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VariViggen Owner donates
Aircraft to Museum

When I heard that John Martin donated Variviggen N9VV to a muesum I asked him to write an article about
the process. What follows is John's excellent explanation of the steps he took to properly donate the airplane
to the Aviation Muesum of Texas.

by John Martin

In April 1991 I was grounded by the occurrence of a chronic heart arrythmia called “supra ventricular atrial
tachycardia”, which is controllable for ordinary life activities by daily medication but disqualifying for a pilot
medical certificate unless the medication is shown (by wearing a recording device) to prevent any recurrence
in a four month period. After three years of hoping to attain this objective, I concluded that it wasn’t going to
happen. Upon reading a story in the local newspaper about a new museum being established in Uvalde,
Texas, I decided to inquire about possibly donating N9VV to this museum. Continued on page 3
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On the Web

According to a recent report, the web-based Cyberhangar’s
membership roster now stands at 246 members, including 188
EAA members. Their most experienced member is a bit over
78 years old and their youngest is just over 20. The average
age of the group is about 46 and a half.

They have members from UK, New Zealiand, Norway, Czech
Republic, Canada, Australia, and USA. From the US, 43 of
the 50 states are represented. Quite an impressive and diverse
membership!

You can find Cyberhangar at
http://www.cyberhangar.org or contact John Stricker,
secretary, Cyberhangar, EAA Chapter 1248 at
jstricke@russellks.net

RAF HOURS: Rutan Aircraft is officially open every
Wednesday. Please call between 10 am - 2 pm (661) 824-
2645 and give your name, serial number and nature of the
problem. If you are not in an emergency situation, we ask
that you write to Mike.

Note — Sometimes you can catch Tonya at RAF Monday
thru Friday. She is in and out. Try and try again.

When writing to RAF, send along a stamped, self
addressed envelope, if you have builder’s questions that
need to be answered. Please put your name and address
on the back of any photos you send.

RAF ADDRESS
1654 Flightline, Mojave, CA 93501

RAF PHONE NUMBER
(661) 824-2645

RAF FAX NUMBER
(661) 824-3880

RAF_EMAIL ADDRESS
raf@hughes.net

g/
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( recollections and documents I had

!

VariViggen Donation

“rom the reporter who wrote the story I learned
w i€ identity and telephone number of a trustee of
the museum, called him, and made an appointment
to meet him in Uvalde to discuss a possible
donation to the museum. To show him what I was
considering donating, I took along a copy of the
April 1990 issue of Sport Aviation which had a
picture of N9VV in flight on the cover and
contained a feature article about it with more
pictures. Itold him that I was willing to donate the
aircraft to the museum if the museum would
execute an agreement that would protect me and
my heirs from any possible liability associated
with the aircraft or its future use. He said he was
certain that the museum would like to have the
aircraft and thought my condition

recognizes that some transfers of ownership do not
involve a sale, and states in its third paragraph: “If
the aircraft was not purchased from the last registered
owner, conveyances must be submitted completing
the chain of ownership from the last registered owner,
through all intervening owners, to the applicant.” (3).
The first numbered paragraph of the “Donation,
Acknowledgment, and Indemnification Agreement”
clearly shows that document to be the instrument of
conveyance of ownership from the original
builder/owner to the museum.

The examiner agreed and said that the museum should
submit the original of the Agreement plus a copy with
this statement written in any available place and
signed in good reproducible ink: “I hereby certify this
to be a true copy of the original document.” They will
compare the original with the copy and then return the
original. Upon resubmission of the museum’s
application, the FAA accepted the

was reasonable. We agreed that I
would prepare and send to him a
draft of such an agreement.

Over the years, in several EAA
chapters and at Oshkosh, I had
attended discussions about liability
problems that have resulted from
sale of homebuilt aircraft. From my

. ept on the subject, I drafted a

Agreement and the instrument of
transfer of ownership and registered
the museum as the new owner.

The decision to part with NOVV
prompted me to review the records
that a new owner would get with the
aircraft. I had purchased a
“VariViggen Owner’s Manual” from
RAF, and had made changes in it to
reflect differences in NOVV

Donation, Acknowledgement, and
Indemnification Agreement” that I thought would
provide the protection I wanted. Then I took ittoa
lawyer in the local office of a large legal firm,
explained what I wanted, and asked him to review
it for legal competence. He recommended some
changes and added important content and
emphasis.

I sent the result to the museum trustees. They
decided to accept it, and authorized the trustee with
whom I had dealt to execute the Agreement for the
Museum ( as they had not yet elected officers of
the museum).

A year later when the museum applied for transfer
of the FAA registration from me to the museum,
they got a form letter back indicating that they
should send a copy of the bill of sale. When I was
informed of this reply I called the Aircraft
Registration Branch at Oklahoma City and talked
with a legal instruments examiner. I emphasized
the following points: (1). A Bill of Sale was not
appropriate because the aircraft was not in fact
~old; it was donated. (2). The third paragraph of

| N\, ¢ first page of the FAA’s AC Form 8050-2

package title “Aircraft Bill of Sale Information”

construction, operation, allowable g,
allowable reflex, and flight tested limits and
performance. In reviewing the modified Manual from
the imagined viewpoint of some pilot intending to fly
NIOVYV reading the manual as the primary source of
operational information about this aircraft, I felt that
the manual would serve such a pilot better if it
included certain information up front. So I wrote a
“Preface” page, as the first page in the manual after
the Contents, and this prompted me to write another
new page “Some N9VV Operating Characteristics,
inserted between pages 8 and 9 of the manual.

The IRS requires a formal appraisal of a donated
aircraft, by a credible appraiser, in compliance with
some specific requirements. I looked through an
issue of Trade-a-Plane and found an ad by the
National Aircraft Appraiser’s Association seeking
new candidates for aircraft appraisal work. I called
them and asked for the name and telephone number of
any of their members who live within a hundred miles
or so of my home. They gave me one who lives
about 50 miles away and another who lives 80. I
called the nearest one and he took the job and did it
well, producing an appraisal fully compliant with the
IRS requirements. ®
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Accident Report

NTSB Identification: NYC99LA134
Accident occurred JUN-02-99
FRIENDLY, MD

Aircraft: Saliba LONG EZ,
registration: N555L

Injuries: 1 Serious.

On June 2, 1999, at 0937 Eastern Daylight Time,
a homebuilt LongEZ, N555L, was substantially
damaged during an approach to Potomac Airfield
(VKX), Friendly, Maryland. The certificated
private pilot was seriously injured. Visual
meteorological conditions prevailed at the time of
the accident. No flight plan was filed for the flight
between Washington Executive/Hyde Field
(W32), Clinton, Maryland, and Middle Georgia
Regional Airport (MCN), Macon, Georgia. The
personal flight was conducted under 14 CFR Part
91. According to witnesses, the airplane departed
Clinton about 0830, and was later seen north of
Potomac Airfield, "flying low."

Another pilot in the traffic pattern at Potomac saw
the accident airplane, and requested the pilot's
intentions. There was no response, but the
accident airplane appeared to enter a right base for
Runway 24. The airplane overshot the runway,
then turned back, and entered a left base for the
same runway. It overshot the final approach
course, but corrected with a steep turn,'and
"continued making 'S’ turns down final approach.
[1t] started getting very close to the trees; I could
see [the] shadow almost touch the plane. [The
airplane] pitched up...and mushed down into
trees about 200 yards short of 24. It appeared the
prop was windmilling a few seconds before [the
airplane] hit the trees.”

According to a Federal Aviation Administration
(FAA) Inspector, cut trees were found near the
wreckage, and fuel was found onboard the
airplane. The airplane's canopy was not found in
the vicinity of the accident site. However, a
canopy was found about 2 miles away, in the
Potomac River. On the canopy, was written the
words, "Experimental,” "Lil," and "Nick." The
inspector spoke with another owner of a Long EZ,
whose description of a Long EZ canopy matched
the one found. The owner stated that a Long EZ
would be difficult to control without a canopy.

Accident occurred MAY-20-99 -
ENTERPRISE, AL

Aircraft: VariEze, registration: NSOSH
Injuries: 1 Uninjured.

This is preliminary information, subject to change,
and may contain errors. Any errors in this report
will be corrected when the final report has been
completed. On May 20, 1999, at 2030 central
daylight time, a VariEze, homebuilt airplane,
N8OSH, collided with the ground, and nosed over
shortly after takeoff from the Enterprise Airport, in
Enterprise, Alabama. The airplane was operated by
the commercial pilot under the provisions of Title
14 CFR Part 91, and visual flight rules. Visual
meteorological conditions prevailed and no flight
plan was filed for the local flight. The pilot was not
injured and the airplane sustained substantial
damage. The flight departed Enterprise, Alabama,
at 2029. According to the pilot, he had forgotten to
remove the fuel vent cover during his preflight
inspection. Shortly after takeoff the engine lost
power and the airplane collided with the ground
during a forced landing. Damage consisted of the
nose gear, propeller and vertical stabilizer.

'J

The following report was emailed to RAF from
canardfinder@att.net on 4 June 99.

Hi Canardians,

Some of you wanted to hear more of the accident
with the Long-EZ. The Long was built in the
Netherlands, but was registered in the USA as
NI17VN. It was flown by a Dutchman, and the
accident took place in France in September 1996.
So to say an international affair.

The pilot was on his way from Ibiza to the
Netherlands, flying IMC in clouds at 9000 ft.
There were heavy CB's all around. The French
accident report say that lightning strike impact was
via the aileron rods. Several balljoints were found
melted, which made the plane uncontrollable.

Although I said that the pilot was electrocuted, that
is probably not the case because the rubber stick
grip had an isolating function. Anyhow he was
killed on impact.

See Accident Report pg 5
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Singapore Report
by Burt Rutan

My week in Singapore (July 3-9, 1999) was very interesting. Tonya and I were treated as if we were
“Visiting Dignitaries” with constant personal attention.

The agenda in Singapore consisted of:
(1). Courtesy calls: Chief of Defense Force, Secretary
Development), Minister of State (Defense), & Minister for Defense.
(2). Tours: Pulau Naval Base (incl landing-craft jaunt to St John's Island eco-
research area), Tuas Naval Base, Defense Science Organization National Labs,
UAYV Squadron, Tengah Airbase (F-16s, F5s & A4s), National University of
Singapore, National Science and Technology Board, Sembawang Airbase
Tower (a helo field with Super Pumas, Hueys and A-Stars), Singapore
Technologies Aerospace Company, Nanyang Tech University, & Singapore
Armed Forces Training Institute.
(3). Various Dinners and Luncheons hosted by folks from the above tours.
(4). Social events, including: Golf at 3 different Private Resorts, a Night
Safari (like the wild animal park, but jungle-like and designed so you do not
see the protective moats), and several separate things for Tonya (like riding
horses) while I was busy.
(5). In additon to my standard Voyager talk, I gave two lectures: one titled "A
Designers Forecast for Aerospace” and another titled "Future Defense Tech -
Driven by Today's Enablers” Both used the themes of how to implement an
environment for creativity.

(Defense

The Singapore UAV squadron had 26 operational Israeli-built Searchers. About 10 years ago Scaled
Composites developed the wing structure for the searcher. It was great to see a Scaled-developed military
product actually being used in daily service. They demo'ed a great simulator for training the searcher pilots
to do the 'RC model-like' takeoff and landing tasks.

Accident Report

I received this information from Cyril Sars, the
builder of the Long. The man who was flying
was the financier of the Long. Cyril will

comment on this incident in due time. I will
inform you by then.

Several experiments have been done to prevent
the consequences of lightning strike. Martin
Hamm and Patrick Juren mention both a
Glassair which is lightning proof.

From this accident and your reactions we can
conclude the following:

« Stay away from CB's, they are very
dangerous

+ Be well informed about the route to be flown
especially the weather. ®

Call RAF
(661) 824-2645
To report
accidents Fax RAF

. . 661) 824-3880
and mcndents( )

H 3

Write RAF
1654 Flightline
Mojave, Ca 93501

Email RAF
raf@hughes.net
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Burt, Mike & Dick’s
~ ‘99 Oshkosh Schedule

(29 July: 10:30 am — KidVenture Appearance — Aviation Hero Stage — Dick Rutan \
29 July 1:30 - 2:30 pm — Museum Appearance at Voyager Exhibit — Dick Rutan
30 July 9-9:30 am — Kidventure — Presentation to 1000 Teachers — Dick Rutan
30 July 10:00 am — Tent V— Proteus & Other News— Burt Rutan & Mike Melvill
30 July 11:30 -12:45 pm — Lecture — Varilux Pavilion — Dick Rutan
30 July 1:30 -2:30 pm — Museum Appearance at Voyager Exhibit — Dick Rutan
31 July 10:00 - 11:15 am — Tent V — Tent Talk Show Burt Rutan & John Roncz
31 July 1:00 - 2:15 pm — Control-Line Model Training for Kids — S. Pioneer Airfield — Burt
31 July 2:00-3:00 pm — KidVenture Appearance — Aviation Hero Stage — Dick Rutan
31 July 8:15 pm — Theater in the Woods — Spirit of Flight Award honoring Mike Melvill

1 August 10:00 am — Tent V — Life After Airliners — Burt Rutan & Dr. Bruce Holmes, NASA
1 August 12:00- 1:00 pm — KidVenture Appearance — Aviation Hero Stage — Dick Rutan

1 August 1:30 - 2:30 pm — Museum Appearance at Voyager Exhibit — Dick Rutan

2 August 10:00 - 11:00 am — KidVenture Appearance — Aviation Hero Stage — Dick Rutan

2 August 1:30 - 2:30 pm — Museum Appearance at Voyager Exhibit — Dick Rutan

( \ All date & times are subject to change. Be sure to check your EAA AirVenture program
- /

Proteus to Fly at AirVenture Oshkosh ‘99

For the first time in twenty -odd years of flying his own airplane to Oshkosh, Mike Melvill will leave the
Long-EZ at home in its hangar. Instead, he and Doug Shane will be flying high in Scaled Composites’
experimental Proteus, a twin turbofan designed to carry payloads of up to 2000 Ibs to altitudes of 60,000 feet
and remain on station up to 14 hours. Mike and Doug are expected to fly Proteus nonstop from its home base
in Mojave, California to Oshkosh, Wisconsin for the air show.

Spirit of Flight Award

Mike Melvill will receive long-overdue kudos at AirVenture Oshkosh when he is presented with the 1999
Spirit of Flight Award on July 31. The Spint of Flight Award, sponsored by the Society of Experimental
Test Pilots, is presented annually to an EAA member who best exemplifies the spirit of research, development
or flight test. The winner is nominated by EAA and is selected by SETP’s Board of Directors.

Jill Rutan-Hoffman

If you are attending AirVenture Oshkosh ‘99 be sure to look up Jill Rutan-Hoffman, Dick’s enterprising
daughter. Jill is writing a book about the splendid adventure of flight, and she plans to include stories of EAA
pilots and enthuiasts. In other words, she wants to hear from you! Jill will be on hand at Oshkosh to collect
; vritten and taped versions of aviation tales. More about Jill and her book proposal will appear in the next
\-Canard Pusher.
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S. ATLANTIC FLIGHT

I had to fly on top after Lyon but there were always
holes in the thing cloud layer below. I had promised
to be in Toulouse by 1430 and I finally landed in a
hazy sunshine one hour late. I received a very warm
welcome by the Swiss Honorary Consul Alain
Tissot, two television crews, many newspaper
reporters, the local “Chambre de Commerce™ as well
as dignitaries from Toulouse Airport and the French
Aero Club.

In the evening I was invited to an official dinner in
the honor of the South Atlantic Commemoration
Flight offered by industrialist Michel Leclecq of
Toulouse for about twenty guests. It was an evening
with many topics, good food and interesting
discussions.

On the long table next to us a number of officials of
the NTSB as well as from the Canadian TSB dined as
guests of Airbus Industries and soon the Halifax
accident was a theme again.

I was happy when I arrived back at the historic
hotel Mermoz to catch up with some sleep as the time
lag from Tokyo was still evident.

DAY 2, Friday 06NOV98
Toulouse/France — Almeria/Spain (04:01
H)

It was foggy outside and so I had ample time to talk
to Roger Christen about the electrical problems I had
yesterday. He came to the same conclusion about the
voltage regulator. The possibility of condensation
could not be ruled out and he gave me this green light
to continue if everything were to work today as it
should. We however decided to order a new regulator
from B&C in the US immediately, which would be
sent to Buenos Aires as a spare, if it arrived on time.

Alain Tissot was on time at the hoiel to take me to
the airport. There everybody was helpful and friendly
but nobody was able to do anything against the
persistent fog. It was almost one p.m. when I finally
left Toulouse in special VFR. The voltage regulator
worked perfectly but the battery was again low when
1 wanted to start the engine. It would definitely have
to be replaced upon return even as it was practically
new. Obviously it never reached 100% capacity but it
was impossible at short notice to get a new battery of
the special size I use in my Long-EZ in Toulouse.

At FL 105 (3200 m) I crossed the Pyrenees in
splendid sunshine and soon the dry valley of the Ebro
was passing beneath. The outside temperature was
below freezing but the heating helped me to stay
comfortable. Once more my LASAR electronic
ignition system proved its worth, looking at the very
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low consumption figures I achieved in cruise. To
the left the blue Mediterranean came into view
while in front the first clouds of a new weather
system appeared. The landscape with mountains,
and valleys and fields on terraces was fascinating.
Once established in my cockpit I felt quite at
home although the room to move was somewhat
limited.

Shortly before Valencia I decided to turn to the
coast and to descend to low level as I moved
closer to the frontal system ahead. I then had to
follow the coast as it was impossible to continue
inland. Soon it started to rain, the visibility
dropped to 3 NM (5 km) and the dark, gray cloud
base was around 1000 ft above the sea. At one
time it became a little uncomfortable as the
turbulence along the steep coast rocked my small
bird before I finally passed the front just before
Almeria.

Almeria is a small, Modern Spanish airport
close to Malaga which is ideal for general
aviation. Everything works, the services are
readily available and they have little traffic. I
found a hotel close to the airport and after a
delicious dinner and some good red Rioja wine I
was in bed shortly after ten.

{

Day 3, Saturday 07NOV98
Almeria/Spain — Agadir/Morocco (05:05
H)

Today I weuld leave Europe for Africa! And it
started as a good day too. The forecast from last >
night called for low overcast, strong winds and
rain. But as so often the weather people got it
somewhat wrong: the sun was shining, the wind
blew only moderately with 20 knots from the east
and the temperature had already risen to a
comfortable 18° C (65° F). The engine started
immediately and soon I was airborne, following
the coast at 1000 ft towards the west.

Shortly before Malaga i obtained a clearance
which led me to the middle of the Strait of
Gibraltar while the weather turned bad again. I
stayed at 1000 ft over the choppy sea and crossed
the intense traffic on the sea lanes below.
Circumnavigating the prohibited area around
Gibraltar I proceeded directly overhead Tanger. I
was back in Africa and this time it was easy to
navigate in Morocco. This North African country
only accepts controlled VFR flights which means
I had to follow predetermined VFR routes with
numerous checkpoints which are only marked on
Moroccan VFR-charts. These, however, were
impossible to get in Switzerland. In Toulouse I
was very lucky as somebody had given me a

Continued on pg 9



S. ATLANTIC FLIGHT

- whole set of Moroccan VFR maps as a gift.

After Tanger flying south the weather started to clear
up. Following my route via Casablanca I soon fell out
of range of air traffic control. I dropped down to 500
feet (150 m) and followed the coast and the long,
empty beaches to the south. In the meantime I had
entered the desert zone and after Casablanca there was
no other traffic. Soon I was all alone. It turned hazy
and warm but, with the help of the GPS, even
overhead the hilly, weathered desert, I knew at all
times precisely where I was. Nevertheless, I always
followed the progress of the flight on my paper maps
to maintain a double check.

Passing Safi the outside temperature had already
risen to 30° C (86° F) and it really became warm in
my winter flight suit. I climbed to FL 85 (2600 m)
where it was cooler but where I also encountered 25
kt of headwind. Just over five hours after I left
Almeria i passed overhead the runway of Agadir and
turned to a left hand downwind. As soon as the tower
had me in sight I was given my landing clearance,
only to be reprimanded after landing as to why I had
done so without a clearance. . .

I was definitely back in Africa.

&Day 4, Sunday 08NOV9S8 )
Agadir/Morocco — Dakar/Senegal (08:26 H)

Wake up was at 0445 and I prepared myself for an
early take-off. As I was hoping to establish a new
world speed record over a recognized course I first
had to seal the tanks and complete a mountain of
paperwork. The Moroccan officials, however, were
working efficiently and soon after sunrise I was ready
for departure.

I had my clearance at once but while I turned on the
active runway something felt wrong. Two seconds
later I knew what it was and requested clearance to
leave the runway and proceed into the holding bay.
My front wheel had a flat tire. The fire brigade moved
out and then helped me to-tow the aircraft back to the
tarmac far away.

As I had no spare tire nor tube with me (I had never
had a problem in ten years) I just hoped the tire would
still be usable. A mechanic from Royal Air Maroc
helped me to take the wheel off and soon disappeared,
talking about friends and somebody in town who
perhaps could help.

Half an hour later he was already back with a
~ repaired and fully inflated tire which was back where
( ‘t belonged in just a few minutes. The friendly

kvmechanic then showed me a rather large piece of metal
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which had been on the taxiway before it caused
the trouble.

However it was not until 0948 that I took off.
The temperature had already risen to 30° C (86 F)
and so the climb with the heavy aircraft was
slow. My problem was to land in Dakar before
sunset and according to my flight plan I could still
just makeit. ..

Below my aircraft a lonely desert with just a
piste now and then passed with ever-changing
colors, sand dunes and rock formations. After
two hours flight time I overflew the Moroccan
defense line against the former Polisario gueillas.
It is a line with three consecutive earthen wall
which have small fortifications every two miles or
so. Every now and then there is a larger camp
which is fortified as well. It was most interesting
to see this from an altitude which was low
enough to distinguish many details. It was not
very long ago that this defense line was in use
and I remember civil aircraft being downed in this
region some years back.

Equally interesting were the mines of Zouerate;
which are all black in the middle of a brown and
yellow desert. Overhead Nouakchott/Mauritania I
was, for the first time in hours, back in radio
contact. Of course they had not received a flight
plan but let me pass without further questions
about my overflight permit, the number of which
I had readily available. Fifteen minutes before
sunset I landed at Dakar airport where I was
Immediately assisted by Swissair’s Moustapha
Diakhate who was most helpful and had already
organized a hotel.

Dakar- Senegal to Recife- Brazil

Day 5, Monday 09NOV98
Dakar/Senegal

I stayed at the former famous Ngor Hotel which
had changed quite dramatically in the last ten
years. Maintenance is lacking everywhere and
guests are obviously in short supply. Had the
hotel not been reserved in advance, I would have
changed.

During the moming I received the best weather
briefing of my life by Miss Margrit Weber of
MeteoSwiss. She called from Zurich and was
very well prepared. She outlined the position and
the intensity of the Inter Tropical Convergence
Zone (ITCZ), talked about winds aloft and where
I probably would run into problems. After twenty
minutes it was clear, tomorrow would be the day
to cross the South Atlantic.

Continued on pg 10



During the afternoon I checked my aeroplane,
filed the flight plan and collected the latest weather
forecasts. When I wanted to pay the landing fee 1
was shocked as I had to pay the outrageous sum of
US$ 183 for an aircraft which usually has to pay
about ten dollars per landing. I was told it was
because the airport would switch on the runway
lights for only me.

I quickly ate two sandwiches before I took a taxi
back to the hotel. It was hot and humid and
unfortunately the air-conditioning failed to work in
my bedroom. At 1900 I was in bed and tried to
sleep as well as possible ‘till midnight, to be ready
and fit for the big jump early tomorrow.

far as I could the previous day, it proved nonetheless

difficult to do the rest in the dim lights of the airport
only with the help of my small flashlight. The tanks
were sealed and stamped by an official from the
“Bureau de Piste” as this would be an attempt to
establish a new record for my class of aircraft with ¢
weight of below one ton.

Shortly after 0200 I was finally ready to go.

The weather forecasts and wind charts called for a

4

slight tailwind and the ITCZ was to be hit after around

four to five hours of flight.

While backtracking on runway 36 the moisture
condensed on my canopy the moment I closed it.
Even though I saw almost nothing, I knew the

~Fy
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See more full scale color pictures of the South Atlantic Flight in the internet: http #fly. to/sat98

Day 6, Tuesday, 10NOV98

Dakar/Senegal-Recife/Brazil: 1720 NM
nonstop!

(13:48 H)

It was pitch dark outside when, at thirty minutes
past midnight, I arrived at the airport in Dakar by
taxi. The airport was still quite busy at that time of
the night. It was warm and very humid which
meant | first had to get rid of all the moisture,
which had already formed on the wings and
canard. That was fine with me as I also got rid of
all the sand which had deposited on the aircraft.

Although I had prepared and loaded the plane as

condensation would be blown away while passing
around 40 knots during take-off.

Setting take-off power in a plane almost 35% over
(certified) gross weight at 0223 in the moming in
absolute darkness, with the Atlantic in front and just

one engine behind, is something quite special. It was
not the first time I had done it, but nevertheless. Oskar
Bider, a famous Swiss aviator once said, “Courage is
to be afraid and to do it anyway.” I wasn’t afraid but

certainly 100% aware of what I was doing and the
risks involved. As I had worked for one and a half
years for this moment and as I had checked and

Continued on pg 11
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N whole set of Moroccan VFR maps as a gift.

After Tanger flying south the weather started to clear
up. Following my route via Casablanca I soon fell out
of range of air traffic control. I dropped down to 500
feet (150 m) and followed the coast and the long,
empty beaches to the south. In the meantime I had
entered the desert zone and after Casablanca there was
no other traffic. Soon I was all alone. It turned hazy
and warm but, with the help of the GPS, even
overhead the hilly, weathered desert, I knew at all
times precisely where I was. Nevertheless, I always
followed the progress of the flight on my paper maps
to maintain a double check.

Passing Safi the outside temperature had already
risen to 30° C (86° F) and it really became warm in
my winter flight suit. I climbed to FL 85 (2600 m)
where it was cooler but where I also encountered 25
kt of headwind. Just over five hours after I left
Almeria i passed overhead the runway of Agadir and
turned to a left hand downwind. As soon as the tower
had me in sight I was given my landing clearance,
only to be reprimanded after landing as to why I had
done so without a clearance. . .

I was definitely back in Africa.

Day 4, Sunday 08NOV98 _
Agadir/Morocco — Dakar/Senegal (08:26 H)

Wake up was at 0445 and I prepared myself for an
early take-off. As I was hoping to establish a new
world speed record over a recognized course I first
had to seal the tanks and complete a mountain of
paperwork. The Moroccan officials, however, were
working efficiently and soon after sunrise I was ready
for departure.

I had my clearance at once but while I turned on the
active runway something felt wrong. Two seconds
later I knew what it was and requested clearance to
leave the runway and proceed into the holding bay.
My front wheel had a flat tire. The fire brigade moved
out and then helped me to.tow the aircraft back to the
tarmac far away.

As I had no spare tire nor tube with me (I had never
had a problem in ten years) I just hoped the tire would
still be usable. A mechanic from Royal Air Maroc
helped me to take the wheel off and soon disappeared,
talking about friends and somebody in town who
perhaps could help.

Half an hour later he was already back with a
repaired and fully inflated tire which was back where

«‘ \’?t belonged in just a few minutes. The friendly

mechanic then showed me a rather large piece of metal
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which had been on the taxiway before it caused
the trouble.

However it was not until 0948 that I took off.
The temperature had already risen to 30° C (86 F)
and so the climb with the heavy aircraft was
slow. My problem was to land in Dakar before
sunset and according to my flight plan I could still
just makeiit. ..

Below my aircraft a lonely desert with just a
piste now and then passed with ever-changing
colors, sand dunes and rock formations. After
two hours flight time I overflew the Moroccan
defense line against the former Polisario gueillas.
Itis a line with three consecutive earthen wall
which have small fortifications every two miles or
so. Every now and then there is a larger camp
which is fortified as well. It was most interesting
to see this from an altitude which was low
enough to distinguish many details. It was not
very long ago that this defense line was in use
and I remember civil aircraft being downed in this
region some years back.

Equally interesting were the mines of Zouerate,
which are all black in the middle of a brown and
yellow desert. Overhead Nouakchott/Mauritania I
was, for the first time in hours, back in radio
contact. Of course they had not received a flight
plan but let me pass without further questions
about my overflight permit, the number of which
I had readily available. Fifteen minutes before
sunset I landed at Dakar airport where I was
Immediately assisted by Swissair’s Moustapha
Diakhate who was most helpful and had already
organized a hotel.

Dakar- Senegal to Recife- Brazil

Day 5, Monday 09NOV9S8
Dakar/Senegal

I stayed at the former famous Ngor Hotel which
had changed quite dramatically in the last ten
years. Maintenance is lacking everywhere and
guests are obviously in short supply. Had the
hotel not been reserved in advance, I would have
changed.

During the morning I received the best weather
briefing of my life by Miss Margrit Weber of
MeteoSwiss. She called from Zurich and was
very well prepared. She outlined the position and
the intensity of the Inter Tropical Convergence
Zone (ITCZ), talked about winds aloft and where
I probably would run into problems. After twenty
minutes it was clear, tomorrow would be the day
to cross the South Atlantic.

Continued on pg 10



During the afternoon I checked my aeroplane,
filed the flight plan and collected the latest weather
forecasts. When I wanted to pay the landing fee I
was shocked as I had to pay the outrageous sum of
US$ 183 for an aircraft which usually has to pay
about ten dollars per landing. I was told it was
because the airport would switch on the runway
lights for only me.

I quickly ate two sandwiches before I took a taxi
back to the hotel. It was hot and humid and
unfortunately the air-conditioning failed to work in
my bedroom. At 1900 I was in bed and tried to
sleep as well as possible ‘till midnight, to be ready
and fit for the big jump early tomorrow.

far as I could the previous day, it proved nonetheless
difficult to do the rest in the dim lights of the airport
only with the help of my small flashlight. The tanks
were sealed and stamped by an official from the
“Bureau de Piste” as this would be an attempt to
establish a new record for my class of aircraft with ¢ J
weight of below one ton.

Shortly after 0200 I was finally ready to go.

The weather forecasts and wind charts called for a
slight tailwind and the ITCZ was to be hit after around
four to five hours of flight.

While backtracking on runway 36 the moisture
condensed on my canopy the moment I closed it.

Even though [ saw almost nothing, I knew the

See more full scale color pictures of the South Atiantic Flight in the internet: http /iy to/sat98

Day 6, Tuesday, 10NOV98

Dakar/Senegal-Recife/Brazil: 1720 NM
nonstop!

(13:48 H)

It was pitch dark outside when, at thirty minutes
past midnight, I arrived at the airport in Dakar by
taxi. The airport was still quite busy at that time of
the night. It was warm and very humid which
meant | first had to get rid of all the moisture,
which had already formed on the wings and
canard. That was fine with me as I also got rid of
all the sand which had deposited on the aircraft.

Although I had prepared and loaded the plane as

condensation would be blown away while passing
around 40 knots during take-off.

Setting take-off power in a plane almost 35% over
(certified) gross weight at 0223 in the moming in
absolute darkness, with the Atlantic in front and just
one engine behind, is something quite special. It was
not the first time I had done it, but nevertheless. Oskar
Bider, a famous Swiss aviator once said, “Courage is
to be afraid and to do it anyway.” I wasn’t afraid but
certainly 100% aware of what I was doing and the
risks involved. As I had worked for one and a half
years for this moment and as I had checked and

Continued on pg 11 —— -
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double-checked everything, I was certain I had
done as much as I could to make this trip as safe as
ever possible.

After starting the take-off roll and seeing only the
Slurred runway edge lights, I accelerated slowly

“-and then at 40 knots I suddenly had good visibility
again. At 80 knots I lifted the nose wheel and
passing 90 knots the aircraft started its slow climb
into total blackness. I made a shallow left turn onto
224 degrees and the Long-EZ was on course for
Brazil.

During initial climb out I was glad to have
installed the STRONG electric pitch trim which,
already on the way to Dakar, had proven its
usefulness. It now was so easy to trim the heavy
aircraft very precisely that I was sorry not to have
installed the system earlier. As I climbed with 115
knots IAS, the oil, as well as the cylinder head
temperatures, stayed well within limits despite the
warm outside temperatures. It was a good idea to
have put in the extra effort before to achieve the
utmost in engine cooling.

The two GPS were programmed for the route.
On the KLN-90, which was connected to the
autopilot, I had the direct great circle route to
Recife and on the Garnim-195 the different en
route waypoints were inserted. After a slow climb
I reached flight level 60 (6000 ft or roughly 2000
meters) which was to be my first flight altitude. I

- felt the heavy weight of the aircraft and the high

Q_;utside temperatures which were almost 20° C.
above standard at this altitude. The slight tailwind
materialized and I cruised with 130 knots IAS over
the vast black sea below which I only sensed but
could not see.

Hour after hour passed and a long time ago i had
passed my estimates to Dakar. The communication
on HF (short wave radio) proved difficult, but
manageable. My cockpit was very narrow in the
actual configuration: the pockets of my flight suit
were not exactly empty and the life jacket I had just
received before departure was, in real life, much
(very much!) bulkier than when [ tried it in the
cockpit for a short while in Switzerland before the
flight. On my knees rested the HF radio, attached
to four different cables (power, antenna, antenna
coupler, intercom system) as well as to a separate
microphone. Additionally there were the charts,
the commsheet, two bottles of water, the flight
plan, some food, the dinghy on my back and, and,
and ...

All this in a cockpit which is hardly known for
its roominess.

Without the life jacket it would not have been a
problem, with a normal life jacket it would have

( " een a bit tight, but still okay. With this jacket

however, which had an emergency radio as well as a
small emergency package incorporated, it was just this
tiny bit too much . . .

Well, I was on my way and I couldn’t do anything
about it now, and that was that.

Thoughts of Saint Exupery’s “Vol de Nuit” passed
and I knew of the worries of my family and of many
friends who had called my wife, something I highly
appreciated. There was a half moon behind, the Orion
above and the dim instrument lights in front of me.
After four hours, the first light appeared to the east, a
sign of the moming ahead. But ahead was also the
ITCZ with all the thunderstorms stretching from Africa
to South America, which I was about to cross. For
about thirty minutes I first saw little cumulus clouds
below, then could layers above and sometimes below,
and in front and to the left the first lightning was
visible. I knew there were thunderstorms ahead but
without radar they could not be seen.

Continued on pg 12

For Sale

Hartzell cons/spd two blade
prop with governor.

Part # HC-C2YK-BLF/FL
7666 D-2X and the
governor.

Its a pusher that came off

my 10-360 F1A6 and has a
flight tested 106 hrs since
new.

Asking $6,000 for both.

Contact Dick Rutan

RINGDOVE21@aol.com
or

(661) 824-4608

This is not a RAF recommended Prop
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In the meantime I had climbed to FL.80 (8000
feet roughly 2400 meters) when I suddenly hit
moderate turbulence. When it did not cease after
30 seconds I turned around as I knew I had hita
larger cumulus which I had not seen as there was
not enough light yet. The ITCZ was exactly
where it had been predicted by Miss Weber. After
a minute or so I had left the large cloud but not
before having seen a hghtenmg flash relatively
close to the left.

On an easterly heading I flew on a reverse
course towards the sun which now made it easy
to circumnavigate the many-medium to large
thunderclouds around me. The first detour cost
me some 20 minutes until I found a path between
the clouds which was again more or less on
course to Recife. Suddenly I was in the clear
again and back below a cloudless sky. Fifteen
minutes later the next large cell appeared in front
and as I could not find a way through it, I decided
to descend and to try to pass below. At 500 feet
(150 meters) above the sea the large showers
were clearly identifiable and I avoided them as
well as the sometimes pitch dark cloud base
above. After ten minutes or so I was in the clear
again and started to climb to FL 100 (10,000 ft or
3048 meters).

Again after ten to ﬁfteen minutes a new large
line of thunderclouds appeared on the horizon
stretching from left to right as far as I could see. 1
tried to find a way through more or less straight
ahead, but I had to turn to the south after a short
while as there was no way through. As I flew on
a heading of 180 degrees I hit a headwind of 20
knots and every time I tried to find a hole on
course I had to abandon the attempt and proceed
still further south. I certainly lost an additional 20
minutes before I finally found a way through this
large line of thunderstorms. If I had realized
before how large it was, I would have descended
to try to pass below.

When I hit the clear again i was finally through
the ITCZ just south of the equator. Thereafter the
picture remained the same till I reached the
Brazilian coast. The sea below looked pleasant
and calm, there were tiny white cumulus clouds
beneath but absolutely no ships to be seen. I hit a
slight headwind. I calculated and recalculated my
fuel use but, even though I had lost at least 45
minutes in the ITCZ, there was still enough fuel
to reach Recife with reserves to divert to an
alternate airfield and more than one hour
additional fuel even with headwinds. As I had the
island of Fernando de Noronha with an airport in
front of me which is more than two flight hours
off the Brazilian coast, I had a good feeling of
being still on the safe side fuel-wise.

The main problem was sleep. As I had not slept
deeply before my flight (it was just too early, too
humid and too warm) I had now been up for almost
36 hours which I felt. I had to concentrate on staymg
awake as there was absolutely nothing to attract my
interest outside the aircraft. The tropical sun heatec
the cockpit as, due to the ferry tank being in the rear,
the air outlet was blocked and the incoming air was
unable to cool as much as it normally does.

Two hours before arrival I tried to switch tanks for
one more time. To do this I had to take off my
shoulder harness and to loosen the belly harness —
all this because of the bulky life jacket which may
pose no problem in a fighter but was a big headache
here. When I moved forward I hit the canopy with
my earphones which promptly fell off and down
behind my back. Now I had a major problem on my
hands. I almost could not move because of the life
jacket and it proved to be very difficult to get the
earphones out of the blocked position in my rear.

When I finally retrieved them I was really glad they
still worked. As I moved them, my second water
bottle took their place which could not be reached
anymore. This meant some more comfort lost as it
started to leak because of the pressure of my back ..
. I finally found the one and a half liters of water
had drained down to the bottom of the aircraft with
everything which I had stored there thoroughly wet.

After almost 14 hours of flight the Brazilian coast
came into sight and I landed after a flight time of
13:48 hours in a stiff crosswind and at a temperatu
of 34° C (93° F) at Recife Guararapes Internationa.wgf

The welcome organized by the Swiss Honorary
Consul Rudolf Fehr was absolutely first class and
very friendly in every respect. I first received
flowers from Veronica, the attractive employee of
Consul Fehr, then I met Colonel Silvio.Viana, the
Superintendent for all Brazilian airports in
northeastern Brazil, the Commander of the Recife air
base as well as numerous local dignitaries who gave
me a very warm welcome indeed together with the
representative of Swissport Amaury Duarte.
There were the two largest newspapers present as
well as two TV crews who conducted lengthy
interviews. The aircraft was parked in the VIP
hangar and cordoned off. The formalities were
quickly done with and after still more interviews, I
was finally relieved to leave the airport together with
Consul Fehr who had invited me to be his guest
while I stayed in Recife.

After an excellent Brazilian meal I called it a day
and went to bed early, delighted to have made it.

TO BE CONTINUED in the next CP
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LONG—EZ DESK MODEL KITS \

Easy to build solid urethane plastic kit. Finished model has an 11 inch wingspan. Com-
plete with prop disc, display stand, foam stand pad, aluminum riser & illustrated instruc-
tions. When finished, you'll own a professional-looking model worth many times the
purchase price.* Only $39.95/ea.

Photo of completed model will appear negt
issue - was not developed in time. Model kit
sample was submitted to R.AF. for approval.

+Assembled & painted (white) model, ready to display $150.00

AERO-K AG-R right hand fighter-style control stick grip with MS
(Mil Spec) push to talk switch. Very popular with Long-EZ & Vari-EZ
builders. Designed for maximum side-stick wrist comfort and agility.

Each $34.95 (Save $5.00)
Pair $64.95 (Save $15.00)

Please specify tube size: 3/4" 7/8" 1" 1-1/8"

AERO-K AVIATION PRODUCTS CO.
REDLANDS MUNICIPAL AIRPORT (L12)
1717 SESSUMS DRIVE

REDLANDS, CALIFORNIA 92374

[ ] Send me Long-EZ model kits @ $39.95/ea.**

[ ] Send me Assembled/painted Long-EZ model @ $150.00**
[ ] Send me AG-R grip w/ptt, size: @ $34.95/ea.**

[ ] Send me AG-R grip set (2) w/ptt, size: @ $64.95**

** Add $4.00 S&H any order. Do not send cash!

Name: Street:

City: State: Zip: )
L
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Fly-In with Friends

Sept 10-12, 1999 October 7-10, 1999
EAA Golden West Fly-In Copperstate EAA Fiy-In
Atwater, CA Williams-Gateway Airport
Castle AFB Mesa, AZ
(530) 677-4503 (520) 298-3522
1 999 Mesquite, NV October 30 & 31
Virgin River Casino (800) 346-7721 or

R Q C E Qasis Resort & Casino (800) 621-0187

Jean, NV November 27 & 28

S C H E D U L E Races & Kilo Trials
Gold Strike Jean (800) 734-1359

Shirl Dickey, E-Racer and King Racer have a new address and telephone:

PO Box 828, Aquila, AZ 85320
520-685-3148

email: mreracer@primenet.com

Airport: Eagle Roost Airpark, Aquila Airport, 75 NW of Phoenix

R YR VR

RAF CD-ROM
Encyclopediall onty 3325

Canard Pusher Newsletters #1 (1974) thru’ #83 (1996) with Searchable Format!

Aircraft plans (except for Defiant), Texts, Brochures, Operators Manuals & Photographs!
The Moldless Composite Homebuilt Sandwich Aircraft Construction Manual.

M;any Historical & Milestone Articles on the Development of the Composite Aircraft Industry.

Note:  This product is intended for entertainment purposes only. It is not a license to build aircraft, nor does it
include any of the necessary templates.

TERF has a new phone number! (734) 477-8029
Check out the TERF website at http://www.terf.com/rutan.htm
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Spin-On Oil Filter
Adapter for Lycomings

B & C Specialty Products’ latest product
N\ is the neatest idea I have seen in a long time.
It is a 90-degree, spin-on oil filter adapter for
Lycoming engines. It is beautifully made
by CNC milling out of a solid aluminum
billet and bolts onto the accessory case in
place of your oil screen housing or AC spin
on filter adaptor. It fits perfectly, does not
interfere with the magnetos, the vacuum
pump or even the mechanical tachometer
drive. It also has plenty of clearance on your
engine mount and firewall, important
considerations when you operate an EZ!

I installed one on N26MS and now have a
full flow, spin on champion oil filter, with
no high pressure hoses to a remote mounted
filter which could leak. It comes with
everything you need to install it: a new
gasket, new aluminum washer for the
vernatherm, and new copper washer for the~
oil temperature sensor. They even send a
small container of the proper sealant for the
gaskets. Of course it comes with new
Lycoming bolts to mount it.

It is fairly expensive at $395 but is
available to EZ flyers until the end of 1996

(\' for $350. I am extremely pleased with mine
and I heartily recommend it for anyone
running a Lycoming engine on an EZ. A
fuel flow spin-on filter allows 50 hours
between oil changes and prolongs the life of
your engine. . '

Give B&C a call at (316) 283-8662
or fax- (316) 283-8000. You'll be glad
you did! Mike

RAF Recommended Suppliers

These suppliers are still the only authorized RAF dealers
for all your various aircraft materials and components.

Brock Mfg.
11852 Western Ave
Stanton, Ca 90680

(714) 898-4366

Aircraft Spruce West Aircraft Spruce East
PO Box 4000 PO Box 909
Corona, Ca 91718- Griffin, GA 30224

9961 (770) 228-3901

(909) 372-9555
Fax (909) 372-0555

Feather Lite Wicks Aircraft

PO Box 781 410 Pine Street
- Boonville, Ca 95415  Highland, IL 62249
(707) 895-2718 (618) 654-7447

Hendrickson-Rowbear
Custom Wood Propellers
PO Box 997

&y  Woodstock, IL 60098
0 Toll Free 877HR PROPS, ,

(800) 831-2949

s ;.;‘—- --g'!
' AL Ty a5
pe kil n

weight and bulk.

63032

FLUSH, INTERNALLY MOUNTED ANTENNAS

A complete line of antennas, specifically designed for, and flight tested on, composite aircraft. The
antennas are tuned for maximum performance and in general those who have used them so far report
reception is doubled over standard external antennas.

VariEze builder/flyer Bill Butters has started a company to develop a full range of buried antennas.

These are normally supplied with a BNC connector built into the actual antenna, but can be supplied
without connectors to include enough length of co-ax cable to facilitate easy installation with minimum

Call Bill Butters 800-758-8632 Advanced Aircraft Electronics, PO Box 4111, Florissant, MO
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Hendrickson-Rowhear
Custom Wood Propellers

QOutstanding Quality Service since 1972

Rob O’Connor Toll Free (U.S.) 877 HR PROPS

© 877-477-1677
PO Box 9?(7IL 60098 Voice: 815-334-1477
Woodstock, Fax: 815-334-1478
U.S.A. E-Mail: rowbear@mc.net

‘Feather Lite Inc.

Contact Michael Dilley or Larry Lombard
(both former RAF employees
. and EZ builders and flyers)
LONG-EZ PARTS PRICE LIST Feather Lite, Inc., PO Box 781
) ) Boonville, CA 95415
Main Landing Gear Strut $379.00 707-895-2718

Nose gear strut $64.00
Engine Cowl Glass Top & Bottom Set  $369.00

Engine Cowl Kevlar Top & Bottom Set $499.00 , ]

. A check or money order is required to
Cowl inlet $ 60.00

process orders.

Wheel pants (3.5x5 set) $170.00 Orders are filled by postmark date.
Wheel pants (500x5) $195.00 California re~idents add 7 1/4% sales
Wheel Pants Kevlar tax. '
500x5 Set original style only  $230.00 AIII Truck orders shipped freight
NG 30 cover $23.00 collect. . _
Pre-cut Foam Cores Canard  $180.00 asixe r::‘ig?t'hited a 40% discount with
*Pre-cut Foam Cores Wing & Winglets $1180.00 P[easge incll?de. a telephone number, a
Leading Edge Fuel S.trakes $420.00 ma|||ng M a street address.
Bulkheads Left & Right $199.00 Please allow 30 days for delivery, we
Strut cover SC $23.00 will expedite when possible.
Nose wheel cover NB  $23.00 We will discuss questions regarding
Sump blister SB $23.00 | our products by phone or ma|Ij .,
g:;bg'agelrplsggglt 2;8288 *ltems must be shippe_d by t'ru‘ck.
Nose Bumper Rubber ~ $10.00
NACA inlet -$55.00 (requires cowl modification)

Propellers, with rain leading edge (call for quote)
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Q" @ Canopys

Nose Gear Ratchets

I have agreed, effective October 1, to take on the job of producing the nose gear ratchets that have been supplied by Dr. Curtis
Smith. The job kind of overwhelmed him, and I am hoping that it does not do the same 1o us! I have orders for around 25

[’ outstanding right now and am tooling up to do an initial run of 100. Price has, of course, gone up. The cost of materials and labor

always does. I will be offering the units built exactly to his original specifications. I can’t improve on a perfect design! I will,
however, be offering the units in two finishes. The standard unit, part number 44807, and a chrome finished version, part number
44812, These are also the Sears part numbers for the two finishes of the 1/4 inch ratchet drives. Each ratchet includes installation
hardware and instructions. Prices are as follows:

44807 Ratchet $49.95 See our award winning Long-EZ at
44812 Chrome finish ratchet  59.95 http://www.flash.net/~infaero/acgear.gif
Shipping & Handling 5.00

Projected shipping times are 5 to 7 working days after ARO. There is, as with all our products, a 30-day money back guarantee
provided the unit is undamaged. Sorry, no COD orders. Prepaid personal check is preferred. Your check is held until 30 days after
shipment to you. Visa and Master Card are also accepted. Please add $3.00.

Bill Theeringer, N29EZ

Composite Aircraft Accessories
PO Box 21645
Santa Barbara, CA 93121
(805) 964-5453
email _ composite_aircraft_accessories_@CompuServe.com

Airplane Plastics
9785 Julie Court, Tipp City, OH 45371

Phone (937) 669-2677
Fax (937) 669-2777

\ _@STARTER FOR 0-200 CONTINENTALS

TITANIUM ACCESSORIES AVAILABLE! B&C Specialty has introduced a beautifully made, 12

volt starter specifically designed to be installed into

Custom anodized to any of 15 different colors, shades of the accessory housing on a Continental 0-200 engine,
copper, purples, blues, greens, yellow/gold, even rainbow or on an 0-240.

effect. Rudder and aileron gustlocks - $20.00-30.00. This starter has been thoroughly tcsted‘él Teledyne
Continental (more than 5000 start cycles without a

single problem!).
Bill Bainbridge has these starters available for
immediate delivery and they can be had STC'd or for

GU canard full span vortex generators with layout
template - $170,00. These are very exciting! Rudder hom
CS-301L&R replacements, $25/pair. Shipping inc.

Ti Specialties, PO Box 1052 homebuilts. =~
Grover Beach, CA 93483-1052 Contact: B&C Specialty Products, Inc.
805-489-8155 123 East 4th Street, Newton, KS 67114

\ | ) 316-283-8662
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And yes, | love her — Pilot Ann McMahon of Baton Rouge, Louisana wrote that “Delta
Fox” N13DF is a great airplane, very dependable, flying about 200 hours per year. Delta Fox
was completed in September of 1989. She now has more thant,171 hours — time which
includes flying adventures across the US and the southern half of Canada. Ann has hosted a

group of Young Eagles for EAA in Delta Fox.

RUTAN AIRCRAFT FACTORY Bulk Rate
1654 Flight Line U-SF-,Z"fI‘)age
MOIQVG, CA 93501 Permit No. 75
Mojave, CA
93501

Incide

VariViggen Owner donates aircraft Pg 1
Accident Report Pg4
South Alantic Flight Part 11 Pg6
1999 Oshkosh Schedule Pg 7

JULY '99 &«

If your label says LAST ISSUE CP 97, this is your last issue and you need to renew. CP 97



