ2, and EZ3. The capability for cross country navig
and flight control exceeds even an Airbus in some r
It has the capability of circling your aircraft at thieaf
destination without overflying, if you sleep through it,




will then descend and land the aircraft if you awakernreti
to push the automatic landing button!
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The Chapter “First Team” captained by Gale Jennings and
his crew, Lauren Caster, Carly Weaver, and Sarah
Anderson, set out a great lunch following the meetiogié&

50 diners devoured a very large ham, potato salad, chips,
cookies, and assorted lettuce, tomato, onion, cheese, et
extras. Thanks Captain Jennings, what a day!

August 28 After a week of summer, “June gloom” returned
to the coast and brought a slowdown to fly in activity a
EAA Chapter 14, Brown Field. Still local flying,
maintenance projects, and a fine lunch, added to ihe “t
kicking” appeal of a Saturday visit, and some 34 diners
enjoyed Dennis’ lasagna (meat or veggie), French bread,
salad, tropical fruit, and ice cream.

Sheena Albert received the first passenger carrying ride
given by her husband, newly designated private pilot Mark
Albert. Chris Puntis in his yellow Sonex, Richard Kadli

with Bob Johnson tutoring in the RV6A, and Gale Jennings
weekly visit in his Cessna 172, also stirred up the aisre

bit. Ryan continues to tweek his “new” Lynx and has “shoe
horned” it into his hanger, a tight fit. Gene Hubbard has hi
Piper TriPacer slowly returning to life.

Chapter 14’s newest pilot — Mark Albert
And along with preparing and serving lunch, Dennis Cullum

resurrected a dying gulf cart by purchasing and instading
new battery. Farewell August....where did you go so soon?
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In last month’s article it was implied that most alt¢éons
use a current-controlled electromagnet as a sourceeadf th
magnetic field. However, there is a simpler type adralator
which uses a permanent magnet or magnets as the rotor:
examples of this type are found on Jabiru and Rptax
engines. Some VariEzes powered by Continental OF200
engines also use a small permanent magnet alternhicin w
helps to keep the center of gravity within proper lirita
conventional alternator would be too heavy. Typicallyirthe
weight is one half or less that of a conventional aéer.
So, with a fixed magnetic field, how can the output \g#ta
be held constant with changing engine RPM? (remembering
from last month that voltage output is proportional| to
magnetic field strength x rotational speed, or V=B x |R).
Well, the answer is that it can’t — at least not tlipot
directly from the alternator. The output voltage rised [an
falls with the change in engine speed. Instead, a diff¢re
type of regulator is used, which accepts the varying| AC
voltage input, changes it to a varying DC via some dipdes
and provides a fixed DC output of about 14 volts to pawer
the electrical system and charge the battery.
Generally, the permanent magnet strength is arrargtths
the AC output is around 14 or 15 volts at half the maximum
RPM of the engine, so that at full RPM, the output from|th
alternator is perhaps 30 volts. It is the job of the regutatp
reduce this voltage so that the regulator’s output resreati
14 volts or so to run the electrical system. Theeeibhas t
get rid of the difference between 14 and 30 volts = 16 \olts.
If the current required by the aircraft's system is hfps,
for instance, then the power dissipated in the regulatpr i
10x16 = 160 watts. This is a lot of power for a small deyice
to handle (think of how hot a 150 watt bulb can get) so(that
the regulator is generally furnished with cooling fins am
preferably attached to some sort of heat sink.
requirement to deal with heat dissipation limits the amh
of current that the permanent magnet alternator caouty
not more than 20 amps, where a conventional altern
provide 60 or 70 amps. A further disadvantage with |this
type of alternator is that, unlike the conventional iegrsa
fairly high RPM is required before the battery st
charging.

More recently, higher current output permanent magnet
alternators have become available; these use a diﬁ@p&m

of device to control the output voltage, called a switching
regulator, which is somewhat more expensive and
introduce undesirable noise into radio circuits unless i
taken in their design. The maximum advertised current that |
have seen is 30 amps.
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It seems that most of these permanent magnet dlbesrere
designed for specific engines only, and are not readily
adaptable to other engine types.

The EAA website has an excellent overview of genesato
and alternators under their “Hints for Homebuilders”
section. Look for it under the “electrical” heading —sit’
entitled “alternators vs. generators.”
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IT'S BACK AND IT'S BIGGER, BOLDER AND
LOUDER THAN EVER! THAT'S RIGHT, EAA
CHAPTER 14's FLY-IN, DRIVE-IN, WALK-IN,
BEAM-IN AND CAMP OUT IS COMING OCTOBER

16 & 17, 2010.

Your chapter officers and directors jumped through
numerous hoops to get the OK from the powers that be for
authorization to have a fly-in. Let’s all join in to keait a
success.

Chapter 14's Fly-In, Drive-In, Walk-ln Open House is
almost here! Mark your calendars for October 16 and 17,
2010. We need volunteers on Friday, October 15, 2010 to
help set up the portable hangers, volunteers on thenié

17" to help with food service, traffic control and crowd
control. Most importantly, you do not have to be apthia
member to volunteer, bring the whole family, wearnge
vests and look important!

Everyone reading this notice, even helicopter owners an
pilots, are invited to enjoy our hospitality. For a mos
nominal charge we will be serving breakfast, lunch and
dinner on Saturday, and breakfast on Sunday. We will have
an entertaining speaker on Saturday and Saturday night will
feature movies, including a midnight showing of Rocky
Horror Show. Stay the weekend, you are invited topcam
out at the airport (please, no open fires, flashlights
beacons pointing up into the sky). | hope to see you there,

Your Open House Coordinator

Joseph Russo

P.S. Anyone who can prove he or she beamed-in de¢g a
breakfast on Sunday!
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The following article was submitted by Mike just a week
before his tragic accident. With the permission of his famil

and friends, we are publishing it as a reminder of Mike’s
love of flying.

I've been interested in gliders and soaring flight fotoag
as | can remember, starting with free flight modetiegis
and progressing to radio control model gliders whichlll st
fly to this day. | took my first glider flight instructioat age
14 at Tracy, CA in the early 70s and got to the poinbldf s

flights when the local FBO went bust. Still being 14 and
without a driver’s license | couldn’t get to the nexarest
glider operator so my lessons went on hold.

My next foray into soaring flight involved hang glidets.
learned to hang glide in the mid-80s and progressed tp the
point where | was routinely flying cross country. Myna
gliding adventures came to an end in the mid-90s when |
found that | wasn’t spending enough time flying to remain
proficient. | had a near accident while approaching arignd
which should have been a piece of cake.
Fast forward to 2002 and my old hang gliding parfner
contacted me out of the blue — | hadn’t heard from mim i
several years. He'd quit hang gliding and had taken up
flying full scale gliders. He'd purchased a Schweizer 126,
the equivalent of a Cessna 150 in the sailplane world. He’'d
hooked up with a group of fun-loving 1-26ers out at |the
Warner Springs Gliderport who routinely fly their 1-26s
cross-country. He asked me to ground crew for him which
amounts to helping assemble and tear down the glider and to
pulling the trailer and chasing the glider on cross country
adventures. | agreed and spent the summer crewing and
seeing a lot of remote country I'd never seen before.
The winter of 2002 | decided to add a glider rating to|my
pilot certificate so | could join the fun the followingramer
as a pilot. | bought a 1-26, serial number 191, for|the
princely sum of $5000. 191 was scruffy with flaking paint
but was airworthy and had a decent trailer.

Over the next several years | had many great flighi®ih
but at the end of the 2008 soaring season | determined that
the fabric was no longer airworthy. It did not make
economic sense to pay to have the glider recovereq and
painted — I'd have more invested than the glider was wbfth.
didn’t have the time to do it myself. Time to start
researching alternatives.
In surfing the internet | discovered a series of homebuil
gliders that were designed by Dick Schreder in the 60s— 70s.
Dick was a world-class competition sailplane pilot and a
very prolific self-taught sailplane designer. Dick coneglet
in National/World competitions in gliders he designed gnd
built himself; several of these designs he sold indkint
The most prevalent of these gliders are the HP-11, HIP-14,
HP-16, HP-18, and the RS-15 with the -15, -16, and|-18
being the most advanced and most numerous. All of
Schreder’s designs share some common traits. The gliders
all are predominantly metal construction, all have Wsta
and all have flaps rather than spoilers for glidepattirobp
during landing. The -15, -16, and -18 all share a common
wing design with a 15 meter span (a popular competjtion
class) utilizing foam ribs with a bonded aluminum skin.
These aircraft had cutting edge performance in their|day
with glide ratios approaching 40 to 1 and sink rates arpund
100 feet per minute.




With the coming of the composite sailplanes out of Europe
starting in the late 60s the Schreder designs becamestebsol
as competition gliders. The HP-18 was the last desigk Di
sold and by the early 90s, interest had dried up. But many of
the HP series kits were sold and completed and they
occasionally pop up on the used market. When they do they
are typically bargain priced. This is due to a couple of
factors. Sailplane pilots are leery of metal consipbact
because it hasn't been used for so many years. And then
there is the question of build quality. There is alsotaofo
folklore about V-tailed gliders being hard to fly and thek

of spoilers scares off many.

From my point of view, the HP series offered almostéw
the performance of my 1-26, more modern construction, and
cost roughly equivalent to what I'd have in my 1-26 if |
recovered it myself. | figured if other pilots could copiehw

the V tail and flaps | could too. | decided to keep my eyes
open for a nice RS-15 or HP-18. | was particularly drawn to
the pod and boom look of the RS-15.

My RS-15 appeared in an on-line ad in August of 2008. Of
course it was located in Toronto, Canada, 3000 miles from
home. It was offered for sale by the original ownetdari
who had grown too old to safely fly it. It had a tothll86
hours on it. At the exchange rate of the day it wasenfon

the price of $10,500 with a nice aluminum enclosed trailer.
My wife and | took a 6,500 mile road trip in October 2008 to
go and get it — a very memorabile trip.

| spent the winter and following spring readying the glider
and trailer for cross-country soaring. While the glides in

very good shape when | bought it, it had never been flown
out of the local area so trailering, setup, and teardoane w
not high priorities for the original owner. The glidezeded

a radio and an oxygen system installed. Suffice saothat

a lot of work needed to be done. Also the Canadian
registration needed to be removed, US registration applied
for, and a DAR inspection and new Experimental Amateur
Built Airworthiness Certificate issued. C-GILQ became
N15LQ. Five Lima Quebec was ready for the summer
soaring season in June of 2009.

A couple of my flying buddies had also bought new (to
them) gliders during the off season. Their glider oficho
was the German built Libelle (Dragonfly) which was the
glider that pretty much made the HP gliders obsolete in the
late 60s. On paper the performance specs were roughly
equal to 5LQ. It was going to be interesting to see how the
matched up.

During the peak of the soaring season we typically flyegit

the Owens Valley (Eastern Sierra Nevada Mountains) or
Parowan, UT. These are two of the premier soaring Bite
the world with tremendous summer time thermal activity
and potential for very long cross-country flights. Aerpto
availability in the Owens Valley was problematic2@09 so

we would focus on Parowan.

Parowan is in southern Utah right along the I-15 free|
corridor and at the base of the Hurricane ridge. This 1

way
idge

extends north beyond Salt Lake City several hundred iniles

to the north. There are several other parallel ridgslio the
east. The topography makes for great cross country ¢
flying north and south.

We made our first trip to Parowan in late June - and
skunked. It was overcast with rain in the afternoond
temperatures in the 70s. We were there for 4 days and
got in one day of flying. But | did finally get a chancdlto
5LQ for the first time!

This glider has considerably less control authoritynthee
1-26 which after all was designed for soloing student pi
This caused some anxious moments early in the tow
once in the air 5LQ was easier on tow than the 1-2@&rA
very pleasant 2 hour flight, | had to figure out how tadl
with flaps instead of spoilers. I'd been told to tréw flaps
like spoilers but to plan the pattern so that |
intentionally high. This way I'd only add flap and ne
remove it. With flaps and poor planning it's possiblend
up too low AND too slow, like being behind the pov
curve in an airplane. The key is to make sure you mai
airspeed. The flaps on 5LQ are 2/3 span and can be cr
all the way down to 90 degrees. This requires LOTS
forward stick to maintain airspeed. It's possible withl
flaps to achieve a glide ratio of 1:1, 45 degrees nose d
with the stick at the forward stop, while maintaining5t
approach speed. It sounded very intimidating but turne
to be pretty easy.

Final abbroach to Parowen

Our second trip to Parowan was in mid July. The weg
looked considerably better with temperatures in the mid
and puffy cumulus clouds indicating thermal activ|
Unfortunately for me it looked better than it reallysw®n
my first flight of the trip I struggled for an hour andvee
got more than 2000 AGL. | discovered that without
shade provided by the overcast, | didn’t have suffic
ventilation sitting under a 5 foot long bubble canopgoti a
mild case of heat stroke and decided to give up for the
At least the landing was good and I'm already feelingyp
good about landing with flaps.

The flight the next day started out as a repeat ofdéng
before, low, hot, and miserable. After an hour | amoed
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my landing intentions on Unicom. And 2 other gliders did
the same — this was going to be interesting. | was thestow

by a couple of hundred feet and agreed to land long to leave
plenty of runway behind me for the other two gliders. Big
mistake for only my third landing in a new glider! I
misjudged the approach and had to remove some flap. Now
I’'m low and fast and in the ground effect I'm running of
runway. | plant the glider on the runway. And that's whe
the brake fails. I run off the end of the runwayoirsome

rock and brush. 'm so mad at myself for my over
confidence! And now I've got to cut the trip short and go
home to try to fix the glider for the next trip. Damdgk is

a ruined landing gear door and some cosmetic damage to the
right wing near the tip.

One of the advantages of owning a homebuilt. You can
work on it yourself. | fix the damage and add a cockpit vent.

| have the glider ready to go 3 weeks later for thettgsto
Parowan for the year.

Ready to Fly at Parowan Airpo- Hurricane
Ridge in the Background

Early August in Parowan and this looks like the best sgari
weather we’ve seen in a couple of years. Temperatures in
the low 90s with lots of cumulus and cloud bases at 18,000 —
19,000. So far I've only flown 5LQ around the airport but
based on the forecast it looks like I'll be able to dhpss
country and still always have an airport within glidingge.
The first day of the trip and I'm the last glider to tayw. |
release from tow at about noon and immediately climb a
better than 1000 feet per minute up to 16,000 (that's 10,000
AGL). | head out north toward the town of Beaver 35 mile
away. Abundant lift makes it pretty easy. | climb to 18,000
above Delano peak, a 14,000 mountain that still has snow on
it from the previous winter. | continue north toward
Richfield 45 miles away, a pretty easy run. | continugoon
Salina where conditions weaken and | decide to turn back to
Parowan. In the past with the 1-26 the return has been
difficult. Getting back over the top of Delano peak late in
the day is challenging. But with the extra performaofabe
RS it proves pretty easy.

A good landing, with a functional brake this time. I've floywn
for about 5 hours and completed an out and return flight just
short of 200 miles. Not bad for my forth flight in thkder.
Day two is pretty much a repeat of the day before. |
little further north this time and when | return tarBwan
it's a little over 200 miles.

Day three looks even more promising with cumulus clquds
developing earlier than the previous days. A potential
problem with early cloud development is over-development
with the cumulus frequently becoming cumulo-nimbus| by
mid afternoon. The sky becomes overcast with widesgread
rain shutting down thermal activity.

As usual | am last on tow. But this time none of thetp
who launched before me find the lift and they all lanith
the lift starting earlier | choose not to try thegedline
where we usually get up. Instead | find a thermal riglet
our motel in downtown Parowan. | climb above 16,000
I’'m the first glider to head out on course.

Cumulus clouds are lined up running north on the west
of I-15. This is pretty unusual, but it's smart to go wheee th
clouds are. | get up under this cloud street and run 45 miles
north bouncing between 16,000 and 18,000 without having
to stop and thermal. I'm 35 miles ahead of the next|guy
behind me and I've been in the air less than an hour.
For the 6 years I've been coming to Parowan we have |bee
trying to fly a 500 Kilometer out and return in our 1-2Bs.
I've come close twice but have never made it. Thisccbel
the day! The goal is to reach Mt. Nebo near the it
Provo, turn Mt. Nebo, then southbound 20 miles past
Parowan to Cedar City, and then north again to Paroijan
continue north past the spot I'd turned back the dégrés
North of the town of Gunnison the clouds look less well
defined. The lift reflects this and becomes broken and har
to work. Mt. Nebo is now visible about 40 miles north| |
work broken thermals and I'm now thirty miles south df M
Nebo and down to about 10,000. While I've been struggling
to stay up, my buddy Garry in his Libelle heeds my adyice
and does not follow me. He runs up the next ridge 20 riles
east of me where the lift is better. He catches dneth |t
passes me 15 miles to the east.
| continue to struggle but eventually find a weak turbulent
thermal that takes me back up to 15,000. From here I'm|able
to reach Nebo which is usually a good thermal genernator.
Today its only generating turbulence and | whack my head
hard on the canopy frame. But | do circle around the peak
and then head southeast. Garry has turned the pegak 5
minutes before me and has headed back the way he came. |
follow him. We struggle between 10,000 and 12,000| for
about 15 miles in intermittent weak lift. Then we find a
monster thermal which takes us right up to cloud bage at
18,000. We push up to redline to keep from getting sugked
up into the cloud and run straight for 40 miles at recdine
right at the cloud base.
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Now we are just south of Richfield about 75 miles from
Parowan and as feared it has over developed to the south.
There’'s lots of rain, some hail, and some occasional
lightning to the south of us. We debate which way looks
best. If we go way west, about 15 miles west of I-15gtiee
sunlight and should be some lift. But if there is no lift,
there’s no airport out in that direction either. I'mtmuite
ready to perform an off airport landing yet in this glider
though I've landed off field many times in the 1-26.

The other alternative looks to be a bright sunny sigat on

top of Delano Peak. Garry points out that we've gotten
skunked many times trying to climb up the lee side of
Delano Peak late in the afternoon. But I think with lte&er
glide performance of the RS | can make the peak. If | can
get over the peak, Beaver airport is within reach orother
side. We split up — | head direct for the peak and Garry
heads west.

| fly about 15 miles dodging rain and hail and arrive about
100 feet over Delano Peak in the sunlight. Unfortunately th
lift I hoped for isn’t here. | search around the sowbiern
slopes of Delano looking for lift and drifting in theelition

of the Beaver airport. A couple of miles southwest of the
peak | find some weak lift and climb back up to about
15,000. On a clear day I'd have Parowan made from this
point but there’s a large thunderstorm cell betweerante
Parowan with lots of rain and lightening. The rain ed#en
well beyond I-15 to the west.

| can't decide what to do and slowly continue drifting
toward the Beaver airport to the southwest. | callrzan

the radio to see how he’s doing. He’'s 15 miles north of
Beaver on the west side of the interstate and down below
12,000 and sinking. Well at least I'm doing better than him.
| decide to push on through the rain and try to make
Parowan, hoping that I'll find lift on the other side bkt
rain. At least | can fall back to the Beaver airport.

As I'm heading south | look back over my right shoulder to
see if | can spot Garry. No joy, but then at about my 4
o'clock and about 10 miles away | see a big dust devil
churning through the desert toward the interstate. |
immediately commit to the dust devil turning hard right,
cranking in -10 degrees flaps, and pushing the speed up to
100Kts.

| arrive at the dust devil at 8,000 and find 2,000 feet per
minute up. | call Garry to see where he is and letkniow |
found lift. He says he’s climbing through 8,500 in a manste
dust devil northwest of Beaver. | look straight up and see
him circling about 200 feet above me. We take this thermal
to 17,500 in about 5 minutes and head due south once again
bumping along at cloud base. We know now that we have
Parowan made.

We fly south to Cedar City to make sure we exceed 500
kilometers and then turn north for Parowan 20 milesyawa
circle around town burning altitude and waiting for my

daughter Melissa who is crewing for me to arrive at|the
airport.
| land first and Garry lands about 20 minutes later. ['ve
flown about 325 miles and been in the air for almost 8
hours. This is only the second time I've flown gredkem
500 kilometers. It's my sixth flight in the glider. It teas
one of my most memorable flights ever. Melissa has
almost 600 miles on the truck today. So ends my g

flying season for 2009.
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The past month was a busy month for Young Eagle flights a
Chapter 14. After no flights were held on the regular July
flight day due to bad weather, we had two special flighs day
at the end of the month, one for a group of Naval St
and another for a group of Flying Midshipmen, on July 29th
and July 31st respectively. While many of our Young Efagle
pilots were away at EAA Oshkosh during that time, weawer
happy to have the return of Armond and Ryan.
July 29th saw Armond and Ryan (flying Richard West's
Cherokee) each fly 12 Young Eagles that day. Special
thanks goes to Ryan and Richard for helping out at gte la
minute. That day the weather was a factor, delayiagtart
of flight operations almost an hour. But it did clear nd,
although the flights had to be shortened, everyone did get up
in the air. As expected, there were many happy cadets af
their high-flying experience.
July 31st saw Ryan, Armond and Guy Buchanan flying the
group of Midshipman. Luckily the weather was better this
time. The flights were conducted to coincide with [the
Midshipmen's aviation ground school training. Word later
came that every cadet passed their written exam. | For
August's regular Young Eagles flight day, the weather
started out better than previous flight days. ete
Gootendorst, flying Richard West's Cherokee, started the
morning flying a couple of eager Young Eagles. Armpnd
soon followed by flying a brother and sister. The siat@s
wheelchair bound, but still really wanted to go. Luckjly
Armond's Maule has a wide back door, and with the he|p of
her dad, she was able to get into the aircraft bndith her
brother and dad, who came along too. The entirely
were very happy for the opportunity to fly that morning.
So even with some bad weather here and there, Chapter 14
was able to fly quite a few Young Eagles. A big thanks gjoe

to Armond, Ryan, Pete and Guy for taking time to flgsi
Young Eagles. And thanks to Dennis for again procesgsing
the registration forms and printing the Young E3gle
Certificates and cooks Richard and Bob for providing a
lunch for the Young Eagles and visitors alike.
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Jeff Keesaman’s Grumman Tiger
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Armond Brattland and Young Eagles- the
plane has flown over 200 Young Eagles

Dennis Cullum launches ¢
Young Eagle




Unclassified ads are free to Chapter 14 members - $5
to non-members for 2 months. To submit an ad (or
other newsletter input) send to Donna Ryan,
Newsletter editor, either by email (preferred) at
rryan@san.rr.com or by phone at 858-273-4051.

1948 Cessna 170 $28,000. Recently Upgraded Interior.

Cont. 0-300, 310 SMOH, 3500 Est. TTAF
Metalized Wings, Fresh Annual May, 2010

4-Place Intercom, Contact Bob Dougherty 714-486-
5420. Aircraft tied down at the Chino Airport

If you have to go to the dentist, you may as
well go to one that loves airplanes!

FOR SALE: Airspeed Indicator 3" 40-250 mph....$80

Oil Pressure Gauge (electronic) 2" 0-80psi.....$40
Compass (liquid) 2" panel mount....$40

Fuel Press Gauge (mechanical) 2" 0-10psi....$80
Oil Sensor 0-150 psi.....$30

Oil Pressure Gauge 2" (auto style) 0-100....$20
Oil Cooler (never used) 4"x11"x3/4".....$55
Contact Chris Puntis (760) 943-6997 or
skitchmo@sbcglobal.net

Luscombe 8E-F 1947 Continental C90-12 190

SMOH, SFW, Lig Start, strokes. Straight air frame.
Hangared $19,950. Joe Pribilo 619-449-1855 — Hg
Cell (nephew) 541-218-2889.

Falco F.8L Aircraft Project. Completed airframe,
Painted in base coat, upholstered. 0-320 Lycoming

engine. Lightspeed Electronic Ignition. Contact Ga
Boddy. Phone: 1-619-596-0030. E-mail:
var@cox.net

CESSNA 170A OWNERSHIP SHARE- Health
issues force me to sell my interest in the Serendipit
Club’s Cessna 170A. Purchased 6 months ago for
$3,750, for sale now for $3,450 or best offer. $55 4
month covers insurance, maintenance and hanger
rental. Only $10 per hour to fly. Reserving N92684
easy via the internet. Details at:
http://www.innatmoonlightbeach.com/9268A.htarl
call Terry at (760) 908-3453.

Rent This Space
Put your business card here for or

$5 per issue.
Contact Donna Ryan, Newsletter
Editor at 858-273-4051 or
rryan@san.rr.com
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Sept 4 — Open house, coffee, lunch at Chapter 14
hangars, Brown Field.

Sept 11 — Open house, Young Eagle flights, coffee,
lunch, at Chapter 14 hangars, Brown Field.

Sept 18 — Pancake breakfast 7:30 — 9:30, Membership
meeting—10 am, Open house at Chapter 14
hangars, Brown Field. Lunch —11:30

Sept 23 - Board of Directors meeting — 7 pm,
Montgomery Field

Sept 25 — Open house, coffee, lunch, at Chapter 14
hangars, Brown Field.
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CHAPTER WEBSITE
http://www.eaal4.org
E-mail

EAA Chapter 14 Memberships
Membership cost is $25.00 per year plus an initial $5.00
induction fee for new members. Applications are awdd at our
Brown Field hangars and on our website.

kgpowell@roadrunner.com

Chapter Officers and Directors

Director (Safety)

Tech Counselor

Director (Young Eagles) Jesse Clark

Director (Membership)

EAA Chapter 14 (with answer machine)

Secretary (Newsletter) Donna Ryan (858) 273-4051
Treasurer Gary List (619) 482-0227
Director Jerry Boughner (760) 789-2357

(619) 573-6166
Pete Grootendorst (619) 421-6252
Eugene N. Hubbard (858) 274-2091

Director Gale Jennings (619) 441-0561
Director Richard G. Kalling (858) 750-6558
Director Jimmy Kennedy (858) 274-6266
Director Gene Lenard (619) 442-4978
Director (Web Site) Kerry Powell (760) 602-0662
Director Chris Puntis (760) 943-6997
Director Kevin Roche 619-443-9319
Director Ron Schuler

Director Alan Sparks (619) 463-2648
Hangar Mgr R.S. Ryan (858) 273-4051
Chapter Ambassador Alan Sparks (619) 463-2648

Eugene N. Hubbard (858) 274-2091
(619) 661-6520

rothrock@znet.com

Title Name Phone E-mail
President Larry Rothrock (619) 507-4455
Vice-President Joseph Russo (619) 285-0852

jrussosd@aol.com
rryan@samrr.c
glist@cox.net
gboughner@gmail.com
jesse@diphaet
pjgrootended. @t
nx421gn@gonail
buckeyefanO@gmail.cq
countk@Kkalling.net
jimbojade@yahoo.com
elenard@mac.com
kgpowell@roadan.com
skitchmo@sbcglobal.ng
tkevinr@rocketmail.com]
schuler.ron@gmail.com
alspa700@cox.net
rryan@san.rr.com
alspa700@cox.net
nx421gn@gmail.com

On-Going Chapter Ever
Open House at the Brown
Field Hangars every
Saturday from 8:00 A.M.
to 2:00 P.M. with lunch at
11:30.
Pancake breakfast -7:30-
9:30 A.M. third Saturday
of each month.
General Meeting - 10:00
A.M. third Saturday of
each month.

Tape Library
Our tape library contains
over 700 tapes of many
interesting and
informative subjects.
These tapes may be
checked out by members
for a period of one week.
Return tapes in person, of
by mail.




