
1 

 tǊŜǎƛŘŜƴǘΥ wƻōŜǊǘ .ŀƪŜǊ !ǳƎǳǎǘнлмм 9ŘƛǘƻǊΥ [ŀǊǊȅ {ŜǾŜǊǎƻƴ 

! ǎŎƛŜƴǝǎǘ ŜȄǇŜǊƛŜƴŎŜǎ ƴƻ ŦŀƛƭǳǊŜǎΣ ƻƴƭȅ ǳƴǇǊƻŬǘŀōƭŜ ŀǾŜƴǳŜǎ ǘƻ ǇǳǊǎǳŜΦ 

5ǊΦ Wƻƴŀǎ {ŀƭƪ 

We should be interested in the presentations at this month’s 
BBQ / meeting. Check the last page. 

 

The caution contained in the Tech Counselor is important to 
your health. 

 

 

¶ Working on the side windows hinges. 

¶ Next will be the electrical system. 

¶ Covering is not far off. 

¶ It is not too late to join the team. Saturday 
8am to 1pm at Yanks. Join us later at Flo’s 
for lunch.. 
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EAA items if interest and a new way to make airplanes: 

9!! tƭŀƴǎ ¸ƻǳƴƎ 9ŀƎƭŜǎ CƻǊ !Řǳƭǘǎ 

EAA will expand the Young Eagles program to include a version for adults. Rod Hightower, CEO 
and, as of today, Chairman of EAA told about 25 members attending the organization's annual 
general meeting on Saturday that the as-yet unnamed program will be directed toward the parents of kids in 
Young Eagles and at giving adults a Young Eagles-type experience. "I think we're onto something that will be use-
ful into the future," he was quoted by the Oshkosh Northwestern as saying. Despite some challenges in 2010 after 
a rain-hampered AirVenture, EAA is on solid financial footing the meeting was told. 

According to the Northwestern report, revenue last year was $40.4 million, a four percent drop over the previous 
year. "It was a difficult AirVenture (2010) from a weather perspective, but it will not affect the organization's long-
term health or our ability to make valuable programming available to our members," EAA Treasurer Eric Gurley 
said. EAA added $3.9 million in debt to fund site improvements last year. It has $54.5 million assets against $20.8 
million in liabilities. 

!ǧŜƴŘŀƴŎŜ ¦Ǉ !ǘ !ƛǊ±ŜƴǘǳǊŜ 

AirVenture Oshkosh President Rod Hightower said Sunday preliminary attendance figures show about a four per-
cent increase this year over the 2010 tally. Hightower also announced that more than 800 exhibitors, 2,500 show 
planes and more than 10,000 aircraft in total attended the event, which wrapped up Sunday. He proclaimed the 
show a "great success" and said the highlights included the first ever public tours of the Boeing 787, the return of 
B-29 FIFI and the celebration of centennial of naval aviation. 

Last year, EAA estimated attendance at 535,000, one of the lowest totals in recent memory and attributed in part 
to the bad economy and a rain-soaked beginning to the event. At the time, EAA spokesman Dick Knapinski said 
the method of calculating attendance had been changed and the stratospheric figures from previous year (the 
record was 855,000 in 1998) were probably optimistic. EAA still counts attendance by the number of bodies on 
the field each day and not by the number of tickets sold. Most people attend for multiple days. One face that was 
not on the grounds after noon on Tuesday was former president and chairman Tom Poberezny. He made a sur-
prise retirement announcement and did not reappear, although his father and EAA founder Paul Poberezny 
attended various events. 

!ƭƳƻǎǘ Lƴǎǘŀƴǘ ¦!± CƭƛŜǎ 

Scientists in the UK have produced a flying UAV in a process called sintering. The group designed the Southamp-
ton University Laser Sintered Aircraft (Sulsa) on a computer (with elliptical wings like a Spitfire and a honey-
combed fuselage like a Bolingbroke) and sent it to 3D RPD. The company used the data to build up the aircraft's 
components in a heated chamber by layering nylon powder in the correct measure to create each part. All the 
parts were finished in five days and snapped together to create a seven-foot-long flying UAV. The scientists say 
there should be some pretty impressive real world applications for the technique. 

The most important advantage of the process, they say, is that complex parts that are hard to mold can be creat-
ed through sintering. They claim that an aircraft can be put together in a matter of days and if, after testing, the 
design needs tweaking it can be reworked on the computer and "printed" out again. 

http://www.hiltonsoftware.com/?cr=BanMan&kw=Flash 

 

See you at the BBQ Saturday August 6th at 9:30AM 

Robert Baker President and Web Master – EAA Chapter 92 FAA Lead Safety Team Representative Vice President - Orange County Pilots Association  

 Presidentõs Corner  

http://www.hiltonsoftware.com/?cr=BanMan&kw=Flash
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{ŀŦŜǊ {ƪƛŜǎ ¢ƘǊƻǳƎƘ 9ŘǳŎŀǘƛƻƴ   ϧ  Iŀǎ ŀǳǘƻƳŀǘƛƻƴ ƳŀŘŜ ǳǎ ǎŀŦŜǊ  

CƛǊŜ tǊŜǾŜƴǝƻƴ ŀƴŘ {ŀŦŜǘȅ  

tǊŜǾŜƴǝƻƴ 

Do not store flammable liquids outside of a fire proof storage locker.   

At the end of the work day or at break times, put the flammable liquids back in the locker. 

Used shop rags should only be stored in small  containers with tight fitting lids that are spring loaded 
closed. 

Clean-up flammable liquid spills quickly using “kitty litter” or similar materials. The used clean-up materi-
als should       not be put in regular trash cans.  Flammable liquid-soaked clean-up materials should be 
kept in a sealed container until proper disposal can       be accomplished. 

Promptly repair any defective electrical connections in the work area to prevent sparks. 

Smoking in or near the hangar or work areas must not happen. 

t[!b Chw ! CLw9  

Assure that fire extinguishers are maintained and are the correct type for the types of fires likely to be 
found in an       aviation work area.   

Make sure that everyone knows when to stand and fight or run from the fire.   

Have a fire drill. 

Always, always sound the fire alarm first (call 911 in most areas in the US), then fight the fire.  Small fires 
have a bad habit of becoming big fires quickly and you want the fire department on the way and the 
building empty first. It is far better to have the fire department show up to a small fire that is out  and be 
embarrassed than to have them called when the control tower can see the fire and they get there too 
late. 

FAASTeam Maintenance Safety Tip  August 2011     Maintenance Safety Tip   Notice Number: NOTC3119 

From ArNav: According to the Wall Street Journal, the crew of Air France 447 got so wrapped up in 
the management of systems they forgot to "fly the airplane" as so many of us had drummed into us.  

Has automation made us safer or more vulnerable?  

Air France 447 was a flash in the pan. There is no question that auto-

mated aircraft are safer, more reliable, and better for aviation.  4% 26 votes  

Automation is good, but training to compensate for its failure has to be 

just as good. 38% 
261 votes  

There is no substitute for a competent, diligent pilot regardless of the 

type of information displays.  51% 
346 votes  

I'll never trust computers and glass cockpits.  5% 31 votes  

OTHER (My opinion doesn't appear as a choice) 2% 17 votes  
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 DǳǊŘȅ CƭƛƎƘǘ !ŘǾƛǎƻǊ Ϥ WƻƘƴ aŀƘŀƴȅ нллт aŀǎǘŜǊ /CLΣ /ƘŀǇǘŜǊ т 

The following article is a valuable extension to my talk on “maneuvering speed”.  
Larry Severson ~ EAA92 Flight Advisor 

Do you read Aviation Safety? If you don't, please consider adding it to your reading list. Each issue is packed 

full of good, potentially life-saving information. The June 2011 issue of Aviation Safety is no exception. 

Thomas Turner is a regular contributor, and this month he discusses how „rolling G forces‟ can overstress 

the airframe. 

Are you familiar with the term, “rolling G forces‟? This refers to any high performance maneuver flown by 

an air-craft that includes changes in pitch and roll simultaneously. This can overstress the airframe and 

cause structural damage. It creates a difference in the wing loading of one wing relative to the other, which 

then applies a twisting force on the structure. This twisting force will be much stronger than if the G-load is 

applied symmetrically. 

He makes the point that when any high performance aircraft, even tactical jets, change attitude while un-

der a high G-load, the pilot does so incrementally. They intentionally do not yank and bank, at the same 

time. They always change pitch then bank, or visa versa. 

According to the author, “rolling G limits do not appear in most civilian airplane Pilot Operating Hand-

books”. 

When might you encounter a situation like this? Well, have you ever found yourself in an unusual attitude, 

either nose up or nose down? You typically do this during a flight review. If your recovery technique is not 

correct, you could encounter a “rolling G‟ maneuver. If you find yourself nose down, do you know what the 

correct recovery procedure is? You don't “yank and bank‟. 

The proper recovery from a nose low, unusual attitude is to first reduce power, then, roll wings level and 

lastly, pitch up. If you were just yank back on the yoke while rolling out, you would be setting yourself up 

for an accelerated stall, due to the increased “g‟ loading by pulling back. If you were to find yourself in the 

yellow arc, on recovery, and recovered by pitching up and rolling out at the same time, then you would risk 

encountering the rolling G forces that could lead to structural damage. Conversely, if you are in a steep 

climbing turn, the recovery is to simultaneously lower the nose, while adding power and then leveling the 

wings. To quote Thomas Turner again, “In other words, if you're changing your rate of bank, you must be 

very careful about adding G-load.” 

This is one reason why the Commercial Pilot Practical Test still requires chandelles and lazy eights to be per

-formed. Both are high performance, turning maneuvers, but to fly them properly requires not rapid, but 

instead slow, steady control inputs, requiring continuous, small changes throughout. This then requires a 

higher degree of fundamental piloting skills to master these maneuvers. You might consider spending some 

time practicing these maneuvers on your next flight review, to improve your basic piloting skills. 

Fly safely, and avoid rolling G force maneuvers. 

John Mahany 
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 ¢ŜŎƘ /ƻǳƴǎŜƭƻǊ ό[ŀǊǊȅ {ŜǾŜǊǎƻƴύ 

At the Hanger Party (Aug 6), those interested will be able to do a practice airfoil using the hot wire tech-

nique. Six sample sections have been prepared, along with an example of what is desired. At the end of 

the demo/practice session, a four (4) foot airfoil will be cut. 

The 4 ft. airfoil will be used to create a model (plug). This in turn will be fiberglassed and prepared for the 

purpose of creating a mold to be used in creating wing skins. These wing skins will eventually become 

part of the future horizontal stab for a new design light sport plane. 

For those who are interested, the Fall semester at Cerritos college starts Monday, August 15. This school 

has the top rated composite education classes in North America. If you have any interest in composite 

construction, you need to look at these classes. 

I plan to take the tooling (mold) class. 

!ƛǊ ¢ǊŀŶŎ /ƻƴǘǊƻƭ [ŜŀŘƛƴƎ ǘƘŜ ²ŀȅ 

 Ϧ! [L¢[9 I9[t Cwha ¢I9 tL[h¢{Ϧ 

!¢/Υ !ƭƛǘŀƭƛŀ онмΣ ŎƻƴǝƴǳŜ ǘŀȄƛ ǘƻ ǘƘŜ ƘƻƭŘƛƴƎ Ǉƻǎƛǝƻƴ нлw ǎƻǳǘƘ Ǿƛŀ ǘŀƴƎƻΦ /ƘŜŎƪ ŦƻǊ ǿƻǊƪŜǊǎ ŀƭƻƴƎ ǘŀȄƛǿŀȅΦ 

 !ƭƛǘŀƭƛŀ онмΥ wƻƎŜǊΣ нлw Ǿƛŀ ǘŀƴƎƻΦ ²ƻǊƪŜǊǎ ŎƘŜŎƪŜŘΣ ŀƭƭ ŀǊŜ ǿƻǊƪƛƴƎΦ 

-------------------------------------------------------------------------------- 

Ϧ¸! I!±9 ¢h [L{¢9b ¢h !¢/Ϧ 

!¢/Υ CƭƛƎƘǘ мнопΣ ŦƻǊ ƴƻƛǎŜ ŀōŀǘŜƳŜƴǘΣ ǘǳǊƴ ǊƛƎƘǘ пр ŘŜƎǊŜŜǎΦ Ϧ 

 tƛƭƻǘΥ Ϧ.ǳǘ /ŜƴǘŜǊΣ ǿŜ ŀǊŜ ŀǘ орΣллл ŦŜŜǘΦ Iƻǿ ƳǳŎƘ ƴƻƛǎŜ Ŏŀƴ ǿŜ ƳŀƪŜ ǳǇ ƘŜǊŜΚϦ 

 !¢/Υ {ƛǊΣ ƘŀǾŜ ȅƻǳ ŜǾŜǊ ƘŜŀǊŘ ǘƘŜ ƴƻƛǎŜ ŀ тпт ƳŀƪŜǎ ǿƘŜƴ ƛǘ Ƙƛǘǎ ŀ тнтΚϦ 

-------------------------------------------------------------------------------- 

Ϧ¢9/Ibh[hD¸ {¢wLY9{ !D!LbϦ  

¢ƻǿŜǊΥ 5Ŝƭǘŀ ормΣ ȅƻǳ ƘŀǾŜ ǘǊŀŶŎ ŀǘ мл ƻϥŎƭƻŎƪΣ с ƳƛƭŜǎΗ 

 5Ŝƭǘŀ ормΥ DƛǾŜ ǳǎ ŀƴƻǘƘŜǊ ƘƛƴǘΗ ²Ŝ ƘŀǾŜ ŘƛƎƛǘŀƭ ǿŀǘŎƘŜǎΗ  

-------------------------------------------------------------------------------- 

ϦYbh²LbD ²I9w9 ¸h¦ !w9Ϧ  

! ǎǘǳŘŜƴǘ Ǉƛƭƻǘ ōŜŎŀƳŜ ƭƻǎǘ ŘǳǊƛƴƎ ŀ ǎƻƭƻ ŎǊƻǎǎ-ŎƻǳƴǘǊȅ ƅƛƎƘǘΦ ²ƘƛƭŜ ŀǧŜƳǇǝƴƎ ǘƻ ƭƻŎŀǘŜ ǘƘŜ ŀƛǊŎǊŀƊ ƻƴ ǊŀŘŀǊΣ 

!¢/ ŀǎƪŜŘΣ Ϧ²Ƙŀǘ ǿŀǎ ȅƻǳǊ ƭŀǎǘ ƪƴƻǿƴ ǇƻǎƛǝƻƴΚϦ  

{ǘǳŘŜƴǘΥ Ϧ²ƘŜƴ L ǿŀǎ ƴǳƳōŜǊ ƻƴŜ ŦƻǊ ǘŀƪŜƻũϦΦ 

 ! [ƛǘǘƭŜ !Ǿƛŀǘƛƻƴ IǳƳƻǊ 
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 ñAlways Treat Her Gentlyò, He Said; ñBut Firmlyò ï Part 3  

By Jim Randall & Ray Hecker  

As you may recall, if you’ve read the first two installments, Ray has been introducing me to his “girlfriend”, 

Sophia Falco, the sleek low-wing, retractable, aerobatic capable, wood-construction, home built Italian beau-

ty, the Falco F.8L. The intro was pretty interesting, but it was just a casual date, no heavy stuff. The second 

flight was a chance to explore the stall, slow flight, and pattern handling characteristics, and to try to get 

comfortable with the light controls and quick response and higher speeds compared to the C172 I usually fly. 

I never felt really comfortable and in control during the second flight, so this time I wanted to review the 

turns and stalls, but focus on speed control and catching up with the airplane in the traffic pattern. And may-

be try a spin for a little excitement???  

Ray sounded less than enthusiastic about playing with spins, since the Falco snaps into a spin pretty quickly 

and develops a fast rotation rate. And I have not really been introduced to aerobatics, except for a few spins 

in early flight training in a C150, so I was not sure how much spinning and unfamiliar forces and aircraft atti-

tudes I was up for. So Ray offered maybe a roll as a starter.  

 

Falco Fun 
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As it turned out, we never got to try a roll, since by the time we finished giving Sophia a sponge bath to 

clean off the hangar crud and bug debris, checking her “shoes” for proper air pressure, and chatting 

with several rounds of hangar visitors, it was fast approaching noon before we rolled her out of the 

hangar. And we were getting increasingly hungry. So we elected to put off the frisky stuff until another 

time.  

Again we departed Chino headed for French Valley airport and the practice area over Skinner Reservoir. 

It was another of those beautiful Saturday afternoons for flying, with a crowd headed to the restaurant 

and sparkling, like-new facilities at French Valley. Winds were light, and this is an uncontrolled field, so 

we overflew the field, looked at the windsock, made some radio calls, and decided to go out and enter 

on a 45 for runway 18. But halfway down the 45 leg, another aircraft called lined up for 36, so we de-

cided to follow his lead and switched to 36 instead. Flying out of John Wayne / Orange County all the 

time, you get used to the relative orderliness of the traffic pattern, despite the many students and com-

mercial and business jets that you share the airspace with. With the altered approach plans, and with 

trying to keep track of the speed, gear and flap changes, I was well behind the airplane, and although 

the approach speed and glide path were reasonably on target, Ray’s assist saved the landing.  

On the transient parking ramp, we were glad we had taken the time to make Sophia more presentable, 

because she drew a crowd. One of the guys is rebuilding an airplane with wood construction and was 

interested in the construction methods and materials used in the Falco.  The Falco is an attention getter 

on the ramp, because of its sleek looks, unique construction, and the fact there are not many around. 

So it was up with the cowl covers, and open with the battery door to examine the construction. 

In the restaurant we ran into Dave Prizio and Richard Eastman who had flown in from Chino in Dave’s 

bright yellow LSA Sport Cub.  It’s a busy place on weekends. And we were really hungry by now. 

After lunch, we went out over Lake Skinner to review steep turns. Banking the Falco into a turn and 

maintaining altitude requires little effort and low control forces, but the downside is that there is not a 

lot of backpressure feedback on the stick to tell you if you are maintaining the correct attitude. So we 

practiced using the view out the window to note where the horizon cuts the window frame. Over Lake 

Skinner, the real horizon is masked by the undulating terrain, so the fall back method is to use the atti-

tude indicator to maintain the correct attitude above the artificial horizon - - rest the dot right on the 

artificial horizon, and you’ll keep your altitude locked in, whether in a 30 or 45 degree bank.  

Following the turns, we tried a couple of practice landing patterns at altitude, to get me better in sync 

with the sequences of airspeeds and configuration changes in the pattern. Get below gear operating 

speed on downwind - - 105 knots, 2500 RPM and 16 inches of manifold pressure works nicely.  Oppo-

site the numbers drop the gear and let the Falco decelerate to 95 knots, which is inside the speed need-

ed to drop the first increment of flaps, and target a 475 FPM rate of descent. At about the 45 degree 

point from the numbers, turn base and drop 15 degrees of flaps, about a 2 second count on the switch, 

decelerating to 85 knots and a 400-425 FPM rate of descent.  On final, decelerate further to 80 knots 

and bring in the second increment of flaps, another 2 second count. When the field is made, bring in 

the rest of the flaps and hold the speed at 80 (or 75 if you are experienced in the aircraft) over the 

fence. To flare, you bring the nose attitude up only 4-5 degrees shortly before touching down, nothing 

like the pronounced flare in a C172, ease back the remaining power, and the trailing main gear will 

touch down gently.  
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Following the air work at Skinner, we headed back to Chino and did a practice instrument approach to 

26R, again illustrating that the Falco is very stable on an approach, despite the low control forces. If you 

set the rate of descent and the trim properly, you can fly down the ILS with little effort. Ray flew the land-

ing so I could get the sight picture of the flare imprinted in my mind. We then did two circuits of the 

pattern, and I have to say, I felt pretty good about staying ahead of the plane on those two circuits. I even 

held the centreline on the take-offs (did I mention you have to have sensitive toes on the rudder pedals 

also?), and the airspeed control in the pattern fell into place, the approaches came reasonably close to the 

numbers, and the touchdowns hardly moved the G meter. This was a good time to stop for the day, with a 

warm feeling of a good pattern and landing to ponder. 

So we took Sophia back to the hangar, wiped her down, got her a drink of 100LL, and put her back to bed. 

All ready for the next time. Sophia, by the way, has now reached the mature age of 21, and is now legally 

allowed to drink alcohol. But alas, Ray is a stern master, and is restricting her to 100LL. 

The primary lessons for today came down to exercising firm but gentle control - - hold the correct attitude 

in steep turns, using the sight picture of the real horizon cutting the window frame, and hold the ball on 

the artificial horizon if the real one fails you - - sensitize those fingers for practice in adjusting the trim 

wheel to hold airspeed hands-off - - set the power/descent rate and trim for the desired speed, and the 

ILS approach will be a breeze. And of course sensitize those toes for holding the centreline on take-offs.  

With the Falco, you need to crank your sensitivity up another notch to fly it well.       

What’s next? A roll? More pattern work, maybe with some crosswind this time? Of course, more turns 

and stalls. Trim control exercises? We’ll see what is up Ray’s sleeve next time. Stay tuned. 
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{ƻƳŜǘƘƛƴƎ ǘƻ /ƻƴǎƛŘŜǊ 

.ƛtƻŘΥ Iŀǎ wǳǘŀƴ  ǎƻƭǾŜŘ ƅȅƛƴƎ ŎŀǊ ŎƻƴǳƴŘǊǳƳΚ 

Design legend Burt Rutan discusses his latest 

creation, the BiPod, with  a 31.8-foot wing-

span, twin-boom fuselages, and pusher propel-

lers driven by six-pound,  20-horsepower elec-

tric motors. “We know how to build airplanes,” 

Rutan said at EAA  AirVenture. “That’s easy. 

But a flying car? Most of those designs can 

barely  fly. So we wanted to see if we could 

build a hybrid-powered model that would be  a 

good airplane—one that could fly over the Rockies and have good range.” The  BiPod should take off and land within 

400 feet, cruise as fast as 197 mph at  12,000 feet, and fly as far as 760 miles at an economy power setting. Ground  

includes a range of 35 miles in the city or 820 miles on highways using  electric power only; a motorcycle engine also 

can be used to augment the  electric power. 

!ƛǊ±ŜƴǘǳǊŜ нлмм 
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EAA 92 Partners 
They help us do better! 

/ƘŀǇǘŜǊ wŜǎŜŀǊŎƘ tǊƻƧŜŎǘ 
 /ŀƭ tƻƭȅ tƻƳƻƴŀ ƛǎ ǇǳǩƴƎ ǘƘŜƛǊ ǿŜŀǘƘŜǊ ǘŜǎǝƴƎ ƳŀŎƘƛƴŜǎ ǘƻ 

ǿƻǊƪ ǘƘƛǎ ǎŜƳŜǎǘŜǊ ƻƴ ǘƘŜ ǇǊŜ ǇŀƛƴǘŜŘ ŎƻƳǇƻǎƛǘŜ ǇŀǊǘǎΦ !ƊŜǊ ǘƘŜ ŬǊǎǘ 

мл ǿŜŜƪǎ ǘŜǎǝƴƎΣ ǘƘŜ ǊŜǎǳƭǘǎ ƭƻƻƪ ƻǳǘǎǘŀƴŘƛƴƎΦ 9ȄǇŜǊƛƳŜƴǘŀƭ ǇƭŀƴŜ 

ƳŀƪƛƴƎ ƛǎ ŀōƻǳǘ ǘƻ ŎƘŀƴƎŜ Φ  

 ¢ƘŜ ŘŜǎƛǊŜŘ ǿƛƴƎ ƳƻŘŜƭ ƛǎ ŬƴƛǎƘŜŘΦ L ōƭŜǿ ǘƘŜ ŬǊǎǘ ŀǧŜƳǇǘ ǘƻ 

ƳŀƪŜ ŀ ƳƻƭŘΦ ! ōƛǘ ƳƻǊŜ ǇǊƛƳŜǊκǎŀƴŘŜǊ ŀƴŘ L ǿƛƭƭ ōŜ ǎŀƴŘƛƴƎ ŦƻǊ ǘƘŜ 

ƴŜȄǘ ŀǧŜƳǇǘΦ ¢Ƙƛǎ ǿƛƭƭ ōŜ ŀ ƴŜŎŜǎǎŀǊȅ ǎǘŜǇ ƛƴ ǘƘŜ ǘŜǎǝƴƎ ōŜŦƻǊŜ ǘƘŜ 

ǇǊƻŎŜǎǎ ƛǎ ǊŜŀŘȅ ŦƻǊ ƎŜƴŜǊŀƭ ǳǎŜ ƛƴ ǘƘŜ ōǳƛƭŘƛƴƎ ƻŦ ŀƳŀǘŜǳǊ ōǳƛƭǘ ŀƛǊπ

ŎǊŀƊΦ Lǘ ǿƛƭƭ ōŜ ǳǎŜŘ ǘƻ ǇǊƻŘǳŎŜ ŀ ƭƛƎƘǘ ǎǇƻǊǘ Ǉƛƭƻǘ ŀƛǊŎǊŀƊ ōŀǎŜŘ ƻƴ ǘƘŜ 

vн ƘǳƭƭΦ ²ƻǊƪ Ƙŀǎ ōŜŜƴ ǎǘŀǊǘŜŘ ƻƴ ǘƘŜ vн Ƙǳƭƭ ǘƻ ƛƴǎǘŀƭƭ ǘƘŜ ǘǊƛ ƎŜŀǊ ǎŜǘ 

ǳǇΦ 

[-р  

wŜǎǘƻǊŀǝƻƴ 

PTM&W 
(Aeropoxy) 
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CƭƛƎƘǘ !ŘǾƛǎƻǊǎΥ 

Ray Hecker   rlhecker@academy-aeronautique.com 

Don Myrha   don@myhra.com 

Jay Steffenhagen  aerojay@cox.net 

Larry Severson    larry2@socal.rr.com 

 

¢ŜŎƘ /ƻǳƴǎŜƭƻǊǎΥ 

Roland Koluvek  rkoluvek@att.net 

Gary Questa   gsq@earthlink.net 

Dave Prizio   dave@prizio.com 

Rick Hecker   rbhecker@earthlink.net 

Larry Severson   larry2@socal.rr.com 

нлмм hŶŎŜǊǎΥ                   

Robert Baker  President  robertgbaker@gmail.com 

Jim Randall Vice President randallj@ix.netcom.com 

Penelope Hecker Secretary                 plhecker@academy-aeronautique.com 

Roland Koluvek Treasurer                 rkoluvek@att.net 

Larry Severson  Newsletter   larry2@socal.rr.com 

5ƛǊŜŎǘƻǊǎΥ     

Karen Thompson  Director 2010 / 2011  kdthom0610@yahoo.com 

Robert Dougherty Director 2010 / 2011 rldough4always@aol.com 

Marc Carnighan  Director 2011 / 2012 skyratt@mac.com 

Robert Asis  Director 2011 / 2012 hbcozy@yahoo.com 

/ƘŀƛǊǎΥ     

Jay Steffenhagen IRWD Liaison  aerojay@cox.net 

Ernie Julian Base Ops  ejulian@ca.rr.com 

Vince Orton  Builders Center vorton@pacstates.com 

Penelope Hecker Young Eagles plhecker@academy-aeronautique.com 

Robert Dougherty Membership  rldough4always@aol.com 

/ƘŀǇǘŜǊ фн hŶŎŜǊǎ ŀƴŘ !ŘǾƛǎƻǊǎ 
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!ǳƎǳǎǘ ǿƛƭƭ ōŜ ǘƘŜ ŀƴƴǳŀƭ ƘŀƴƎŜǊ ǎŎƘŜŘǳƭŜ ŦƻǊ ǘƘŜ {ŀǘǳǊŘŀȅ ŀŎǝǾƛǝŜǎ ƛǎ ōŜπ
ƭƻǿ ŦƻǊ ȅƻǳǊ ǊŜŦŜǊŜƴŎŜΥ 

фΥлл !a - 5ŀǾŜϥǎ ƘŀƴƎŀǊ ƻǇŜƴǎ 

фΥпр - ²ŜƭŎƻƳŜ ŀƴŘ tƭŜŘƎŜ 

млΥлл - [ŀǊǊȅ {ŜǾŜǊǎƻƴϥǎ ŦƻŀƳ ŎǳǩƴƎ ŘŜƳƻΦ IŀƴŘǎ ƻƴ Ƙƻǘ ǿƛǊƛƴƎ ƻŦ ŦƻŀƳΦ 
5ƛǎŎǳǎǎƛƻƴ ƻŦ ƳŜǘƘƻŘǎ ŀƴŘ ǇƻǘŜƴǝŀƭ ǇǊƻōƭŜƳǎΦ ! ǎŀƳǇƭŜ ƻŦ ǿƘŀǘ ǘƘŜ Ŭƴŀƭ 
ǊŜǎǳƭǘ ǎƘƻǳƭŘ ōŜΦ ¦Ǉ ǘƻ с ǘǿƻ Ƴŀƴ ǘŜŀƳǎ ǿƛƭƭ ōŜ ŀōƭŜ ǘƻ ǘǊȅ ǘƘŜƛǊ ƭǳŎƪΦ 

млΥпр - 9ƭŜŎǘǊƻƴƛŎ CƭƛƎƘǘ .ŀƎ ǇǊŜǎŜƴǘŀǝƻƴǎκŘƛǎŎǳǎǎƛƻƴ ƻŦ ǳǎŜ ŀƴŘ ōŜƴŜŬǘǎ ƻŦ 
ŜƭŜŎǘǊƻƴƛŎ ƅƛƎƘǘ ōŀƎǎΦ ¢ƘŜǊŜ ǿƛƭƭ ōŜ п ǇǊŜǎŜƴǘŜǊǎΦ 

мнΥмр - [ǳƴŎƘ κ ±ƛŜǿ ƳŜƳōŜǊǎϥ ǇŀǊƪŜŘ !κ/  

мΥол - /ƻǊŜȅ .ǊƛȄŜƴϥǎ wκ/ ƳƻŘŜƭǎ ŀƴŘ ŘŜƳƻ - ǎƻƳŜ Ŏƻƻƭ ǎǘǳũ 

нΥмр - .ǳƛƭŘŜǊ /ŜƴǘŜǊ ǘƻǳǊ 

оΥлл - ²ǊŀǇ-ǳǇ ŀƴŘ /ƭŜŀƴ-ǳǇ 

CƻǊ ƳƻǊŜ ŘŜǘŀƛƭǎ ƻƴ ǘƘŜ ŀŎǝǾƛǝŜǎΣ ŎƭƛŎƪ ƻƴ ǘƘŜ ϦŎƭƛŎƪ ƘŜǊŜ ŦƻǊ ƻǳǊ ƴŜȄǘ 
ŜǾŜƴǘϦ ǇƛŎǘǳǊŜ ƻƴ ǘƘŜ ǿŜōǎƛǘŜ ƘƻƳŜ ǇŀƎŜΣ ǿǿǿΦŜŀŀфнΦƻǊƎΦ 

¢ƘŜ ƴŜȄǘ ǊŜƎǳƭŀǊ ƳŜŜǝƴƎ ǿƛƭƭ ōŜ ŀǘ /Ƙƛƴƻ !ƛǊǇƻǊǘ 
ƻƴ ǘƘŜ мǎǘ {ŀǘǳǊŘŀȅ ƻŦ ǘƘŜ ƳƻƴǘƘ όс !ǳƎǳǎǘύ {ŜŜ 
ǿǿǿΦŜŀŀфнΦƻǊƎ ŦƻǊ ŀŘŘƛǝƻƴŀƭ ƛƴŦƻǊƳŀǝƻƴΦ 

фΥлл !a-оΥллta 

..v ƭǳƴŎƘ ŀǘ мнΥлл ta 

[ƻŎŀǝƻƴΥ оǊŘ ƘŀƴƎŜǊ Ǌƻǿ ōŀŎƪ ŦǊƻƳ ǘƘŜ ǊŀƳǇΦ 

tŀǊƪ ƻƴ /ŀƭ !ŜǊƻ ŀƴŘ ŜƴǘŜǊ ǘƘǊƻǳƎƘ ǘƘŜ ƎŀǘŜΦ 

CƛǊǎǘ ƘŀƴƎŜǊ ƛƴ ǘƘŜ ƭŜƊ όŀǿŀȅ ŦǊƻƳ ǘƘŜ ǊŀƳǇύΦ 

  

!ǳƎǳǎǘ aŜŜǝƴƎ 

X 

http://www.eaa92.org/

