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Special Exhaust Issue

Exhaust Systems
Noise

Noise, as it pertains to our discussion here, is
simply unwanted sound. Many people are
bothered and angered by aircraft noise.
Although in metropolitan areas jet traffic is
probably the chief culprit, light airplanes are
also the subject of many complaints. We, as
pilots, can surely tolerate and even welcome
the sound of aircraft flying around —
especially our own. But to the average non-
aviation person, this can be serious
infringement to their outdoor pease. It's a
sensitive issue. The FAA and the EPA have
developed regulatory standards to help curb
the audible attack on our open-air
environment. Although amateur built aircraft
are excluded from these regulations, they
provide excellent guidelines and standards.

High levels of sound a long distance away
can be annoying. But at close range it can
be harmful. The hearing of many pilots has
deteriorated because of prolonged exposure
to noise above normal levels. Personnel in
the U.S. Air Force are required to wear ear
protectors for any sound above 85 decibels.
To give an idea of the levels of sound for
comparison, here are some examples: 150 Jet
plane departing 140 Threshold of pain 120
Airport terminal boarding ramp 110 Hi Fi
played by average teenager 105 Light
aircraft, outboard motor 95 Busy
streetcomer 85 Compact automobile interior
80 Dividing point between safe and unsafe
sound range

70Business office, workshop
60 Normal conversation

40 Refrigerator

30 Whispering

10 Normal breathing

Even though the Glasair has been de-
signed as a high performance airplane, most
builders would agree it is desirable to have
the plane as quiet as reasonably possible.
Some are even considering a custom-fit
muffler installation, as our standard exhaust
systems emphasize horsepower rather than
external sound muffling. A bigger concern,
however, is the interior sound level of the
airplane. A quiet cockpit is a desirable item
for comfort. Just as a point of interest, here
are the average interior sound levels of our 2



factory prototypes. N8§9SH and N§7SH with
actual readings taken under several different
conditions. It should be noted that these
airplanes lack a fabric covered interior. No
special attempts at sound-deadening have
been made,

Taxi 85 (db)
Run-up 93
Climb out 100
Power off Glide 200 mph 100
Power o ff Glide 13 5 mph 100
Cruise 75% 88
Stall 85

Our experience has shown that placing
some type of fabric wherever possible in the
interior is a key in achieving a quiet airplane.
For maximum sound insulation several other
areas should be taken care of. A full-size
baggage bulkhead greatly lowers [he noise
level by sealing off the rear fuselage and
empennage. The firewall should be insulated
with some effective sound deadening
material. Also, the canopies should be sealed
well to eliminate much of the wind noise.
We are planning to install fabric interiors on
our prototype planes. We will inform you of
the db changes in the next newsletter.

Besides quieting down the engine, an ex-
haust system is designed to carry heat and
exhaust gases away from the engine without
burning up the airplane or exposing the pilot
to harmful and unpleasant fumes. The FAA
regulations require exhaust systems to be
made of fire-resistant materials, an assembly
that allows for expansion due to temperature
changes, and proper supporting to
accommodate vibration and inertia loads.
Once again these rules do not govern ex-
perimentals, but nonetheless are very essen-
tial rules to follow,

Types of Exhausts

There are several common types of
exhausts, including mufflers, short stacks,
manifolds, and cross overs.

The use of a muffler has traditionally been
the most common way of reducing the noise
of engine exhaust. Rapidly expanding,
turbulent air exiting the engine is the source
of all the noise. A muffler provides a large
chamber in which these sounds are reduced.
Generally, the larger the muffler and the
longer the downstream pipe, the quieter the
engine. Unfortunately, this combination
often creates a large amount of back
pressure, thereby reducing engine power
output. Back pressure, of course, is a condi-
tion in which the exhaust gases are not
expelled completely outside the airplane as
quickly as they are expelled from the engine
exhaust ports. Excessive back pressure
translates into a loss of horsepower and
economy. Installing a muffler in a homebuilt
plane is a trade-off between a quiet engine
and a loss of power and performance due to
resistance and back pressure.

Another disadvantage of a muffler is its
size. Taking up a lot of room in the lower
engine compartment, it will sometimes
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exclude the adaptation
of a very tight fitting
lower cowl. In recent
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years the aviation world has seen the
development of a few newer muffler designs
that incorporate long tail pipes. Some of
these have proved extremely effective,
including the Swiss muffler.

"Short stacks" are seldom used except on
formula racers and other high performance
planes. These pipes are bolted right to the
exhaust ports and usually are routed directly
to the outside of the cowling. They are very
light, efficient, and produce no significant
back pressure. However, they are very loud.
They leave little room for the use of heat
muffs. Because of their location, exhaust
fumes can sometimes enter the cockpit.
Short stacks can also allow a large drop of
temperature at the exhaust ports (thermal
shock) when power is suddenly reduced.

A manifold system is one which joins the
exhaust pipes on one side of the engine.
(Each side will have a manifold.) Airplanes
that have two tailpipes exiting the lower rear
cowl are often using this arrangement. In
some airplanes the manifold from each side
is interconnected and a single tailpipe is used.

The system that is sold and used for the
Glasair is one example of a cross-over
exhaust. A cross-over system ports the
cylinders in their correct firing order,
minimizing back pressure by uniformly
spacing the exhaust pulses. To accomplish
this, the front cylinder ports are joined
together by a single pipe, as are the rear.
Standard unmuffled cross-over systems
usually exit with two pipes the same size as
those that exit the ports on the cylinders (1
1/4"™). This arrangement is very loud. By
funneling the pipes into a one-piece 2 1/2"
collector, the noise is reduced. We tested
both arrangements on the Glasair,

Material

In today's airplanes there are basically two
kinds of material being used for exhausts.
Automotive or "mild steel" pipes are very
economical when properly protected against
corrosion. They should be
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painted with a very high
temperature paint, and
then inspected regularly
and touched up when
necessary. Under the
right conditions, mild
steel pipes can provide
excellent service for years. Also, they are
quite easy to weld, and supplemental curved
or bent sections can be found at most
automotive supply stores. The negative
aspects of mild steel pipes are that they are
relatively heavy, and very susceptible to
corrosion, especially in humid climates.

Outside of the initial high cost, stainless
steel exhaust pipes are difficult to beat.
Stainless is very strong; the tensile strength is
about 90,000 psi when in the annealed con-
dition. Partially due to a thinner wall
dimension, a stainless steel exhaust is ap-
proximately 70% as light as its mild steel
counterpart. Probably the biggest attraction
to stainless steel is its tremendous resistance
to corrosion. It is hard to predict the precise
length of service that \will be provided by a
specific installation, but stainless pipes are
known to endure a very long time.

Stainless steel is difficult to weld. A TIG
machine and a proficient welder are
necessary. Even drilling holes in it may not be
very easy. Here are some drilling tips:

1. Grind the drill bit to a slightly flatter
tip angle.

2. Make a light punch mark.

3. Use a slow drill speed.

4. Once the bit is cutting, keep it cutting,
or heat may build and harden the steel.

5. Back up the work with solid supports.

If desired, stainless steel pipes can be
polished to a beautiful silver gloss by simply
sanding with sandpaper. Begin with about
220 grit and finish with 400 or 600. When in
service, the pipes will require a little work
periodically to keep them in the polished
condition.

Pipe Bending

For the most part, attempting substantial
bends in either stainless or mild steel pipes in
the average workshop is futile. A large
hydraulic tube bender with a mandrel would
be required. Very slight bends and ad-



justments for cowling clearance, etc., can be
done by the homebuilder with-a torch,
however. Be sure to apply the majority of the
heat to the tension side of the intended bend.
Here is a general rule for bending pipes with
heat: Put the tension on the pipes before
applying the heat. Slowly and uniformly
bring in the heat. This will keep the tubes
from suddenly wrinkling or collapsing. When
slightly bending a component of a system
while it is installed on the engine, be careful
not to apply bending pressure that would put
excessive tension on the exhaust port flanges.
This could be a serious mistake.

On the Glasair

Many painstaking hours have gone into the
development of the Glasair exhaust systems.
They are professionally made of the highest
quality materials. They are designed to get the
maximum horsepower economy available
from the engine, while at the same time being
very compact to make possible a tight,
streamlined lower cowling. They are a product
of thoughtful design, trial and error and
flight testing. One of the goals was to achieve
inertia! tuning, and the present system comes
close. Inertia! tuning is desirable because it
minimizes back pressure by promoting an
even, balanced scavenging of exhaust gases
from the ports. The optimal arrangement is
with equal length pipes

on the collector which are in themselves
tuned to a certain length. The cowling
restricts this possibility however, so the best
tuning comes by sizing the collector pipe.

The original prototype Glasair was tested
using a fairly "hot" system of four straight
pipes. There were no slip joints, and crack-
ing was a continual problem. This set-up
produced a very loud engine. Later, a muf-
fler from a Gruman was installed. The result
was a quieter airplane, but with a loss of 6 to
8 mph in top speed, and about 100 fpm in
rate of climb.

Another interesting idea would be the use
of anti-reversionary nozzles. These are cone-
shaped inserts fitted just downstream of the
ports. They effectively restrict backflow, and,
incidentally, are standard equipment on
Subarus.

Special Price

We presently are overstocked with mild steel
exhaust systems. Because of this we are
offering a discount price on these at $310.00
per set.

There are two types of systems available,
and with each type is the choice of either
mild steel or stainless steel; thus 4 in all. The
type I system fits the following Lycoming
engine models:

0-290

0-320 (all) (except A series sump) 10-
320 D series [0-320 El A, E2A

0-340 A&B

The Type II system fits: 1O-
320 AT A, A2A 10-320 B&C
Series

Our mild steel exhausts are fabricated from
1018 welded tubing, .049" wall thickness.
The stainless systems are 321 stainless, .035"
wall. The heat muffs provided as pan of the
exhaust package are made from .040" 6061-
0 aluminum sheet.

EXHAUST COLLECTOR
SPRING TAB

Note:

We have experienced some problems with
the spring that is hooked onto the welded tab
at the collector pipe slip joint. The end of the
spring has worn right through due to engine
vibration. This has also been the case with the
two aft collector springs as they assist in
supporting the pipe closely to the bottom of
the airplane. We are in the process of
redesigning this spring and tab combination.
Meanwhile, anyone using the current system
needs to frequently inspect the springs for
wear. One "cure" for the problem would be
to weld a small half-round steel piece to the
tab, which would serve to spread the load out
instead of point loading the spring.

To insure against exhaust fumes entering
the cockpit, use silicone sealer on all seams of
the cabin heat muff. This is done after the
muff is installed, and includes both ends as
well as the lone seam down the middle.

1/2 DIA. ROD SAWED IN

QUARTERS. WELD ONE

QUARTER OF ROD TO
EACH SIDE OF TAB. (TYP

EXHAUST
COLLECTOR

JBOTH ENDS)

e

EXHAUST
COLLECTOR
SPRING

e

Sales Tax

All items picked up at our Arlington
plant will be subject to Washington State
sales tax, The current rate is 7.8%. We
asked the state to formally interpret the law
for us. In their response it was stated that
any time an item is delivered in the State of
Washington, we the seller, are obligated to
collect state sales tax. This includes out-of-
state, as well as in-state residents. If you
would like a copy of the state's response,
please let us know; we'd be happy to send
you one.

Request

Please send us any items of interest
concerning your Glasair such as photos,
newspaper articles, etc., to assist us in
assembling a "Scrap Book" of Glasair
builders.



Engines and
Propellers

As more and more Glasairs near the state
of completion, much attention has been
turned toward the question of engine and
propeller combinations. In the interest of
safety and to help answer questions and
concerns, we need to address the subject.

In keeping with the natural process of air-
craft "evolution," so to speak, the Glasair
has become more and more of a complex,
sophisticated airplane. Kit builders are com-
ing up with a wide range of proposed
modifications; many of which have been ap-
proached cautiously and thoughtfully. Occa-
sionally, however, we hear of some pretty
"wild ideas." Our main concern is safety.

First Flights

Since our last report, several more Glasair
taildraggers have flown for the first time.
Congratulations to Jim Wion of Sacra-
mento, California; Wayne Avery of Albany,
Oregon; Ken Hill of Rossland, British
Columbia; Jim Bates of Waseca, Minnesota;
Ed Shuey of Chico, California; Bill
Rardin/Cliff Johnson also of Chico; Ron
LeBlanc of Spokane. Washington; Robin
Young/Bill McKee of Lakeland, Florida; and
Joe Wells/Bill Freeman of Columbus, Ohio.
We are extremely pleased to watch as more
and more Glasairs become airborne. There
are now 38 airplanes that have flown.

Careful design and test evaluation of any
modification is a must. Probably the most
difficult aspect of this process is that each
time a major add-on or improvement is
made, it seems there are 3 or 4 sub-
modifications required to accommodate it.
Concerning safety, the most critical area that
many of the builders are now dealing with is
the engine/propeller combination. The heart
of the problem involves acrobatic capability
when using a Hartzell variable pitch prop.
The length of the Glasair cowling requires
the incorporation of some type of propeller
extension. The Hartzell prop we currently
sell has this extended length built into the
hub. This prop is certified under the normal
category, which dictates a maximum load of
3.8 G's. It is not certified for aerobatics.
The problem with performing acrobatic
maneuvers with this prop is not just the
positive and negative "G" loading. Actually
the critical problem is the gyroscopic
loading. There are three factors that affect or
increase the gyroscopic loading. They are
the inertia of the prop, rate of rotation, and
moment arm from the blade centerline to
the crankshaft flange. The longer the
propeller extension, the more the gyroscopic
loads are compounded onto the engine
crankshaft. The crankshaft flange has been
identified as the weak link. To illustrate this,
think of the lengthy extended props on the
Piper Twin Commanche. Testing revealed
that with some power on, during a simple
spin, the propellers would

actually snap right off at (he crankshaft
flange.

With the Glasair using our available Han-
zell propeller, HC-F2YL-1F/F7663DA gen-
tle rolls and loops, etc., should present no
problem. However, the loads should be kept
under 4 G's at all times. The important
thing to remember is that all manuevers,
even the simplest steep turn or wing-over,
should be done smoothly. The experienced
pilot may often apply uneven, apply loads to
the airframe, tremendously increcreasing
gyroscopic forces to the propeller area.

In the interest of safety, Stoddard-
Hamilton is currently developing a slightly
shorter version of the Glasair cowling,
allowing the use of the standard, no-
extension props. Actual flight testing is
forthcoming soon. No estimated date of
availability can be given at present.

When performing any aerobatics we
strongly recommend the following:

1) Prior instruction from qualified,
experienced person.

2) Clear practice area away from traffic.

3) Panel-mounted "G" meter
(accelerometer).

4) Parachute.

5) Atleast 3500-4000 ft. A.G.L.

6) Seatbelts tight.

The non-extended acrobatic propeller and
governor is the Hartzell HC-C2YL-4F/
FC7663D-4 and the Woodward D210688.
These are for the Lycoming O-320.

Joe Wells/Bill Freeman's plane in transit for
final assembly.



Builder
Hints/Suggestions

Recommended Reading

The Instruction Manuals are designed to
guide the builder through the construction
of the Glasair airframe and include only
fundamental discussions of the installation
of engines, instruments, and electrical
systems. For comprehensive information on
these subjects, we recommend the following
texts:

The Sportplane Builder and Firewall
Forward, both by Tony Bingeiis

Available from: Tony
Bingeiis 3509"
Greentlint Lane Austin.
TX 78759

Acceptable Methods, Techniques, and
Practices, Aircraft Inspection and Repair.

(EA-AC 43.13-
1A&2A) Available
from:

Aviation Maintenance Publishers
Box 890
Basin. \VY 82410

Hard to Reach Layups

Here is a suggestion for those hard-to-
reach layups in the leading edges of the
horizontal stabilizer and vertical fin. A
builder from Australia recommends loading
the cloth strip into a suitable length 3/4"
copper tube. This is done by taping the end
of the cloth strip to a dowel, and carefully
rolling the strip around the dowel as you
slide it into the tube until 2" of cloth is
hanging out the other end. Untape the cloth
from the dowel and slide the dowel out. It
is then an easy matter of setting the cloth
strip in place by pressing it onto the resin-
saturated surface with the brush extension,
and carefully sliding the tube out. This
technique allows proper alignment of the
cloth by rotating the copper tube to center
the cloth strip.

Wood Propellers

Everyone planning on using a wood
propeller must use a thick front propeller
plate, or "faceplate" as it is sometimes
called. This plate should be placed between
the wood and the spinner front plate. It is
essential to use this plate; the AN 6 bolt
heads require a strong, hard anchor point
to assist in carrying the propeller loads. A
builder can acquire such a plate locally by
custom order, or Ken Brock Mfg. of
Stanton, CA has them available for
$13.95. The part number is KM 01068-
SAE2. Be sure to carefully study page G-
160 of the Glasair Instruction Manuals.

While using wood propellers, various
factors, especially temperature and
humidity changes, will cause loosening of
the propeller bolts. As an example, here
in the Pacific Northwest our prevailing
weather can be categorized as damp or
moist. When we make a cross country trip
to a dry climate such as California or
Arizona, in just a matter of a few days
the prop bolts will loosen due to prop
shrinkage. On a return trip from northern
California, the prop had loosened up
enough to cause the spinner to tear off in
flight and after landing, we found that 3
of the bolts had actually broken!

Once a prop begins to loosen on the
flange, the looseness causes friction, the
friction produces heat which may actually
burn and char the prop and make it looser
yet. At Oshkosh one year we witnessed a
T-18 taxi up to park with smoke coming
out of the spinner. The prop was actually
burning hot enough to produce smoke.
The back surface of the prop was
completely charred, and a few of the prop
bolts had broken. The pilot was shocked
to say the least — and lucky.

The propeller bolts should be checked
for torque approximately every 20 hours,
or more often in times of extreme weather
change. About 20-22 ft. Ibs. is correct. To
aid in the convenience of periodically
checking the torque of the bolts, some
people install AN 365-624 A nuts, instead
of the castle nuts. These are commonly
referred to as "elastic stop" nuts, or fric-
tion nuts. The advantage is that when tor-
quing bolts, the process of removing the
Glasair top cowling and the tedious ex-
tracting of cotter pins is eliminated (not to
mention installing new cotter pins). With
friction nuts the spinner is removed, and a
wrench is simply placed on both the nut
and the bolt head. There is usually no
need to remove the top cowling. The only
caution concerning these friction nuts is
that they should be replaced after 4 or 5
uses (by "uses" we mean each time they
are completely removed and installed).

The choice of which kind of nut to use
is left to the builder, as some people prefer
to use castle nuts and cotter pins.

Glass Plate

On many occasions the Instruction
Manuals call for the use of multiple-layer
laminates in the cured state to be used as
foundations for various lay-ups. Instead of a
flat waxed aluminum sheet, try using a large,
thick piece of window glass. Such a piece
can sometimes be found for a nominal cost at
glass and frame stores. Thick glass is
extremely true and flat, and it cleans very
easily. One builder in our area has a huge 75
Ib. chunk of glass that has become a per-
manent fixture on his work bench.

Sliding Canopy

The faster the airplane is going, the
harder the sliding canopy window sucks into
place. In the event of an in-flight emergen-
cy, this would make the canopy very dif-
ficult to open. We think it is important to
have a substantial handle to grab onto and
pull. This applies mainly to those wearing
parachutes for aerobatics or initial test
flights. Also, it can apply to those interested
in aerial photography through an open
canopy, as the difficulty of opening the
canopy without a large handle even at quite
low airspeeds has recently been
demonstrated.

Mixing Bowls

The bottoms of two-liter plastic pop bot-
tles make great resin mixing bowls. Cut
them off at the bottom of the label. The re-
maining top is a good, large funnel.

Saw Blades

Fine grit tungsten carbide saber saw
blades are stiff, cut fast, last nearly forever,
and best of all, it has been reported that
they don't chip gelcoat.

Cutting Tool

Use Norton A 60 - OB NA 2 cutoff disk,
21/2" diameter by 1/64" thick. Use this for
cutting fiberglass, especially for blind cuts
like the wheel well cutouts on the RG or
aileron counterweight cutouts. Chuck the
disk in a 1/4” or 3/8" drill motor.

Polishing Gelcoat

One of the builders recently reported
using the complete "micro mesh" procedure
for buffing and polishing gelcoat. Micro
Mesh is an excellent product usually
associated with removing small scratches and
buffing out plexiglass windshields and
canopies. For gelcoat, the Glasair builder
thinned the "Micro-Gloss" with water to a
medium soup consistency, spread the mixture
on the surface to be polished, then used a
slow speed on the buffing wheel. After the
"Micro-Gloss" was nearly buffed dry, a
high speed was used. The finish was super.



Fire Protection Materials:
New Product Available

In an effort to authoritatively recommend
a suitable fire retardant material for applica-
tion to the Glasair nose wheelwell, as well as
other high heat exposure areas, we have
recently completed flame testing of a few of
the available products. The materials tested
were:

1. Quickie Aircraft "Liquid Firewall"

2. FiberFrax and Aluminum

(Standard Glasair)

3. General Electric RTV 88

4. General Electric RTV 60

5. Cotronix 108 Ceramic Adhesive

A series of composite panels simulating
the actual Glasair wheelwell were tested to
the point of burn-through. An acetylene
torch provided the heat, with intensity ex-
ceeding any in-flight fire potential.

All products handled well, with one ex-
ception. "Liquid Firewall" from Quickie
Aircraft, after multiple attempts, failed to
reach a cured state. Due to this fact, actual
flame penetration tests were impossible with
the Quickie material. (Perhaps we received
defective samples.)

Cotronix 108 ceramic adhesive performed
well in application and flame resistance as
did G.E. RTV 60. The combination of
Aluminum and FiberFrax exceeded the flame
resistant qualities of both the Cotronix and
the RTV 60 materials. The only problem
with aluminum and FiberFrax is the loss of
insulation around the rivet points.

General Electric RTV 88 exhibited fire
protection qualities surpassing all others
tested. It is an excellent sealer for wires,
rivets, and any exposed composites.

Based on the results from our flame tests,
we recommend that RTV 88 be used to
fireproof the nose gear wheel well. The
FiberFrax and Aluminum would be a very
difficult installation and would not be as
effective.

On the firewall, all rivets and holes should
be generously coated with the RTV material.

Follow-up

Engine

As a follow-up to recent newsletters, here
is some more information on the Lycoming
0-320 H series engines. The 0-320 H was
designed in the mid 1970's to be a low cost
version of the 0-320 series that had per-
formed so superbly in the Cessna 172
Skyhawk since 1968, The engine has many
distinguishing features including an integral
accessory section crankcase, front mounted
fuel pump, external oil pump, and a com-
pression ratio of 9:1, Unfortunately it also is
equipped with a valve train featuring some
off-the-shelf automotive parts.
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Remember, when routing plumbing such
as hoses, wires, etc. through the firewall,
that you want as few holes as possible. All
holes should be generously sealed with the
RTV 88 material.

The 1 pound kit price is $43.95 F.O.B.
Arlington.

Engine Mount

One Glasair builder recently ruined his
engine mount. A few months after having
the mount nickel plated at a plating shop,
he noticed corrosion in several places, only
to discover the corrosion was from the in-
side out. Further investigation revealed the
cleaning solution got into the tubes, re-
mained trapped there and eventually ate
right through. The damage was extensive so
he was forced to scrap the mount. There is
no need to soak a new engine

The new engine was introduced in the
1977 model Skyhawk with great anticipation
and fanfare. But almost immediately, valve
train problems began cropping up. Chief
among them was the slow disintegration of
the surface of the valve tappets (or lifters)
where they rubbed against the camshaft.

This extreme wear caused the scattering of
metal particles into the oil system, which
ruined the engine in a short time. Despite
attempts by Lycoming to find a cure by
changing the design of the tappets, camshaft
and rocker arm studs, no solution was
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mount in a cleaning solution. The black
paint applied to our mounts is a durable
finish. If someone really desires to put on a
different finish, care must be taken to keep
the inside of the mount dry.

There are small vent holes in the mount
to allow hot gases to escape while welding.
They are located in the far comers of the
mount, where the firewall bolt comes
through.

Fuselage Seaming

Use strips cut from the flap/aileron
shearweb or other pre-cured bidirectional
laminates, to cleco the fuselage together for
initial fit. The strips are springy enough to
hold the belly section in place so it doesn't
fall inward. Lay up single layers on the in-
side between the strips, remove the strips
and complete the seam laminates as in the
plans.

realized. In late 1980 Cessna finally aban-
doned the H engine and went back to the
old style 0-320, For the past 15 years this in-
famous powerplant has been the subject of
many lawsuits.

Although the 0-320 H series engines will
fit the Glasair's engine mount, we strongly
recommend against its use because of all the
evidence against its reliability, and because
of its fuel system incompatibility with any
low-wing aircraft. Although used ones can
be found for extremely cheap prices, we feel
the old saving holds true: "If the deal seems
too good to be true, maybe it really is."



Governors

.As part of our effort to supply as many
parts to the builders as possible. Stoddard-
Hamilton and Woodward Governor have
reached an agreement on supplying factory
new governors at a reduced cost for all
Glasair builders. EXAMPLE:

Regular Price Builder Cost
B210681 $560.00 5500.00

For builders that don't require the exact-
ing standards of factory new condition, we
can also offer FAA certified overhauled
governors. EXAMPLE:

Builder Cost
B210681 $300.00
This is the governor we are currently
using on the prototype Glasair RG. It mates
well with the Hartzell prop sold through us.
It is now available for order.

Glasair Picnic

Plans are now set for the first annual
Glasair Fly-in Picnic. The dates are Satur-
day and Sunday, August 18 & 19. Early
arrivals, beginning at noon Friday, are
welcome.

We have a limited amount of hangar
space, and lots of tic down space. Bring
your tent if you prefer to camp on our lawn
(we have clean bathrooms and a shower) or
we will make arrangements for your stay in
a nice motel located 1 mile west of the field.

The cost is only $35.00 per person which

includes:

Name

Total number in party
Do you need motel reservations?

Will you be camping?
How will you arrive?

‘Which nights will you stay?

mail to:

New Phone Service

As part of our commitment ro con-
tinually expand and improve service, We
have added a toll free phone line for the
use of all builders! This is intended to he
a builder's "Hot Line," to be used only
for questions relating to the construction
of your Glasair. This will enable us to
direct immediate attention to your ques-
tion or problem. When calling, simply
state your name, serial number, and
nature of inquiry. All orders for parts,
materials, sales calls, or other business
must be handled through our regular
business lines.

The hours to use this new line are from
8:00 AM to 4:00 PM Monday through
Friday.

Here is how to call: If you live in the
continental U.S., call 1-800-547-17S4.
When you hear the dial tone, dial 828879.
If you live in Alaska or Hawaii, call

—A Saturday night barbeque here at our
facilities with all the trimmings. —Sunday
brunch in the waterfront town of
Anacortes, gateway to the beautiful San
Juan Islands. We will fly to this restaurant
or drive if you come by car. —Free use of
a loaner car if you wish to
do some sightseeing. In addition, we are
planning to have an acrobatic show which
will leave you dazzled. Flying
demonstrations, special awards and prizes
for all, open house, and lots of fun to keep
you entertained for the entire weekend.

G Yes
G Yes G No
Glasair G
Private plane G
Airlines G
Auto G
FriD Sat.C Sun.G

1-800-645-5557. When you hear the dial
tone, dial 828879. If you live in
Washington state, call 1-800-221-2106.
When you hear the dial tone, dial 82S879.

Classified Ads

For Sale: Old style TD exhaust system
$220.00. Contact Chuck Mason.'(301)
421-9524.

For Sale: Avenger Loran C By Morrow.
Works very well. $1000.00 or best offer,
Contact Dean Fahl, (916) 675-2741.

For Sale: Lycomtng 0-320 E2D. !300 hrs.
since factory new. No damage. Complete
firewall forward except prop. New mags and
harness. Contact Dean Fahl. (916) 675-2741.

It is even rumored that Leo Garre of Canby,
Oregon is going to fly in with his Turbo-
Glasair plugged full of sweet corn from his
farm for our barbeque (you won't want to
miss his paint job either).

We are still in the planning stage and will
inform you of the complete list of activities
in our next newsletter. We need to get an
idea of how many people to expect so please
return the coupon promptly. We will bill
you in June and give you flying/driving
directions. We hope to see everyone here —
it's guaranteed to be a fun time!
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