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from 10 te 53. If you are bullding a VariEze from Znd
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newsletters from 24 through 63. [f you are bullding a
Solitaire, you must have newsletters from 37 through 53,
[f you are building a Defiant, you must have newsletters
41 through 53.
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for builders, as this is the only forma! means to
¢istribute mandatory changes. Reproduction and
redistribution of this newsletter is approved and
encouraged,

PLEASE NOTE: BRILDER SUPPORT IS5 ON TUESDAY AND FRIDAY

FROM 8:00 am to 5:00 pm ONLY. If you have parts that
you would 1ike us ta see and or would like to drop in,
please make it Tuesdays and Fridays if you can. If you
need to come up other than those days, please call so
that we can be sure to be here, When you call on
Tuesdays and Fridays for builder assistance, please have
your serial number ready. It is required before you can
be put through to Mike. This 15 a company policy and we
must adhere to it.

When writing to- RAF send a stamped, self addressed

envelgpe along if you have any questions.  1f you are

-.placing an order, it's:- best- to~keep tt separate from a2
request far an answer to a builder question. Mark the
outside of your envelope "builder questions". This will
spaed up your reply,

[RAF ACITVITY/OSHKOSH '87 |

Since the last newsletter, we have been involved in the
1ogistics of getting ourselves, and all of the nmecessary
"stuff"”, to and from Oshkosh, Wisconsin for the 1987 EAA
convention.

We would 1ike to thanrk Larry Lombard and Michael 0illey
for their tremendous help both in the RAF booth during
the convention as well as in closing down and packing
away the %ooth at the close of the convention,

The job of manning the booth 1s always tiring, but this
year was eased considerably by having a great deal of
heip from Bernadette Shupe and her merry gang of helpers
from the IVHC. They certainly lightened the Toad and
made it much more fun, Bernadette, of course, also
organized the Hospitality Club dinner at Butch’s Anchor
Inn which was better than ever this year. One of the
major highlights of the dinner this year was the
extremely funny spoof on the Vayager entitled "The
Record Breaking Flight of the Scounger”. This was
presented by Quickie builder/flyer and Long-EZ builtder,
Rorm Howell. Norm has recently broken two world records
in his Quickie.

The Voyager was on static display on the flightline at
Oshkosh this year giving many of the Voyager supporters
a last opportunity to view her close up before she 1is
installed in the National Air and Space Museum. She was
transported from Mojave to Oskhosh and them on to
Washington, DC on an enormous ftruck nommally used to
transport oversize or overweight - abjects. The Tong
journey took the Voyager and crew chief, Bruce Evans,
through many towns on the way, giving yet another
opportunity to many people to see her close up and talk
with the ground crew, to say nothing of the photo
opportunities, The Voyager will be hung in the museum
on October 9, 1987, with an "offical“ opening of the
Yoyager display on December 14, 1987, [The first
anniversary of her take-off ta go around the world.}
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The new color poster with 18 of Burt's aircraft des"lgns
was available for the first time at Oshkosh 1987 and
proved to be very popular. This poster was advertised
on the back of CP52 and will be on sale as a great
Christmas gift next month.

As usval, there were far and away more RAF-type
airplanes at the convention than any other type, "Mom"
Rutan was hard pressed to get them all counted as they
arrived and departed, In fact, this year for the first
time, a couple of IVHC volunteers gave her a very much
appraciated helping hand. She says that there were 50
VYoyager and 7 "spin-off" designs, As usual, not all of
these were regtstered. Irene counted & VarfEzes and 8
Long-EZs not registered so, once again, the EARA
"af ficial® count will not be accurate. Next year Irene
requests that you please register you airplanef It

costs nothing to regisr.erl

FIANT NEws]

We were visited recently by Dr. George Best and his
son, Michael, in their truly magnificent Defiant. Mike
was very Tucky to be offered the opportunity to fly this
beautiful aircraft and he was very, very impressed!
George had previously built an excellent example of a
Long=-EZ, his first homebuilt, so the Defiant was not an
unknown to him, He says he really enjoys the contouring
and finishing, if you can believe that! The contour
perfection of George's Defiant must be seen to be
appreciated, Quite the best Defiant we have sean!
George had some help from one of the most fnnovative
hombuilders there is, Tom McNeely, who ladd out a really
superb instrument panel, and alsoc a very nice, clean and
simple rudders-in-winglets installation. Tom also did
the cowlings which are real works of art, flowing
perfectly into the fuselage, The rear cowl has a flush
NACA inlet and the outlets are on top, similar to the
front cowl. The aft end is complately sealed, Really
wild Tooking and, so far, works rather well. This
Defiant is very smooth and quiet, particulariy at a low
cruite. As an exampla, Mike checked a couple of points
at 10500 feet, a normal cruise with both engines turning
2500 RPM, a total fuel burn of 11.5 GPH with an
indicated 140 KIS (160 MPH) gave a true airspeed of 168
KTS {193 MPH) for almost 17 MPG. A low, aconomy cruise
with both engines turning 2100 RPM, a tota] fuel burn of

holds 120 gallons of fuel, sa at this power setting, he
could fly over 2000 statute miles!

George originally had installed Hoffmann constant-speed,
featharing, 3-blade propellers. He, like everyone alse
wha had tried these props, had many problems trying to
get tham to hold RPM. These props have very small
pistons inside the hubs, and therefore require very
high o1l pressure to hald maximum RPM and, of course, as
saon as the o1} comes up, the governor seals and main
bearing seals allow enough leakage so that it is not
possihle to hold the pressure reguired. George had
special high wolumn governors with a modified ratic
installed and feit he just about had the problem whipped
when disaster struck! The nose gear collapsed on
take-of f, the NG-2 weldment failed allowing the gear to
retract, Of course, the front propeller was reduced to
splinters and some minor front cowling work was required
to get it back in the air, George ordersd two
fired=-pitch, wood props from Great American, and aven
though these were 4 first cut and not optimum for this
Defiant, they work so well George will he sticking with
the fixed-pitch, wood props and getting rid of the
Hof fmanns.

He says that he was never really very satisfied with his
Defiant with the heavy constant-speed props. It was
heavy, did not maneuver well (keep in mind George is a
Long-EZ driver). When he installed the 1{ightweight wood
props, he reduced his empty weight by 110 1bs, and,
suddenly, the airplane flew like he thoudht 1t should,
1ight, quick, and fun to fly. ~Mike flew it with the
Great American fixed-pitch props and was impressed with
the perforwmance,

The failure of George Best's negse gear retraction 1ink,
NG-2, was what prompted the mafling of the mandatory
¢hange in NG-2 to a welded tube structure with no
rod ends. The rod ends are not very strong if they see
a side ipad., When the nose gear hit a curb-type bumo or
2 chuck hole which causes the aft load to go directly
along NG-2, the weak rod end bearings bent inward which
allowed the main tube, NG-2B to bend, This let the
rod ends bearings bend inward enough for one, or bath,
to fail, either causing the nose gear to be wvery
difficult te retract amd extend, or to collapse.
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Charlie Grey had only one rod end fail on the wiy to
Dskkosh., He replaced the NG-2 and made 1t to Oshkosh in
the very stick Defiant he built for his friend, R. J,
Jordan. He brought the failed NG-2 to Burt and Mike at
the RAF booth where it was examined, Mike Cardinale of
Merritt. Island, Florida: had the misfortung to nin off
the runway whem his rudder/brake pedals pulled up out of
the floor. The aft load oh the retraction 1ink, NG-2
caused exactly the same fajlure as Charliie Gray's and
George Best's. The original Defiant, N7BRA, buflt by
Burt does not have these rod end bearings in 1t at all,
rather, it is exactly like the mandatory change drawing
sent out to 311 Defiant plans owners dated September 15,
1987, Do not neglect to make this fix, If you do not
Fix it, your WG-2 retract link will fail, when 1t does,
the nose gear will collapse and your Deflant will end up
sliding .on 4ts nose. Depending on the speed and thie
type of surface, this could easily result in the Yower
cowiing being ground away to the point of grinding on
the carburetor bowl. IT that shauld happen and fuel
could escape from the ground away bowl, the resilt will
almost certainly be a fire. This, obviously, could
resuft fn the total loss of your aircraft and maybe -
_vgu. Ground your Defiant until you have completed this
changa,

Please note that on page 2 of the four page nose gear
modi fication, sent to &1 Defiant plans owners, that the
caution note pertaining to NG-4 stating that the bolt in
NG-4 is the stop 1s not correct. Plezase ignore this
caution note, When retracting or extending your Defiant
nose gear, It 1is 1important that you grasp the -gear
handle and squeeze the NG-4 to uniock the gear and that
you continue to squeeze the NG-4 and hold it until the
gear s either up or down, then release NG-4. Do not
release WG-3 in the middle of the gear retract or extend
cycle since -thls could possibly allow the NG-7 uplock
Tink to flip over and jam the gear. Rodie Rodewald
reported this problem to us. It happened to him twice
in his Defiant. Fortunately, he was able to force the
Jjammed gear down each time but he said it caused quite a
Tttle flutter in his heart for a minute gr twol

A number of Defiant builtdess. hawe reported problems fn
rigging their ailerons correctly. The plans change DPC
#26 in CP 45, page 4, 1s fncorreéct and should be ignored
completely. There is mo differential in the Defiant
"a1leron control system; To rig the ailerons, follow
this procedure, 1n ‘order:s Rig the C-7 belcramks &t
exactly neutral as shown on page D-48, Llock ‘them in
this postton with two small 'C' clamps. Both controt
sticks should now be firmly locked. Now, rig the (.27
walded crossover tube by adjusting the length of the
cables from the stick assemblies to make the C-27 lpok
aexactly as ft 15 shown on page DB-26 (top left), Now,
adjust the afleron pushrod tubes {rod end bearings) to
the proper length to set both ailerons exactly at
neutral. That is it! You wil1 now have approximately
+19° :of aileron travel both up and down. [#2.3% at the
aileron inboard trailing edge). VYariations of up to
#0.3 at the trailing edge (i.e. 2" to 2.6"} are okay.

[AROUNG THE WORLD IN Tw0 LONG-£Z'S |

John Koch and Ed Roman completed thefr trip around the
world arriving in Sacramento in Jume 1987. As reported
in: CPS0, John and Ed took off from Spokane, WA Tast year
and flew their Long=FZs across tha Atlantic ocean to
Europe, Lgypt, India and on to Australiss The weather
was not favorable to continwe and they were both tow on
funds, $o they 1left their Long-EZs with Australian
byllder, Bi11 Sheedy in Bankstown, Australia and came
home via airlimes. Early this year, they returned to
Bankstown and flew around Australia visiting Sydney,
Adelaide, Port Headland, Broome, Alice Springs, and then
to Port Morseby, Papua, Mew Guinea whers they found
themselves grounded by wffictals!  Appparéntly it is
11Tegal for single engine aircraft to cross the 400
miies of water that they did, to get there by the
shortest route! After a day or 5o, this
misunderstanding was clearad up and they took off across
Papua, MNew Guinea - wvery tough country! - on to Blak,
then to Menado in the {elebes. From thers to Manila and
on to Guam. They sperit a 1ittle time or the island of
Truk, southeast of Guam:and really liked the place.

From Truk to Majuro, and from Majuro, (2000-plus miles)
over Joknson Island (emergency landing onlyl), on to
HomoTulu, Hawaii. Visited several islands 1in  the
Hawaitan chain, then departed from Maui, over Qakland to
Sacramenta, This was the longest leg and John arrived
in Sdcremento with 20 gallons while Ed had 15 galloss
remining. John's engine was a Tittle stronger and
consistantly burned 1 qt. of oil every 25 hours average.
Ed averaged 1 qt, every 8-10 hours, Both Lang+Els were
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equipped with Lycoming 0-235 engines and they gefierally
cruised at 2500 RPM using 4.5 to 5.0 GPH, or for the
long Tleqs; at 2400- RPM "wsing 3.7 te 4.0 GPH. No
provision was made for fnflight. replenishment of ofl.
Loran-C [Apollo 612B) was the primary means of
nayigation. Only -one serfous glitch occurred when both
§178"s suddenly decided to switch hemispherest No
warning Tight told of this probleimn and they very nearly
got into trouble. John sald 1t really shopk bhis
confidence in the Lorans. They contacted the
manufacturer who, so far, has had np comment on this
seripus glitch with no warning 1ight. Both aircraft
wers equipped with 37 gallon aux. tanks in the rear
cockpits for a total of §8 gallens on board each EZ.
Bath alrcraft performed flawlessly with only rautine
maintenance, ofl and fuel plus one brake pad change in
Cairns, Australia.

Would they do it again? VYou bet! BHoth had a great
time. . The only bad experience they had wes Thattand, a
ptace they vow never fo visit again, and they don't
recammend anyoné else. go there. They were charged
$1550,00 for fuel and overnight parking!

Anyone wishing to try a trip similar to this would do
well ta contact John-andfor £d. RAF car supply their
addresses and phone numbers to anyone who is serfously
interested. They established several provisidnal world
records during this incredible journey which, hopefully,
will be ratified soon. When we asked John 1f he wasn't
nervous. crossing the Atlantic or Pacific oceans, single
engine, he said, “No, not really, the AtTantic was
actually a very easy, 'no. sweat' flight, but the
Pagific, now that ts different, the Pacific 1s vast,. and
there is no sensation of gaining ground., You fly for
kours with no cliange other than on the Loran.. It took
17 hours to fly from Mawi to Sacramento!”,

What an unbelievable tripl The real mind boggling thing
is that a trip 1ike this can be undertaken successfully
and, apparently rather easily, by two ordinary pllots in
their own homebuilt airplanes - Long-Els, Jmpressive
Tittle airplanes,

Diuring” the last week- of June 1987, WN838T, a really
beautiful Long-EZ IFR equipped with King avionics, was
stoten from' its tiedowh on the ramp 4t Montgomery Fietd
in San Diege, Califarnia.

The twner knew there was only 200 miles of fuel in the
tanks, so he flaw to every airport in @ 200 mite radius
and Jeft a reward poster with two color photos of the
plare and instruyment panel giving all details such as
equipment, serial numbars and identifying features, In
addition, these posters were mailed to every towers
coatrolled airport and all flight service stations in
California.

By great luck, and due entirely to the keen memory of 3
fellow San. Diego VariEze driver, the above: afrcraft has
been returned to its owner, The thief had previously
trisd to stesl a different Long-EZ from a hangar on the
field., He failad for some reason, but did take the
owner's manual which was latar recoverd from his home.
When he flew away fin 83RT, the tower oparator, who knew
the owner/pilot, exchanged pleasantries with the thief
but did not realtze it was not the owner. He flew only
30 mites to Ramona where 1t was hangared for two weeks
while 1t was dismantied.- Than it was removed to the
thief's home where he seriously damaged the: airplane,
cutting out the wiring, ipstrument panel and sanding all
identifying colers and numbers off the airframe,

By pure good Yuck, a VariEze owner/fiyer landed at
Ramona right behind the thief. He did not recoghize the
stolen Long-EZ as a local airplang and maybe that is why
when, severst weeks 1a‘ter, he ‘returned to the airport
and sanw the rewird riotlce, he called the owner., The San
Diego police fallewed up and got the name and address of
‘the thief and Titerally caught him sbaut te repaint the
aireraft,

What can we 31l learn from this iacident? First of 411,
notify the local paolice and work closely with them,
Give them all possible - information (do you have all
sérial numbers, engine, avionics, eté. recorded?).

- Second, fly to all Tanding strips within a reasonable

radiirs -and talk to -as many piliots as possible. MNéar the
Mexican border, you might notify the Drug Enforcement
Agency (DEA), also the FBI since stealing an afrplane 15§
a federal offense.
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Most Imphrtantly, we should .all give seripus thought to
coiming up with some methed to prevent the plane from
being flown. A plastic coated, heat treated chain
wrapped arognd the prop and secured with a quality Togk
is goad. Perhaps a fuel shut-off valve located, where
only you knowy in addition to the naormal fuel valve.
This could be shut off after you park 7. FRe _yer
careful that this, or anything etse wyou do to disable
your aircraft, does not bite vou im some way!! IFf you
park it outside on an airporl ramp for any langth of
Lime, notify the local FHD, tower; mechanics, ete, that
it will be there and ask them to keep an eye on it.

The -owners of NB3RT were extremely lucky. Imagine if
you will, that this thief had managed to get the new
panel installed. and get the airplane repainted. He
could have showed up at Montgomery field with his “new®
Long-EZ on a2 tratler, announced thé vollout of his "rew™
Long-EZ, ‘even had a Httle celebration tou celebpate it3

C"First flight™ - may even Yave been &ble ta jefn the
local San Diego EZ group, and probably no one would have
been the wiser! Keep your EZ Tocked up {f at all
possible. The heartbreak of having it stolem wmust be
experienced to be appreciated,

|:ACCIDENTS AND INCIDENTS|

A southern California VariEze was taking off when it
lost. power at approximately 400 feet. The engine was
Teaving a trafl of black smoke. The pilot was unzble fo
make it back to the airport and crashed on rough ground
about pne-half mile from the airport. The airplane was
severely damaged and the pilet sustatned moderate back
injuries,

The pilot believes that %he plastic fleat in his
Maryel <Schebler carburetor became "fuel logged” and sank
causing the engine to run so rough it quit. He was
awape- that there had been some problems with thess
floats, but he said that the important thing was that he
never thought it could happen to himl ‘We appreciate
such honesty and frankness and hope this will strike a
firm note and prevent more pilets from suffering the
same fate. See CP 4l, page 5, for details on the float
problems and things to watch for,

REFUELING FIRE IN R LONG-EZ

w = et R g Ground -0 Not TorSroond®™ by AMret KL Tiefanthay =

"1 had intended to cafry out an exact calibration of the
fuel sight gaugés of my Long-EZ. White 1in my hengar,
and uwsing a metal funnel and "Jerry" cans, 1 began
pouring Avgas 100LL into the right tank, ~The metal
funnel -had three lags, but due to the c¢cross wire in the
Brock fuel tank dpenings, they were too short, 1
supported the funnel with pieces of wood and foam. With
that arranged, the funmel did not touch the metal tank
apening or cross wire but was & few millimeters away
from 1t. I sdppose it was at this gqap that a spark
Juaped over and ignited the fuel,

This happened when I was pouring ia the third can. The
‘tank was about half full. Fortunately, there was no
explosion, the fuel just started o burn. I must have
bumped the funnel when the ignitien happened because
‘there was splashed, burafng fuel 311 around the tank
opening and dripping down the leading edge. The can i
was pouring from was on Fire afd 1, myself, got burned
on my right hand, fortunztely, not serfously.

I will never forget the nasty stght of my beavtiful and
beloved Lang-EZ, after four years of hard work, burning
all over the wing strake with the flames reaching almest
to the roofl A few seconds later, | managed to
extinguish the fire with a single blow from a
powder-type firé extinguisher I found in the hangar, and
it was all aveér,

There was vefy 1ittle damage, someé discolorad spots on
the strakes and a few paint biisters alopg the leading
edge. Theése were quickly repaired &nd, surprisingly, T
actually flew the plane the next day!

There 1s ro doubt tn my mind that the source of the Fire
was a spark caused by static eleectricity. It was my
fault, -of course, that I 41d nét ground the aircraft.
Nor had @I any grounding <omnection between can, funmel,
and ajrcraft, [ will never pour any amount of Fusl into
any aircraft without ground, and if 1 have to fill from
“Jerry" ¢dns, I will also mke 4 ground conmection.
‘between the can, funnel, and drounded aircraft,
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It 1s tltegal to refyel an -aireraft 1n a hangar and
without grounding and 1 was fined 5008 {Norway monay!},.
hut what is that?! 1 could have Tost my airblane, or
even my Tife, If .the ignition had occured earlier while
there was a ¢ombustible mixture ia the fuel tank - or it
coutd have exploded.

My hope s that ‘this story will prevent other
buflder/flyers fron having a refueling fire."

The -above letter was received from_Alfred Tiefenthal who
lives in Horway and 1f is the same incident as was.
described in P52, We made a couple of suggestions then
and. have received several comments .concerning this
Tncident,

A fueling fire is a very, very serfous situation and
anything that can be done to prevent it should he done.
Also, be sure to have a suitable fire extinguisher at

-hand whenever you are doing anything with fuel.,

ialey Haynas wrote to us concarning our suggestion of a
brass ghain and he is concerned that the chain should
noet be grounded to the fuél nozzleé until after it has
béeén dropped inte the fuel, The conneciton fo Tha fiel
nozzle Should be made as far away as possible and upwind
from the fuel tank opening,

He says that at the present Tevel of understanding, a
statfc charge can and does build up on the surface of
the fuel, probably due to molecular friction between two
dissimilar materials, 1ike cat hair and plastic.

The obvious solution would seem fo be fo instal? some
form of uninsulated metal ground into the tanks during
construction, and securely conmect these to the afrcraft
ground and engine, Thus, the gas truck operatar
grounding your exhaust system would be grounding the
tuel. [Unfortunalety, the problem 1s not that sfmple.
This sotution, in event of an airborne lightning strike,
could -result in the Jinside-the-tank ground strap
becoming red hot and causing an explosfonl Also, the
fuel acts as a dlelectric between the metal fuel lines
and the static charge on the surface of tha fuel,
Therefore, a very largé area ground 15 needed in the
fuel tank. The alumiaum mesh called “Explosafe” and
advertised in Spoft Aviatien, {1f properly groundsd to

the engine during construction, may be a good way to go.
Wz would welcome sugoestions and comments on  this
problem. The other stde of the coin is, of course, the
fact that wany hundreds of E2's have been fueled many
thousands of  tiiies a1l dver the world without any
reportéd problem until we heard from Alfred Tiofenthal.
Is the problem really &s big as it seems? We wich we
knew, but unfartunately, we are ot experts in this
field and we would tryly welcome- the view of any
experts.

Our biggest concern, now, 15 that someone may actually
cause a fire trylng to avoid the preblem by grounding
his fuel fncorrectiy or in the wrong sequence, We are
certainly going to ‘have a nice big Halen fire
extinguisher at hand for al1 fueling dperations here at:
Mojave, but what to do on 4 cross-ceuntry?

CLURS
{Tne one and only, first annual memberstiip drive)

{PLEASE PASS THIS ALONG TO ANY EZ BUILDER/PILOT wHOM YOU
FEEL WOULD HAVE AN INTEREST IN AND BENEFIT FAQM CENTRAL
STATES. THANKS FOR YOUR. ASSISTAKNCE.)

Starting its 3rd year, Cenfral 5States is an association
of builders/oilots of Rutan <designed and marketed
aircraft. :

Central States members have the opportuniiy to attend
Spring and Fall Fly=ins and .alsp receive guarterly
newsTéttérs containimg valuable fTnformation sufiptiéd by
the membership pertaining to  the  construction,
maintenance and cpération of RAF-type aircraft,

Central States has in place a membership. "hotline” if t
ever becomes necessary to get critical information to
a1l wmemvers in a hurry« Although it has never been
utilized, the System 45 in place should ever a critieal
davelopment reguire its usage.

The cost to join Central States is $12 anmially and

“eovers newsletters for the period of December, March,

dune and Sépteiber. {(Upcomind {ssues #9-#10-#11-#12.}
If you are interested in: jaining Central $tates, send &
check for $12 payable to: .Central States

cfo Arfide Ash

Rural Route #5 -

Navenport, lawa 52806



DUANS CHANGEY

Me at RAF, of course, canmot enforce a mandatery change, as
FOA cari dir @ type-tertified aircraft. Thea regulatwns
2llowing amateur-built experimental azircraft recognize that
the homebuilder 1s the aircraft menufacturer and, that the
atrératt -does rot need “to confaem  to certrfma_tmn
requirements, This allows experimentation by the
homebuildar, giving him the freedom to deveTop new iidea%,
FAA achieves their goal of providing adequate public safety
by restricting the homebuilder to unpopulated areas and to
solo flight ontil his aircraft is proven safe.

It is the Homebuilder's responsibilify to maintain, inspect
and modify his aircraft as he desires, However, we at RAF
feel that part of our job i5 to provide information € the
homebuilder tn the form of recommendations that, A our
gpinign, are required for him to achieve a sat‘isfactor_y
Tevel of flight safety.

tategery . Definition

MAN-GRD Mandatory, ground the aircraft
Do not fly until the change has
been accomplished.

MAN-XXHR Mandatory, accomplish the change at:
next conmvenient maintenance
interval -oF within XX f1ight hours
whichever comes first.

DES Desired - strongly recommended bul
nat requiring grounding af the
aircraft,

OPT Opt fonal - dees not effect nghT-.
safety.

18 B Obsoleted by a later change.

MEQ Minor ertor or omission.

VARTEZE PLANS CHANGES

MAN-GND Mext- 10 hours: - carefully finspect -wing
attach fitting for intergranular corrosion
See page 1n this newsletter.

NO LONG-EZ PLANS CHANGES

NO SOLITAIRE PLANS CHANGES

DEFIANT PLAMNS CHANGES

DPC #26, CP45, page 4 fis fncorrect and should he

DPC #43 )
MAN-GND Nose gear retraction. 1ink, NG-2. with two
’ rod end bearings in it, must be removed,
discarded and replaced with a new part
welded entirely out. of 4130M ‘tubing with
no rod ends per the drawing maited to all
plans pwhers dated September 15, 1987, I
you did not recedve: this mandatory change,
send an SASE for a copy.

DPC #A4

MED. Defiant owners manual, page 27, 1awer
paragraph: SHOULD 8E CORRECTEN AS. SHOWN
BELOW
Where: Empty moment and empty weight are
determined by weiching. (See page 35},
Pilots moment = pilots weight timeg 95
Rear passengers moments= pESSengers weignt
times 135

.+ Fuel momest = fuel weight times 149

Fusl welght = fugl gallans times
Baggage moment = baggage weight t!me 165
Total weight = empty weight + pifot +
passengar(s) + baggage + fuel,

Two new world records set ({provisionally, net yet
ratified by NAA) by Long-EZ builger, Norm Howell in his
beaut 1ful, stock Quickie. See Sport Aviation, Sept.
‘87, for an excellent article on NI7UG, "The Ugly
Quickltng*. Norm flew 777 miles, using 11 gallons of
gas, from Enid; Oklahoma to Dayton, Ohle on April 9,
1987, Then on August I, 1987, he set a speed record for
115/25 KM of 112.5% MPH. Both records are in the £.1 A/0
class for piston powered airplanes wefghing Tess than
- [ 6681 1bs, CongratuTations, Norm, oget that Long-£7
finished and come out and visif us, you hear?
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Please note that the policy at RAF for items to be
included in this sectien is ds Follows: We Wil
advertise engines, propellers, carburetors, engine
parts, etc., for no charge as & sepvice to our builders,
We wilt not advertise completé airplanes, or parts of
airplanes, nor will we advertise anything that 15 made
by Ken Brock Mfg, i.e. engine mounts, prop .enxtension,
etes We can not advertise against ourselves. RAF
approved suppliers, ‘such '@ Brock, Spruce, Wicks and
FeatherLite, pay a small comwission to RAF for the parts
they manufacture and/or' seH

Cont, D0-200A. 88 hours since major, plus meny other
VariEze related parts. We are partiag-out our Varifze.
Contact: Gegrge B. Stillwageon, dr,

546 Hathaway Road

Dayton, OH 45419

Source of DOT-5 silitorie brake fluid in Ergland. Ian
Wilde found it amd it 15 the correct material and costs
$15.50 {Sterliny} including postage from:
- Automer, Ltd., -

Stanbyridge Road

Leighten Buzzard

Bedfordshire, LU? aije

Englang

Tel. 0525-378608

ar 0525=375775

Long-EZ landing light, #4313, 12 volt, 250 watt, high
intensity. Lists at $37.66, Only §20, DD_Erand new,

Facet electric fuel boost pump for 12v bteng-EZ, Only
$20.00, alsy new,

For above itens, cortact: Ray Hatzlaff
/o Rutan Adrcraft
Bldg. 13 = Atrport
Majave, CA 93501

Tuesdays-or Fridays H05-824-2645

2 Woodward Governars
1 Pusher Hoffmann constant-speed, feathering pron,
Complete with blades and spinner,
1 Tractor Hoffmana constant-speed, feathering prop with
spianer but no blades - 50 hours since mew,
2 Marvel Schebler MA4-5 carburetors-yelTow tagged- never
used. Contact: O0Or. Gecrge Best
8630 £, Caballe DFive
Paradise Valley, Al ‘85253
802-991-0476

Mike and Sally are upgrading their Long-EZ, N26MS, and
installing: a King KX-155 NAV/COM, This means their
Edeaire 720 channel RT-662 COM.0aly 2.5"x3,2"xBl.B/2"
and_ the Radair MAY with VOR head, also only
2.6"™3:.2"211-1/2" will be for szle. M™ike intends having
both uiits chacked ciut by an dvionics shap so they wil]
be in excellent condition. Both have worked very well,
indeed, and being so -small, fit easily into- an EZ
instrument panel, Edo COM - $350.00
Radair MAY with VOR head - $200.00
Contact: Mike or 5411y

§05-824- 2645

Tuesdays or Fridags

P53 P4



One set of Paul Prout type fuel sight gauges with Tow
tevel electronics. Please contact: Timothy Scott
72 Lochpark Rd
Traral gon, 3844
Victoria
Australia

SPECIAL XMAS _ SPECIAL XMAS __ SPECTAL XMas

Color Poster. Featuring A1l The Rutan-designed Adrcraft
-Introduced this_year at Oshkosh shows 18 of the Rutan
aircraft Tn_a beautiful formatTon fTyby. The poster is
a laser print of an original oil painting by aviatien
artist” Jack Leynnwood, On_ the back 35 & complete
chronological chart of all the Rutan designed airplanes,
Poster 15 approximately 20"x30% and will sell for $15.00
plus $3.00 postage and Kanditng. )

XMAS SPECIAL PRICE - $12,00 (tax and shipping encluded)

Burt. will autograph all Christmas orders! S$o please
specity “Autographed” or “Unaufographed'. Sorry, no
dedTcations.  Time simply does nof allow 1t,

Afrcraft Spruce : Wicks Aircraft

PO Box 424 ) 410 Pine Street
Fulierton, CA 92632 Highland, IL 62249
714-870~7551 618-654-7447
FeatherLite ‘Brock Mfg,

PO Box 781 11852 Westers Ave.
Boonville, CA 95415 Stanton, CA 90680

707-895-2718 714-898.4366
The above suppiieré are still the only authorized RAF

dealers for all your various aircraft mterials and
components. ‘

|

< =fe—trely--excel Tent --book - has--just--been—printed— by —the oo
Tight plane maintenance Yibrary called Firewall Forwards

The Top End, Price is $17.95.

Send check to: Light Plane Maintenanca Library
1111 East Putnam Ave,.
Riverside, CT 06878

Some of the subjects covered are: Top overhaul, when is
it necessary? Post top overhaul breakin. CGompression
testing, dealing with low compression.  Step-by-step
removal of cylinders, Remedies for stuck piston rings.
Cures for sticking valves, Checking mag timing, etc. A
"must™ for anyone building an airplane and doing his or
her own erdgine maintenance.

Rocker;‘!alve Cover Gaskets. = stop all leaks with 100%

pure silicone "real" gaskets from the Real Gasket Corp.
PO Box 1366
Laurel, MS
39441-1366
601-849-0702 ar
1-800-635=-REAL

Anyone who saw Doug's display at Oshkosh this year
should be convinced for sure. They must be installed
dry, no oil, no Permatex, and they will not leak. Mike
an:g' Salty have Nad a set on N2BMS now for more than twe
years with rio leaks. They are not cheap though, rumning
about $30.00 a set for a Lycoming 0-235, 0-320, 0-360,
etc., but are worth every penny since they are good for
2000 hours,

NACA Afr JInTet Vent Doors - simply the 1ightest,
simplest and most  functionil way to control the
ventilation flow through your canopy vent. Developed by
VariEze butlder/flyer, Gene Zabler, who alse salls a
neat; lightweight nose wheel fender which will reduce
prop damage from small stones and gravel thrown into the
prog by the nose wheel. Cdntact: Gene Zabler

A48 Robin H11 Or,

Racine, WI 53506

414-835-5315

Teflpn Hinge Pin Kit for ailerons and mdr?ers- on

VariEzes, Long-EZs; Gefiants, and Selitaires. Includes
Teflon tubing and stainless ‘steel hinge pin. Fits M
20001 series piano hinges. Contact: Gary Hall
4784 ¥ 43rd St.
Lauderdate Lakes
Flerida 33319
Home: 305-484.404¢
Work: 305-974-6610

Plaase identify yourself as an £Z builder.

These Teflon hinge pin liners really do cut down on
hinge wear, especially the ailerons which, due to their
proximity to the engine, suffer much wear and tear from
vibration. Send $21.00 and Gary will ship UPS, ($25.00
autside USA).

Dusty Rhodes of Vista Aviation on the Whitemanw airport
near Burbank in seuthern California has recently dons a
riumber of avionics pdckages for £E2's. S$ince Tisty builf

“his own VariEze, He is quite Tamilar with our special

requirements.

We were down there visiting Dusty and Brenda the other
day when we Saw a complete Long-EZ instrument panel on
the bench, Dusty and Jeff, his avionics expert, were
wiring the entire panel, -including & full stack of
radics and Loran - plus an HSI! Wow!

He shawed u4s a really fipst-class "EZ" package
consisting of the following:

King KX-155 NAY/COMM

King KI-208 VOR head

¥ing KT-76A Trafsponder

Apollo 612B ioran

Sigtronics SPA-400 Intercom

The "basic" -package price, prewired and bench tested, 15 -
$4995,00, The trays are mounted together {n 4 stack and -
all wiping s complete, including antenna wires and
Loran antenna as well as mic, buttos and headphone
jacks. Al wires that you, the builder, must hook wp
{positive and ground) are correctly identified.
{Ibviousty, you will have to tell Dusty how long to make

-t e lemdetr e oL BCTON IR T RN R, A

well as antenna wire lergths since -each plane my be
diffarent,

1f you want to substitue a KI-209 which includes a glide
slope, add $400, If you want to substitute an Apolle
604 Laran for the 61%8, add $300.00, If you want to
substitute & Northstar M1 Loran for the 612B, add
$1300.060.  If you would like to include an encoder,
Dusty wilT wire in and bench check a Rarco AR 850, blind
altitude éncoder for an additional $400.00

When you are all done and have flown 6ff your hours, you
can fly in to¢ Whiteman airport, taxi up to Dusty's store,
Vista Aviation, and he will do the required ramp chack
of your transponder for $35.00. I1f yow have -.an encodaer,
he can dp the full transponder/encoder and pitot/static
system pramp check for $125.00. . (These prices do rnot
inctude any repairs .or - adjustments that may be
necessary). The above checks are mandaturrv, before you
operate your transponder 4in VFR or IFR tonditions. You
must have this check done every 24 -months and have a Tog
book entry to prove it, to be legal, Be careful, FAA
are really hot on checking this kind of thing lately.

Dusty really does know EZ's and is a very knowledgble
avionics man.  He ‘suggests not buying your COM/NAV
equipment. too soon befere TTFsSt Flight' since your
warranty may run out before you fly! Also, do not have
your avignics gear fn the plane during the Tinishing
process, i.e. sanding and painting, you could ruin your
av¥lonics: If you have strobe T1ghts, be sure to shield
the péwepr tabile and Tocate it as far as possible from
the COMM and Loran antennas, He certain to ground all
radio trays together and to .a common ground to eliminate
noise.

Contact Dusty or Brenda at: Vista Aviation
Whiteman Adrport.
12653 Osbgrne St.
Pacoima, CA 91331
£18-896-6442.
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BUTLDER HIRTS

How: to. remove 8 stuck Phillips head screw.

Leo Dringoli, Leng-EZ builder/flyer, sends in €his
helpful hint: The next time you: are faced with a
stubborn PHillips head screw where your screw driver
tegins to rotate cub of the screw head - STOP!) Apply &
smél1 amount of OIL BASED valve grinding cempound to the
sorawdriver bit and you will ba astounded when the screw
is effortlessly removed. "I now keep a small amount of
this compound in imy airplévie ool kit", says Leéo,

High cylinder head temperatures

Bob Hansen, 0-235 Leong-EZ builder/flyer, has had Hhigh
EHT's since day one, He says he has tried every
suggeston in the [Ps and many more to not much avail.
Finally, in desperatlion, he cut two "réverse" scoops on
top of the cowling with the ldading edges pointing
between the two cylinders on each side {seée: sketch).
His first test flight after this operation was @
pleasant surprize, 70° to 85° of temperafure reduction
at gruise. HRob's Long-EZ 1s equipped with a stock TASK
cowting, has a NACA flwsh inlet with 45 square inches of
intet area, a 3" prop extension and an 0-235-L2C engine.
Since Bob's success, Tfellow Sedona resident, Gordon
Diehl, cut smailer openifgs ¥n the top of his ‘cowlting
{1"x3") and he saw & 50* reduction at cruise, Of
course, this amoint -of tedperature driop 15 at cruise and
i$ onty about 1/3 a5 good in a steep climb singe it is
so wlacity dependant.

Test results; CYL #1 ¥ .8 #
Previous best: 420° 450%  460° 4257
After cowl cutouts: 350° 380 gre° 355°
Bignr

Fo ¥

How ta install Long-EZ wings

1f you are building a Long-EZ in a Dasement or a garage
too smell to wount the wings to the céntersection with
the centersection mounted into the fuselage, or if hy
‘mounting the centersection inte your fuselage: you can no
Tonger get 1t cut of your basement, or if you would just
prefer ngt to mount the centersectign in the fuselage
but would T1ke to complete the installatien of the wings
to the centersection, hers is how it worked Tor Doug
Shane (former RAF employee, now an engineer/test pilot
for Scaled Composites). ’

Mike Melvill offered to help Doug after Oshkosn this
yedr to téy 1o get his Long-EZ completed by the end of
the year. Doug had completed the fuselage, which. was on
the gear, and the canard and centersection, Hith
occasional help from Mike's wife, Salty, and Doug's
friend, Bob Williams, the twe of them worked evenings
from 5:30pai to 10:30pm and Saturdays - no Sundaysi
Sally and Bob helped with wing layups on & couple of
Saturdays, To give you an idea of vwhat a couple of
deterwined fellows can do {should we say "lunatics*?) in.
exactly 6 weeks, working the above schedule, both wings;
both winglets {upper and Yower) were completed, then the
ailerons wera cut oukt, completed and hinged. The wing
roots were completad, the wings were drilled and mounted
onte the centersection spar, the winglets wers mounted
on the wings and the rudders cut out, completed and
hinged. The centersection was mounted into the fuselage
and the engine mount extrusions were installed. The

-
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canard was mounted and the entire flight contr®l sy_stevﬁ
was Tnstalled and hooked up. e hrake master cylinders
were mounted up front per Debbie Iwatate's instructions
and connected to the rudder pedafs. Not bad for six
weeks. of part time work!

puring this exercise, the idea of mouAting the wings to
the centersection prior to iastalling it in the fusalage
came up. OF course, this {s the normal way it is done
on a Yarifze so they were not wunfamiTiar with the
procedure,

Doug's garage Js. small, but surprisingly, with the
centersection firmly “bonde-d to his wdrk  bench,
carefully leveled laterally, as well as vartically (aft
face plumt}, the. work bench plus centersection was
placed diagonally and both wings could be mounted to the
centersection, Some care was necessary in plaging the
workbench, but 1t just barély fit in his @rage. The
wings ‘were strapped to the centersectin using two nylen
ratchet-type straps (see photos) on edch wing. Using a
Tevel on the bonde boards on eich wing, -and some 3matl
woud wedges, the wings were jigged exdctly into the
carrect position relative to the centersection and te
each other, Generous blobs of bofide were used to fix
tha wings to the centersection spar, Doug then spent
the next four hours dreilling the 6 wing attach holes!
That same evening, the bondo was cut and the aluminum
flanged bushings were floxed in place and both wings
were bolted to the centersectfon, properly shimmad so
that the bondo boards were level, and left to cure the
flox to bushings bond with everything Tined up.

The next day, the ceptersection was cut Toese from the
warkbench and this complete unit,
wing/centersection/wing, was taken autside for photos.
Then it was fnstalled onto the fuselage (sut on the
driveway) as a complete unit.. OF course;, the firewall
had not beeén idnstailed yet so the centersection was
floxed into the fuselage and held exactly in the proper
position, checking gach Tevelling Bbondo bgard on the
wings and measuriang from each wing tip to the nose, by
bondd=ing seversl pieces of Tumber, strategically
placed, from the fuselage to the centersection. All
glass tapes were then installed to tie the centersection
to the fuselage and also o support the engine mount
extriusions,

THis methud worked extramely well, better in some ways
than ‘the plans c¢all-put. The centersection was very
securely maunted to A heavy workbench with bondo and
pieces of 2x4 lumber, making it easier to mount the
Wings stnce 1t was. not sithting om rubber tires and
rocking around. 1t was at a much handier working height
far setting the wing fncidence and for drilling toe
mounting holes. Being able to measure from each wingtip
to the nose guaranteed that the wing sweep was perfectly
symetrical, something wery i fficult fo do per the plans
installation.

Somehow, this method -seemed to go quicker, too. In any
event, we would recommend using this metfod i@ anyone
who has remenbered to leave the firewall bulkhead loose!
Several photos of this installation will be printed at
the end of this newsletter,

DEFLANT BRAKES

We havée noticed a couple of Defiants with “standard®
600:6 thin disc, single puck, brakes instailed. These
ate not suitable for an airplane as heavy as a Defiant.

When: Burt's. protatype. N7BRA, was rolled out in June,
1978 for 1ts high 4peed taxi tests, it was Fitted with
regular 500x5 {thin disc) wheels and brakes! Heedlesss
to say, these brakes were completely ineffective
becoming red hot and warping the discs, and fading so
badly as to be useless. Hext, we installed the: thin
disc, B00x6 single puck, wheels and brakes with
essentially the same results - red hot discs, serious
brake tade,

Gleveland recommended tha part #199-133x, 600x6 with a
3/8" thick disc and a double puck brake calfper. These
werg instalied and tested and the imppovement was really
dramatic., Burt's Defiant now has truly excellént
brakes. .

We highly recommend that you take full advantage of all
the testing that RAF did to arrive at the homebuilt
Cefiant, and save yourselves the expense and hassla by
obtaining & set of the Lleveland 199-133x, double puck,
extra thick disc, 500x6 wheels and brakes from the
beginning: Dr, George Best related to us how he started
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out"with thd thin disc, H00x6, whee?s and brakes, foungd HCW TO TEST YOUR AIRSPEED INDICATOR by Verne VYawter
them to be very marginai, endeﬂ up buying the 199-133x
‘wheels and brakes and is now very saﬂsfied This neat water manometer article 1s taken from the
Long-EZ Squadron 1 newsletter.

CRUTION: CORROSION IN VARIEZE WINS A'TTA'C'H FITTINGS

Ore Mnmﬁ( n iy, mieplan dhat bat bosa & zource of THEVING PRECERURES:

A VariEze which had spent most of its 1ife outdeors 1in m‘:ﬂ{ﬁmﬁfﬂrmﬁgg‘%ﬁgfm *. ;;x:m::::i:;ﬁ:aar:;glfvsmw:?mmia;mm.sedr:m
the sastern US, but stgnificantly, not oe the coast, was duing hargir Rying miasicar, sty they tre shwuys faster thim .
£ d to h int i i i Ehe b mise. # Srazh Se lmmaémsginsn Tulsitry e -sh v of
ound to have severe intergranular corrosion in the top. e e vetge of o0 et . T 0 Y
plates of the wing attach fittings as well as in thie two b ke g i o *:;‘:;f’,;'m:"""?' ",'?z;':‘:_'::"“"','_‘
aluminum tubes betwéen the top and bottom plates. ¥Yery based an & well known ghysicad nw and that it e feasible for PEights. Finesi off the 4k supxahy tute and chack for leske, #
1ittle evidence of this was visihle upon caswl “::’ﬁﬁﬁ;“&’&”:é’,%k‘:;m heacy, hased s e wrd the. static mpatum are frow of lenks the
. € e woar leval wil I’ i
inspéction, However, when the UND wrap on each end of armoulls Luv. el e rgh s b e 0 ke . YVt e D bn ot sochrt swing skvoted et
the center'secr’lnon sga r'] dwas 14 :t;‘ed tl']1$ﬂ ccsr'rhqs‘lun !ﬁas- Ettleof his gnc thas found kt most hardware stores. ;’::"F,T ;?::;:,:‘f;‘.;:‘,:’::;’;:?::’;."’:;l‘;.':;“ il
rampant and this EZ builder said he would not hawve flown :. a spproprixse for tha sperd of e
p ! o 3219 4 A ‘ERGIPMENT REQUIREMENTS: ;’;""";:":‘m"lm 'h"m:hh uma m\':'"m':"
this airplane knowing how bad the corrosion was. 1. Agproximiatoly 10, feer of clear pltaris qybing, peebéibly 4t o T e B e o e e
inch-to, S-inch lnide dismater {it shoukd oot betertan 89 I the “U" ghapsd 1be. ¥ yaur sicspesd indicatsr b reading’
and 51.25).
_Al'l Varifze oWners 5hou1_d. make.._a very.caref_t_r] 1nsggction_ 2. A board 30 inchis In lengits Suibvtie for TouRting the. P ;;‘x;ﬁ‘z’:ﬁ"{;mmkxﬂ:;:;:'
the aluminum wing attach fit‘tf!’lgs. Especia.[ty unhdar &z"":lm”:ih'?:ﬂ:*:.‘r:: R and 3o om, Most #iipeed fdicaton der Dnistly two To thres
the glass that laps onto the aluminum plates, pristta hp i Muic Vuinlivelinnehtaiaitd T At 1 T oge Naarly i hete I 8 sk
particularly if there #s evidénce that the glass has e e it whtes-with & SM-bit o oo ® B Ihe watsr.bevel 1 Is sometimen ditfeuit 1o blaed th
peeled or delaminated from the wing attach plates, hoth it S e o e e g sorract amiauest of a5 tasch tha:wxsct inek Efargnce that:
oU want - (ften- ssuard] Blismpts pre roquired: The verdstich:
on the wings and the -centersection spar. Lt It mouad up 8 down % B8t messure the dWFBrEN leveis.
thit Ing-mater will mech.
For new construction, all aluminum parts, including wing _ "*’“"{:‘“ ha
attach fittings, should be cleaned in Alumiprep 33 or A
metal prep #79 and then sozked in Alodine 1201 which s arrtagre ooy T =

a _visible (goldsn brown) moisture barrier, greatly
increasing resistarce to corrosion, This also acts as
an excallent surface to bond epoxy or paint,

Do not anodize wing attach Fittings since this fintsh,
{f Tnot done exactly right; can ciuse embrittlement in
the highly stressed wing attach parts. .

Alodine is a common aluminpm preparation and can be
obtairied from RAF-approved suppliers such as Afpcraft
Spruce or Wicks Afrcraft.

CAUTION: BINDING BRAKES

Dave 0'Neill, Long-EZ builder from Johannesburg, South
Africa, writes of his first flight. Empty welight was
B49bs with starter and alterhatdr and 500x5 wheels.
The only problem Dave had was one that could affect all
of us and this is binding brakes., Even a Tairly light
Jbinding -of the brakes can. increase..rotation.-speege— Lt et :
stgnificantly., Dave had to accellerats to mors than el

15kts above the normal rotation speed in order to get B
the nose wheel off. This. is potentially guiie hazardous ol R g i .
since you are taxiing at above flying speed and things e
could get out of hand quite rapidly in the event of some _—r ::'Zo..w...
small problem. Check your brakes before you go out to o T et i mhes pon b R o
do your high speed taxi runs and He sure that the hrake -
discs turn freely between the brake pads when the brakes ¥l o bt gt o it L fchech
are aot applied. Thank you for this important point, o H
Dave, and congritutations on your first flight. = e

Teg zr
CAUTION:  ARIRSPEED INDICATOR INACCURACIES COULD. CAUSE 8 o’ .
M O i m——— b

| SN

Fred Mahan, Lorg-EZ builder/flyer reports that on his - .
first flight he was uncomfortable on final, felt too
stow, decided to check his afrspeed 1nd1catm‘. Using a _— i o o o
watar manometer, Fred discovered that his airspesd In‘the spring of 1580 my Long-EZ drrived. Bokes, boxes
indicator read 200 kts. when the manemeter said ‘200 MPH. and vore boxes. It was mind-boggling and overwhelming
This continded ajl the way down to 40 kts, so his to contemplate. But the plans were very spacific and
atrspeed had been mis-graduated by somebody. This meant the section-by-section, step-by-step format was easy to
that wheh he was indicating 75 kts, he was, in reality, Tollow. The one thing that took the most time was the
only doing 65 kts! This could have been a "gotcha®! Of Financing of the project. And so, 7 years later, start
course, it was great at the high end, Fred thought he to finish, I towed 29TM, “with 4 police efcort, to the
was going reglly fast! Check your alrspeed indfcator airport, one mile down the road from my front door.
before first flight. Seé the neat water menometer . . .
suggestion ia this CP, Then. the fun degan. Final checks; taxi testing. and

runway flights, (it flies level and stable with neutral
trim) FAA final inspection, which it passed with flying

USERS OF ROTORWAY: RW-100 ENGINES ~ John S, Derr is colors, and T wis ready for the big one - FIRST FLIGHT.
forming an assoctation for those EY flyers who are using

the above engme. Please send your name, -addréss, July 19, 1987 the sun went ‘down pa a clear, calm sky, I
daytimeé and evening phone numbers, serial aumber of went to bed early planning on an early morning start.
engine, type of plane and status of project, any photos July 20, at 7:30 in the morning I stepped out of the
or written material you would like to share. 1f John door- and 1t was o dark the street lights were on (black
gets enoirgh response, he will underwrite the first fssue ¢louds). 1 turned on the rad1o and the first words I
of a newletter, dJohn 15 a professional scientist and is heard weré “tornado warning®, Faur tornados were
used to gathering data and presenting it im a reasoned sighted within five miles of ths.- Grand Rapids dirgort,
way . ) But as the day progressed the weather cleared, The

plane was ready and I was ready.
If you have a Rotorway enging and are interasted fa such

a newsletter, contact: Joha S. Derr After a final check I taxied 29TM ouf to runway #34.
796 Partridge Circle Winds were 5 to 10 from 280 degrées. 1 edsed the
Golden, CO 80403 throttle wide open. My heart rate went up with the
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tach. Rotated at 65 kts., anmd at’ 79 kts., with a 1ittla
more back pressure 1 was off, [ settled into & 90.kt.
climb and the hand on the altimeter lTooked ke the
second hand on a olock, At about 600 feet, & big bumble
bee circled my head. Just what [ needad! I was already
nervous enough with an unfamiliar airplane on its first
fitaht and now this. 1 ¢limbed out te ahout a. thousand.
feet, trimmed for hands of f flight, took off iy head set
and then my cap. As the bee Tanded on my siseve, with
the aid of the aforesaid cap, 1 grabbed him and crushed
him. I dpened the cap and he dropped between my jegs to
the flgor. With a sigh of relief, 1 went back to the
business at hand,

My First landing wis not all that geod, I came across
the numbers at about 80 kts, set it down and got on the
brakes hard, My second and all subsequent landings have
been much better. When I climbed out of the plane the
bee was sti11 crawling around on the floor between my
Tegs.

Later that day, after a cup of coffee to settle down a
bit, I took her up agatn and spent an hour playing.

29TN fltes 1fke a dream, soiid dnd responsive and §s a
pure joy te fly. It ¥ves up to all its advance
billing,

Tom Montague™

44JD f1ies 82CD

"While having breakfast Solo at the Sedona afrport, a
man at the next table saw a Long-EZ take off and opened
& convarsation with me by say‘lrig "That's the kind of
plane you should fly," I'11 never have a better
openifig. 1 $aid, "I dol And that's half my plarel And
my husband's. flying 1t!" T felt 1ike bragging.

1 worked very hard to get to this place and {'m basking
in the glory. It was always my intention, and dream; to
fly that beautifully sieek atrplane half the restaprant
watched take of f that muggy Saturday morning in August:
aver since I met Gordon Diehl a 1ittle over two years
age in San Diego.

1.'spent. two years trudging toward my private. Getting
the tickel was no breeze befng no Amelia raintarnate..
Four trips to the FAA examirér and an infamois 41d bird
she is! Finally thoroughly checked out, 1 took & ?2-1/2
week, 30 hours, solo cross couitry oveér to {aliforntfa,
up to Ashland, Oregon and back in my Cessna 150 stidying
with siich wonderful people as Berviadette and Don Shups
and Bonnie and Bruce Tifff,

A week Tater I taxied .ouF Long for a couple of hours
until with great trepidation I took off solo,..and 1
took off,..and then 1 Finally teok off.....realfzing I
didn't have the canard high enough, “Whoopee!ll I'm
really up here! How can I get bagck down?" The half
hour was exhilerating and the vwisibility spectacular.
“Boy this sure beats the back seat,® 1 was astonished
that T could have so recently enjoyed 30 hours at BO kts
in the .now obsolate Cessna. Yes, I was spoiled
already.

My first attempt to Tand was too high., [ cam just hear
Gordon sayiny, "1 told you 50". 1 actually hear him on
the radio, "Is the nose gear down?" 1 went arcund and
‘then got a good qlide slope on the VASI at about a 2
mile final, minor adjustments coming down, 1 flared and
heid it off until 82C0 touched down like a dream. “Hey
You guys, plece of cake. Hern I've had all you Eze
giégts on a pedestal for two years and this s really

For the next_ two days, [ nagged at myself that #¢ was
beginner's luck. I braved it again with a lovely smioth
take off and flew. for an hour, climbing to 12,500,
soaring dewn to pattern altitude, swooping 40 degr'ee
turns arcund ‘thé gorgequs red rocks while listening to
¢lassical music, T have never beenm so relaxed flying.
I completed my firest Tlying hour with apather
effortless landipg,

Sd,1go for it, Gals! Don't let the guys have all the
funl .

Jeri Jene Diehl

Congratulations, dJert; on joining the ranks of EZE
pllots. (Editor) i
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"Dair Burt,

I was disappointed that, upon my return to ‘San Diego, I
was unable to stop at Mejave to inform you - of @ur
Atlantic -adventure, Bene Scott, of Plane Doc .at
Gillespie Field, is a wery good friend of mine and had
convinced me to join a partnership with Ed Esteb and
Bi11 Hargis in a Long-EZ which we completed in March of
this year after four and a half years of building, We
had @ great deal of help from Rabby Grove and a number
af fhe people at the €7 club 4n San Diego -and it's neot
possible to list all of the people who participated in
the fabrication and modiftcation of this fine machine.
It has the new canard, the "almost-constant-spaed" prop,
a Lycoming 0-235 LZC pebuilt with F pistons, and the
Avionics package 1s IFR with Loran and HF.  After
testing and a few design changes, I flew it to Shannon
Airport (lreland)} and back via Greenland anrd IZeland
this marith., Excépt for the callapse of a noseé gear at-
Narsarsuaq, Greenland,. during a 28-knot shifting
crosswing landing with almest full fuel tanks, a broken
field wire, also in Greenland, and the replacement of an
alternator at Omaha on the way back, the plane performed
flawlessly. ODbviousty, none of ‘these were design
problems. Gene accompanied me in Gerry Hansen's.Cessna
182RG from San Dfego to Narsarsuag, Greenland, where he
had to Yeave 1t @nd proceed commercially on Iceland Air
when his fuel requirements rendered continuation unwise,
He picked 1t up on the way back. He was mora than a
Tittle upset that he didn't take his own Leng-EZ but he
and Gerry were not keen for the possible less of thair
own fine aircraft.

I did want to let you know that the plane wae flawn in
heavy rain and, unavoidably, some  dcing. In  both
conditions, and even with a thin film of fce or ice
droplets om both the leading and trailing edges of the
canard and main wing, there was no detectable lose of
control or tendency towards stall or loss of Tift as we
had noted with the earlier canard.

I dfd experience the need for slightly more excursion of
the stick to accomplish gentle turns but this was almost
negtigible. The Towest temperatures I could measure at
12000 feet over the Greenland lce Cap were 1n the range
of minus 25 degrees Celsius. The engine wasn't
overjoyed and I needed full carb heat to keep 1t running =
smogthly and CHT above 300 degrees. 1 haven't yet been
able to Tigure that out unless there wds somé moistire
in the fuel, There was no visible misture over the
cap. [ had fabricated a cup ice protector over the
eIevator- counterweights on the underside of the canard
and 1'm happy I did. The Loran worked fine wherever 1t
was avaflable. I ¥nstalled a centerline antenna bekind
the canopy between the fuel vents when ‘wr builtsin
Winglet Loran antenna proved un$atisfactory. 1
instal led window screen under the seats frem the
avionics panel to the firewall with a common ground for
groundplane. We had previously imbedded copper strips
in the wings for an ADF groundplane and I believe this
enhanced the Loran reception as well.

The longest overwater was efght howrs fn fairly strong
headwinds from Rekjavik to Shannon 1n  Ireland,
Stornoway was “closed" and | decided to dogleg it
direstly. I landed with over two hours of fuel still in
the tanks.

1'H1 take the chance of Incurring your wrath to tell you
that, with alt the Emergency Gear, including a raft and
atnimum Transport Canada requirements, 2 ELT's and a
hand-teld Terra 720, an HF and full-panel VHF, VOR,
Transponder, Loran, DME and a hamd-held Marine DOF,
expasure suit, minfmum clothing baggage, toels and full
tanks an every takeoff, with an empty weight of 965
ths., I was probably a "littie over gross"! _The only
time I felt ft, though, was at Grand Canyon, onh the way
back, at 6600 feet and B7 degrees F on the ground., 97
hour's. 18000 miles, an average of 130 knots and 10 plus
30 endurance, occasional IMC, and an unending supply of
apen mouths and cheering were present at each stop for
the unbelievable genfus of a guy named Burt Rutan.
Everybody 1 ran into knew your name and  your
achfevements. 1 never once had any doudbts about the
design capabilities of this plane and I'm looking
forWard to -your next breakthrough, Thanks for letting
me break out of my own  closed world inte an
unforgettable adventure,

With highest personal regard, very sincerely yours,

Sidney Tolchin, M.D.
4421 Mayapan Drive
La Mesa, CA 92041
£619-579-0364"
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*Dear Mike,

Enclosed is phpto .of N23TR which fiew I1st Tifght July
11, "8%.

['m using two 10-360B1A engines wigh Hartze! (/S nprop
(70"} in front and Great American prop {70x78) in rear.
Weight was 1887 1b5, with Targe amount of extras = 5-Teg
autopilot, radasr altimetér, full IFR panel, etc. [ put
75 1bs ballast in rear baggage compariment to bring (G
into center of box for lst fIight, With fig batlast, CG
was. in flight box .at 122.1, Initial taxT tests to 65
MPH revealed no ground handling (nose gear or brake)
problems. (I ‘“have WDon Fgrman's shimmy dampner
instatled),

The first flight was basically “out of the hox" with no
adjustments needed and only revealed a slight Tleft
rolling tendency with mosé gear extended. This was
easily compensated by the rall trim on the elevators.
After gear retraction on 4th flight this  Teft roll
tendency disappeared. S0 thére were absolutely np
surprises during first few hours testing, I had to puli
landing {2 of Dusty Rhodes 250 watt bulbs) light out of
front intake to get good cooling., Rear ¢il temperature
running around 210° and front, 170°. C/H temperaturs
about 350 range, front: and 390, reari

I should fl1y restrictions off by early Sept and, it goes
to paint shop mid-October, I have about 2900 haurs fa
projéct so far and .am very pledsed at this point,

I-don't Rave any meaningful performance fidures yet, but
will send them out to you as soon as available,

Sincerely,
Ted Rogers

The Tolldgwing three letters are cofcerning & Mightriing
strike on & Long-EZ flown by Dick Kreidel. We certainly
Thank Ulck Tor taking the time to write the account
which Burt sent to Andy Plummer for his comments. Mr.
Plummer is one of this countries leading authorities on
lightning strikes and his letter is, also, reproduced
tiere for aTl of ut to read and inwardly digest. Pay
attention 5 Ezg awve not  indestructable,

"I deliberated for a long time whether to. publish this
account of poor judgement and foolish mistakes. When I
read it now, on the ground, threg momths later, the
faulty reasoning is easy to see. But 1 assure you, that
the c¢lcisions and events on May 23rd were made to the
best of my ability and skilis, My hope s that someone
will benefit from my errars. It is a fine line between
being dreund to tell a story and not being a2round.

This account was originally sent to RAF for their
cOMmants . Burt passsed it on to Andy Plummer of
Lightning Technologies who is reputed to be the foremost
Tightning expert.,  Mr. Pummer's comments follows my
talessaves o

I departed New Orleans Lakefront Afrport IFR to E1 Pasp
at approximately 9:30 a.m. Tocal an Sunday, May 23rd, I
had: received a thorough weather belafing from Flight
Service only 20 minutes earlier amd they indicated that
westbound I shouldn't have much problems; rain showers
and meltiple cloud layers with tops at 14,000 to
16,000" MSL with a thin cirris layer at 25,0007, Live
Radar @ FS55 paintad a 1ine of thinderstorms about 20
miles south but it probably wouldn't arrive at Lakefront
for at Teast an houwir. 1 was &leared to 16,000 and had
gone through miaitiple layers of ¢loud and picked up Soms
Tight clear ice after a c¢limb through 12,000', I
requested from ATG to hold at 14,000' for 4 while sSince
[ was between layers and the next gailing didn't look as
thin as advertised, The OAT at 14,000" was +1° €. I
flew through some heavy rain and more ice .accumulated on
the plane, especially the canard, elevators and
vortflens. The wing did not appear to have much ice on
it and I could not see any on the winglets or the

intersection between the wing and winglets. Indicated

afrspeed at 2400 RPM. was 122 KIAS. The ice on the
canafi covered about ¥0-25% of the chord with some
“streamers” that went. batk to perhaps the S0% chord
line. Ite formed below the tralling edge of the
elevitor about 1/8" thick with a ‘un¥form spanwise
distribution. The dice on the canard was definitely
clear ice but what was below the trailfng efge of the
elevator looked more like mixed or rime fce.  The
elevator position was about 5/16"-3/8" T.E. down. The

airplane was very controllablé with good elevator

responsivenass, I couTd have easily ¢limbed if I had
wanted to: so [ was not overly concerned.

- -
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ATC was giving me radar vectors to stay clear of any

CB's but indicated that contrary to my preflfght weather
briefing, the “weather west of New Orleams 15 realily
wicked with the big boys having trouble going through!™
Center advised that the only way they felt would be 0.K..
would be to deviate approximately 60 nm due North -
abviously I followed their recommendation. After a few
minutes I was agatn ¥n cloud and it became fncreasingly
difficult to hear radia transmissions - static was all
that came through the headset,

T started receiving small electrical shocks from the
rol} trim lever through my jeans and shocks from the
microphoné to my I1ips. 1 became aware of the
transparent Liue glow that was on the nose and canard.
I say blue but somehow it seemed blue with a pink tinge.
The color was similar te the bright blue from a gas
welders flame, This halo was -about one chord width
absve the canard and seemed to "move* - it 13 very
difficult to describe in werds. I was now getting
shocked through the speed braké handle and from the
rudder pedals to my ankles (my feet were in the relaxed
positign forward of the pedals), The BAD tachometer was
houncing erratically from 500 RPM to full scate and both
Nav CBI displays were swinging from step to stop. The
glectric éngine instruments were also useless - 1 didn't
notice what the wet compass was doing. Here I was: TFR
conditions, dcing, no commmication or mavigation,
thundérstorms and weird light. So far £he ride was
smagth with no rain or hail in the cloud - the cloud was
not a dark, heavy one. The blue (pink) glow “increased
in intepsity and its movement was more rapid. 1 am not
sure but I believe that the Hlue glow was now Tnside the
cockpit between my face and the instrument panel, but I
corld still eastly read the gages; it was right out of

the Twilight Zone.

I saw 3 bright flash way ahead of me that seemed to g
from left ‘to right that really . 1it up the cloud I wag
iny I assumed that 1t was cloud to ¢loud Tightning and
that I''was definitely in déep grease! The com was still
all static and calls to center were unanswered {or
perhaps unheard}. [ was so scared that I was sure that
this would be¢ the way 1t would all eiid dnd Kay [my wife)
would be really pissed! T smelled a thick sweet ador,
got gne good sheck from the microhone and them there was
2 ftremendous flash of Jight and ‘an dncredibly loud
“crack® - 1 felt it in my bones and chest as opposed to

1 had been locking out at the right wing trytng to
figure out why the Hlue hale was not on the wings, only
the canard, when the flash occured. T was temporarily
blinded s [ removed my hand from the stick hoping I
wouldn't enter a spiral dive. When I could &ee again
{10-15 secands), to. my amizement 1) I was still alive
and 2) ‘the plane was still level at 14,000" on my last
asstoned heading of 060°. The blue hale was goné and I
heard 2 transmission on the com for a Delta jet. I
cailed center to see if my radio was Blown and they
immediately answered my call! Apparently they had been
trying to reach me o give me 4 new vector and
immediately turned me to 330°, The airplane was agath
between layers and the visibility was goed, I could aven
see patches of ground below. Everything appesdred to be
working 0,K, but the plane still had 3 Jot of ice on it
and I didn't think I was 4n any mental state fo fly an
approach. The airspeed now read less than 50 knots so ]
khew that the pitot tube had fced over. The weather
seened to. be improving rapidly with a braken layer abive
and below with some beautiful blue sky far in the
distance, Since: the plane would easily climb with full
power and the remaining aft stick I saw no Feason tp
descend and k111 myseif making -2 lousy IFR approach
aftar &1l of this! 1 then saw several dark patches on
the wing and winglet Teading edges that upon later
ingpection were areas where only the glass: skin
remained. In about 20 minutes all of the ice melted and
the elevator positinn returned to. 1/16" T.E. up and the
airspeed increased to 140 KIAS -ati the same power setting
af 2400 PPM, The fiight fontinued narmally in IFR
conditions and I landed at El Pasa Internationazl four
hours later.

So what- is there to Yearn from this unwinted experience?
Probably several things. First, that the invincibility
1 felt. Tn BBBAEZ contributed to my cavalier attitude in
flying. in bad weather - this certainly was not the
"CaTifornia IFR" that I was used ta, After nearly 1100
nours of fiying in a plastic cocoon: 1 had develbped 2
false sense of immortality - after all, the EZ had
gotten me through some tough &ituation before, Also, I
Tearned to never, ever trust ATC and/or F5§ - the pilot
Mmust mike his own decisions and evaluations on when to
commente or terminata a flight,

CP53 pq 4
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Another significant revelation is that although the

L;:-gﬁ-EZ is a great plane and can leap tall buildings
W a single bound, it is pot suited for hard IFR
flights with embedded thunderStorms. 1 consider myself
extremely lucky to have survived this Tright - my skill
and Juagment {or more correctly = lack of ‘both)
hopefully will serve me better in the future,"

Dick Kréidel.
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Andy Plummee
Lightning Technalogies
10 Downing Parkway
Fitrstietd, MA €£201

Dear Andy,

As you may recall when you visisd abaut 10 years dga, we, 8% well o3 humdrede of
othes homebuitders hiave been fying without fightning protection and. with apprek
#ion #t to what would oot In & [ightning strike, The enclosed account Is from Dick
Keeidel of Yorba Linda, Catifornla who wis Tlying his Long-EZ when i was struck by
lightning.

1 would wppreciste sny commenta you coudd Pass on 10 U3 oF any recommienditions of
anniyses which ihould be done. I8t wondering If any data 1s available ofr [abomtary
strikes on fiberglage sking with foum cores, T 5o, T would fike to, Took at thet Informa-
tlon to get some iden of-the intersity of Mr. Kreidel's strike.

Beat regards,

‘Burg. Rulan

ELRM

o Mike Melwill
Dick Kreidel
Jim Tervy

s ity

L TN TECWMOLBGIES, FND. 1 iy Pikaty, Sleb o Mapssensssis 0171 ® 1832 455350
72 Taly 1987

Subject: -Long-BZ Lightalng Strike

Referency: Your Letier of 3 Jane 1988, Same Swbject, with
Thek Kriedet's. Latter Aftached

Burt Rutan :
Bested Composiies, Ine.

Dexr Buart:

I bave atadled the Interening ‘weount of o Hghtning strlke to s Loug-EZ
by. Pllot Dick Eritdel, nccompanying yoar letter of 3 Jpne, snd have the
fullowlng comments: )

I, After beginniig the devietion North, the slrcraft entered an eleotricaliy
cherged region, ez indleated by the stetic (o the communications syserm,
“ sl etectrical ahocks” and "tlus glow" {coronaj on.alccraft exiremities.

_The: electite shocks were due to electric fleld penetration of the non-

éonductive fibirglass sicframe. The erratic bebavior of ibe lastrementy wag
ahio due .to alectrle Held interaction with the intercomtscting wiring., It is
very likely thar the corone waa indeed occurring fnelde the cockpit as Mr,
Kreidol suspected.

2. The synoptlc weather conditions reporied: by the pilet are very
characteristic of those eparted by other ‘oparmtars when Highteing strikes .
have occnrred [« 14,000 ft; icing, precipitaiion, -within & cloud, OAT +/-'$7 of
freezing). Appatently tha aireraft wan near embedded thunderstorm cells,
lb;ﬁ_ugh (]:ig!![qi!n strikes have been keow to originate in “layered” clowds ms

welf ns CB clovds. ’

3. The “fiash of light™ and “lovd crack” imdicats s Bybaning serike,
althinigh evldently ona of mitd Intensity ay Indlcated by the comporatively
mingr effects on the sireraft. Ay 14,000 fr. it s likely thut the alrceaft
enconntersd n branch of a flash, rather thsn the malo chaonel of n cloud-to-
earth flash; xa lllustrated in the following sketch.

Cloud Rase
o

R - e v -— o —

Sk Ehanme -

4, The clectric carienth ia 8 béinch (of whlch thern ars & ot 1o s typh
flash structure) ste usaslly mich lzs thaa ther ia the muin channel. Even
10, the Tlash xnd noite can be Frightsining 11 expériedeed closs at hiand.

5. Apperentiy the lightning current. entered. one. wing tip {take your picky snd-
exlted from the othier, beivg conducted by imteigal metal conddctory between.
The amount-of damage to the fiberglasy apd foam stroctures indicsies a very
titd striks -Dgerhips 5 kloamperes of lets (Part-23 rules. require oa pirframe
ta tolerste 200 kiloamperes).

Comments

b, Pliet Kreidel was Jucky! A more ssvere strike may well have caused major
weucioral damage and fetbal voltage differences Anwng metal objects im the
cockpit {eolimn, pedals, lieodphones, eh? ws well ns severe danmge %o internat’
tlectrical conductora such as. control coblex, hipgex, bearings, rods,

electtical wiring, zte, Thesé voltages and cerrents can be far i ‘excess of
futst Yevely, Electrie fields and lightning sérikez themselves will direcily
penetrats unprolecied fiborghiss stroqiires, sitrscied by eetal objects:

within - no meiter bow small.

2. ‘This i anothar example of the fact that ATC ceinot be relled vpor o
veetnr sircraft anfely arovnd. - snd clesr of - hazardous thunderstormi.
Contmliers sre not provided with sufficient (and timely) tuformation For this
purpote. Even though avoiding areas of heavy precipitation the asircraft ram
into an electrically active tegion:

3. This insident b pit & sxampls of whit would ectur i & Long-BZ I 4
tightming steike. . A "iull threar” wiroks would- likely buve ripped . hole w

oot of mare in dlameter throvngh the composits .and vaporized small diameter
coatrol .cablea add 'Hiterconnecting wirlng.  The accompanyiog shock-wives woukd
have caused sateasbye latetnsl damage, delamioation, etc. [ dowbl =ty much
whether the elreraft or pilot could buve sisrvived such & esrike, v

#ion
1. Continee 1o wars pilots of this clany of alreraft to stay YFR and evold

"werther” clowds, presipitedon snd jeing within 32 of the freezing lovel
shoold gspeei_llly be avaided,

2. Thit Lonz-EZ thould be-thorowghly furpeeted 10-be gare that thers her mot
been damege io any internel metal perts. * All jwiemal parts shonld be
Inspected. 1t ls quite probably, For example, that this atrike burned . rome
strmnde. of eomtrol .cables, etectirical wires, ete,

Thaok you for. sharing thty intereating scoount with ms: Plemw give me
¢all i vou have sy firthet questions,

“Yours truly,

Sy G

Lightning Techoologles, Tac.

" RErTR TR S CP53 pq 10



. ; Ning[ceﬁ%ersegtfsrjwwag asgém%]g halted together and

Doug Shane's fuselage on the gear - note that the ready to install in fuselage.
firewall is not installed yet.

Hingfeentersection fwing assemblyois floxed into
fuselage. Nobtz phat bhie assemyly 78 "sighted
to alvgn nerfectiy with camard. Firewall heing
buttered’ with.flox<prior-to dnstad

Centersection & right wing. Level-board is bondo'd and
must remain in place until wings are drilled & cured to
centersection.

Centersection bondo'd to work bench with both wings
strapped in place, ready to drill wing attach holes,

Lumber -bondotd -Frem ?uselﬁgﬁ L C@Ht@?$$w§1$ﬁ spar to
firmly locate it white it s tapes place,

Generous bonds . "hiobs™ will holg centersection Firmby,
if o %ddd the glass wherd the bondo yoes.

Centersection is level laterally & aft face is plumb.
Wings are strapped to centersection with ratchet/nylon Dot only 17

straps. CP%% p% i




Look at that instrument panef! Mike said there was

John Martin's beastiful new Vari¥iggen., We are
anxiousiy awaltingJohn's first #lignt repori.

Donald Douglas' wing/winglet juncture - this is how g
is supposed tc look - very sanitary work, Don.

(P53 ?q Pl

Donald Douglas' Long-EL ready for final contour & paint.



Herb Abrams with
his véry inngva-
tive Solitaire
engine installa-
tion.

Herb's Solitaire
engine/prop seen
from the cockpit
This Solijtaire
should climb Tike
a homesick angel
with that reduc-
tion drive and
huge prop!

Herb's ultra-sanitary engine insta11atibn.
Doors close.abso}utely FLUSH.

Relsen Millar, Fostoria, MI makipg the

Monty Betts' Solitaire fuselage. First one out of obligatory first flight around his yard.

iAFiappraved supplier, FeatherLite Products owned
y Larry Lombard and Michael Dilley. It truly is P e B o R 2
"fegther light". . <:f 573 gﬂ_1§




Sally cleaning some

bird --~- off the top of the winglet of her Long=EZ -

Seen at the Columbia, CA flyin
So that's how you do it!

Building 13, Mojove Airport
- Meojave, CA 93501

first class mail

T0:

October '87

. The line which appears above your mame isls you krow fhwough which Canard Pusher
yeu afe paid If gour label says LAST ISBUE CP 53, then this i5 your last isaus,

._am} vou nead 0 ranew. cp § 3
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