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SPIN TESTING THE GLASAIR RG—N84AG 
by 3ob Herendeen 

Earlier this year I was asked by Bob Gavinsky, 
Vice President of Engineering at Stoddard-Hamilton 
Ai rc ra f t ,  i f  I  would  be  in te res t ed  in  f ly ing  th e  
Glasair  RG aerobacic model  dur ing the f i rst  3  days 
o f  the  Ai r  Show a t  Oshk osh  th i s  y ea r .  I t  seemed  
that  Bud Granley 's  schedule would not  permit  his  
be ing  there  those  days  to  demonst ra te  the  a i rc ra f t  
a s  h e  do es  so  e f f ec t iv e ly .  I  have  a lways  ad mired  
the Glasair and the people behind it and have seen its 
performance qualities demonstrated several 
times. Last year at Oshkosh I had the privilege of 
flying the aerobatic version with Bud Granley and 
was impressed with the quietness and smoothness at 
all speeds and the ease of handling and landing. So 
my answer to Bob's question was, of course 1 would. 

After reading the report of spinning the 
Glasair by Bob in the Glasair News, 4th Quarter 
1985, I was a bit apprehensive about how the 
airplane would perform during maneuvering at low 
speeds and stalling speeds including normal spins, 
so I had a rather cautious attitude and approach 
toward flying the airplane acrobatically to air show 
performance standards. The airplane to be flown 
would be the aerobatic version, H84AG, with 180 hp. 

Lycoming and  constant speed prop,   inverted fuel  and 
oil systems,   larger  rudder,   and  larger ailerons. 

My wife, Jaqueline, and I arrived at Seattle-
Tacoma International Airport late in the evening of 
June 16th, picked up our rental car and drove to 
Smokey Point Motor Hotel, a mere two miles from the 
Arlington, Washington Airport and Stoddard-Hamilton. 
We were amazed at how light the western sky was 
through breaks in the clouds, even at 10:00 pm, at 
this tine of year due to the northern latitude. 

The next morning, I met Bob Gavinsky at the 
factory, was shown around the facilities and 
properly introduced. Upon my request, I was given 
engineering manuals and an Owners Operating Manual 
so that I could familiarize myself with the airplane 
and its systems. 

Later I made a preflight inspection using the 
Owners Manual for reference. After finishing my 
walk-around. Bob and I went around again and he 
explained some of the most important things to 
inspect on the preflight. 

Third  Annual  Glasair Picnic  held 
at  our facility  in    Arlington, 
Washington. 



The airplane was fueled and Bob, the instructor 
pilot, climbed into the right seat and I sat in the 
left. I was privileged to fly with Bob because of 
his experience in flying aerobatics in the Glasair— 
experience which I did not have as yet, and was 
anxious to learn. 

We took off and climbed to a sufficiently high 
and safe altitude of 6000-8000 feet to practice. He 
demonstrated loops, hammerheads, slow rolls, etc. 
first, then let me fly the airplane through the same 
maneuvers plus a few others, and some stalls. On 
the hammerheads, I had trouble establishing and 
holding a vertical up line because of the difference 
of the visual reference on a curved top surface of 
the low wing compared to the two wings that I an 
more familiar with on my Pitts S-1S, and because of 
the tremendous amount of right rudder needed to 
correct for torque as the speed slows down. I would 
need more practice on those! But I guess Bob 
thought that I could handle the airplane OK so we 
headed back for a landing. I was as apprehensive 
about making a good landing as I was about doing 
aerobatics in this machine because when I flew it 
with Bud Granley, 1 did not make the best landing 
possible! To my surprise, it touched down smoothly, 
though, and I guess it impressed Bob so much he said 
I should make the next flight solo. 

On my first flight, I merely began getting 
acquainted with the airplane and getting accustomed 
to the feel of the control pressures during all the 
basic acrobatic maneuvers (but no snap rolls or 
spins). 

In general, N84AG seemed quite docile in the 
stalling series. The departure stalls were done 
clean using full power with banks of 30-45°. As the 
stall occurred with a generous amount of warning, I 
found that by simply rolling wings level and 
lowering the nose to the horizon, leaving power full 
on, recovery was quickly accomplished. If the stick 
was held to induce a deep stall in a right bank, the 
nose was lowered below the horizon and as ouch as 
250' of altitude was lost during recovery. However, 
at low speeds (60-70 mph) with power off, not 
stalled, it loses altitude quite rapidly (up to 1500 
ft./min.). If a power-on departure stall occurred, 
and the pilot recognizes the stall, recovery should 
be no problem. If the engine fails on a low 
airspeed, nose high, steeply banked departure, the 
pilot would need to lower the nose immediately to 
retain flying speed while leveling the wings and 
steering toward the clearest area. (Back to 
basics!) To induce a spin under these conditions 
one would have to unconsciously hold control forces 
to cause it. One's actions during a stressful state 
of mind can be erratic to the point of unknowingly 
holding pressures on, the controls, however. If 
corrective action is taken to prevent stall and 
rotation, the airplane will not spin. 

On my next flight, I decided to explore the 
handling of the airplane during spin entries and 
recoveries, starting first with just one turn spins 
and working up to four turns. I discovered that 
initiating the entry with a 20-30° nose up attitude, 
power off, and full stall, worked best for a good 
entry. As the stall occurs, push in full rudder to 
start rotation. The airplane is hesitant to spin, 
so the stick must be held fully back and absolutely 
full rudder applied, or it will not enter the spin. 
If any back stick is released, the most it will do 
is start into a spiral. Like-all other airplanes I 
have flown, one must deliberately hold elevator and 
rudder or it will not spin. 

The airplane started into the spin to the left 

with difficulty but by holding full travel controls, it 
would eventually start rotating, but always with an 
oscillating rotation, that is, it would speed up for 
almost a full turn, then the nose would come up' a 
bit and rotation slow, then the nose would lower 
again and speed up. Recovery was normal in less 
than 3/4 of a turn with the use of full opposite 
rudder and releasing back pressure. 

Spin entries to the right were easier, but the 
airplane seemed to more or less roll into the spin 
as the nose dropped through the first 1/4 to 1/ 2  
turn. Again by holding full pro-spin controls, it 
would enter a nose-lower and faster rotating spin 
than to the left. Recovery was effected in about 2 
turns with full opposite rudder and releasing back 
pressure. The rudder seemed to have very little 
effect at start of recovery. 

After a few more one, two, and three turn 
spins, I was confident in trying four turns. No 
problem on recovering from left spins, but a right 
spin was something else. After four turns when I 
initiated normal recovery, nothing happened! It 
just kept on spinning at the same rate through 1-1/2 
turns, so I used a little forward pressure on the 
stick. The nose lowered and rotation sped up for 
about another turn! I then added full right aileron 
(in-spin aileron). This forced the nose down 
further and a slight rolling into the spin while the 
rotation slowed and then stopped. That was about 
enough of that for this flight! I proceeded to 
practice other maneuvers which I would be using to 
link together for an air show sequence. 

After returning to the airport I began to 
investigate why the rudder was more effective to the 
right than to the left for spin recoveries and 
discovered that the travel to the right was 
considerably more than to the left. It was 
apparently set up this way so that the engine and 
propeller torque could be controlled more 
effectively on take-off and low speeds with high 
power. Further investigation revealed some slack in 
the control system that prevented the rudder surface 
from moving its full travel when in-flight air 
pressure was working against it, 

Ted Setzer, President of Stoddard-Hamilton, 
decided to investigate the slack in the system and I 
offered to help. We spent the afternoon and next 
morning discovering and correcting the problem (Ted 
doing most of the work). He discovered that the 
rudder pedal assembly center support bracket had 
begun to flex and work into the top of the 
fiberglass nose gear wheelwell where it is mounted. 
For the fix he (1) added two fiberglass ribs on the 
underside top of the nose wheelwell, (2) added a 
center support mounting bracket with a larger area 
and extending especially further aft and curved to 
fit the nose wheelwell, and (3) added two braces 
extending from the firewall rib to the rudder pedal 
center support bracket to form more or less a 
triangular structure. (So much for my non-engineer 
report of the fix). This stiffened the area and 
assembly so as to prevent any slack between full 
rudder pedal movement and surface travel. It made 
our efforts more than worthwhile. It now has as 
much positive rudder travel as possible with this 
system. One must remember that an airplane used for 
aerobatics gets much harder use than in normal 
flying (particularly the factory air show plane), so 
a problem like this may not occur under normal 
conditions. I was happy to have it corrected on 
N84AG and felt more confident about doing spins in 
the airplane although rudder travel is still less to 
the left than to the right. I understand that this 
will be changed in the later models. 



On subsequent flights while experimenting with 
spins the rudder was definitely more effective. The 
spins were done with the gear and flaps up, 1/4 to 
1/2 fuel in the main tank, header tank full, one 
pilot and parachute, no baggage, and power off- On 
future flights I may have the opportunity to spin 
with. other configurations of gear and flaps. On the 
average the following results were observed: 

LEFT SPINS: 

# of Turns     Spins Plus Recovery 
Three   Required1/2 turn and 1500 ft. 
alt. four    Required 1/2 turn and 1850 
ft, alt. six     Required 1/2 turn and 
2700 ft. alt. 

Some of the left turn spins stopped in 1/4 turn. 

RIGHT SPINS 

# of Turns Spins Plus Recovery 
Three Required  1-3/4 turns and  2200 ft. alt. 
Four Required 1-3/4  turns  and 2400ft.   alt. 
Six Required 2 turns and 3000 ft. alt. 

On left spins, in-spin aileron did not seem to 
help recovery because it stopped so quickly anyway. 
On rignt spins, aileron did help recovery, with 1-
1/2 turns required to stop rotation. The quickest 
recovery on right spins was to put in full left 
rudder followed by moving the stick quickly to a 
sliightly forward pressure (one negative G) then 
release the forward pressure as rotation slows. 
This method required 1-1/8 turns to scop rotation. 

WARNING: If a moderate forward pressure is used 
during recovery and held there, the nose will lower 
and accelerate rotation, requiring several more 
turns and much greater loss of altitude for 
recovery, or it may not recover at all unless pro-
spin controls are re-applied and then a proper 
recovery method executed! 

You can see that if you were doing a spin 
recovery such as this at low altitude you could just 
"push" the spin right into the ground. (Read Eric 
Muller's book "Flight Unlimited". Eric also 
advocates using in-spin aileron for recovery; and 
NASA's spin expert, James Patton, reports that "in-
spin aileron seems to aid recovery" in most General 
Aviation Aircraft he has tested.) Remember to 
neutralize aileron as rotation stops or the airplane 
will continue to roll toward in-spin direction as 
speed increases and will aggravate recovery. 

While I was doing these spins and experimenting 
with recoveries, Jacque, who was using a hand-held 
radio to record my results, suggested that I try the 
Gene Seggs Spin Recovery method—that is, power off, 
apply full opposite rudder, and let go of the stick 
until rotation stops. I did this, and it resulted 
in perfectly normal recoveries requiring 1/4 to 1/2 
turn to stop left spins and 1-1/2 to 2 turns to stop 
right spins! The elevator and ailerons will seek 
their "unloaded" positions when the stick is 
released. When rotation stops, take hold of the 
stick and pull out of the dive, adding desired power 
for level flight or the next maneuver. 

I hope readers of this report will realize that 
if in a spin and confused, if you just pull the 
power off, look forward over the nose to determine 
direction of the spin, then apply full opposite 
rudder and let go of the stick the spin will stop. 
As rotation stops, neutralize the rudder and take 
hold of the stick for pulling out of the dive. It's 
incredibly easy and works on most standard 
airplanes! It worked fine for me in the Glasair RG. 

I checked airspeed indications after the spins 
stabilized and found the speed to vary from 55 - 65 
mph in the oscillating left spins and 65 - 67 mph in 
the right spins. 

After the spin experiments, Bob Gavinsky asked 
to fly with me again so that I could demonstrate Co 
him my entry and recovery methods. We also wanted 
to determine if there would be any different results 
with two people in the airplane. To our delight, 
the spins and recoveries were the same as when solo, 
including the hands-off-stick method. We all have 
more confidence now in the handling of the airplane 
during spins. 

I would advise, although the Glasairs are 
placarded against intentional spins, that you get 
some spin training with a qualified instructor in an 
aircraft like the Pitts if you have not already done 
so. It will build your confidence and prepare you 
for intentionally spinning any aircraft not 
placarded against spins or for recovering from an 
inadvertent spin. 

NOTE; Stoddard-Hamilton Aircraft, Inc. thanks Bob 
and Jaeque Herendeen for their professional approach 
to the spin testing of our Glasair RG N84AG last 
month, 

For those builders who may not know of Bob 
Herendeen, here is a brief introduction: 

Bob has over 42 years of aviation experience, 
soloing at age 16 in a Piper J-5. He flew F-51 
Mustangs in Korea and later Sabre jets in the United 
States and Europe. He began serious aerobatic 
flying in 1965 in a modified Pitts S-l and won 3rd 
place in the U.S. Aerobatic Championships in his 
first year of competition. This won him a place on 
the U.S. Aerobatic Team which competed in the World 
Aerobatic Contest in Moscow in 1966 in which he 
placed 25th among (A contestants. (This being only 
his 2nd competitive contest!) After the World 
Competition he returned to become the U.S. National 
Aerobatic Champion. 

Since that time he has flown in two other World 
Contests, each time gaining the highest number of 
points for the U.S. Team and individually earning 
the Bronze Medal in 1968 in East Germany and the 
Silver Medal in 1970 in England, leading the Team to 
victory in the World Team Champions. Bob came home 
in 1968 with the distinction of being the first 
American to place in the top three at a world 
aerobatic event. He achieved the title of U.S. 
National Aerobatic Champion for the 2nd time in '69. 

Besides competing in national and world 
contests and flying in aerobatic shows he was a TWA 
pilot for 30 years. He was flying as captain on a 
Lockheed L-1011 when he retired last August. 

Bob flies a fantastic Pitts airshow act which 
features an exciting series of inverted flat spins. 
(He averages from 25 to 30 turns!) 

Although the results of this series of spin 
tests were favorable, Stoddard- Hamilton Aircraft, 
Inc. will continue to placard all Glasair models 
from intentional spins. We do this in the interest 
of safety, since each Glasair is a custom built 
which makes it unique and different from the factor; 
model tested. There are many variable* which oar 
affect the spin characteristics such, as: fuel 
capacity and placement, stall strip location, 



Incidence angles of the wing and horizontal 
stabilizer, center of gravity and many other 
variables which are all builder influenced. (In 
particular, the ailerons on the factory model are 
different than the standard recommended Glasair 
design.) We simply cannot guarantee that each 
Glasair's spin behavior will be the sane as ours 
tested. 

Our tests were conducted to find out if the 
Glasair exhibits any undesirable s p i n  
characteristics. Mating the concern which has been 
expressed by Glasair builders since the Newsletter 
#19 article on spins by Bob Gavinsky, we want to 
give attention to Mr. Herendeen's comments that 
the Glasair is hesitant to spin, and he had to hold 
the stick fully back and have absolutely full rudder 
or our Glasair would not enter a spin but would 
start into a spiral. 

Stoddard-Hamilton's Vice President of 
Engineering, Bob Gavinsky, comments that the mistake 
he was making during spin recovery in his series of 
spins (reference Glasair Newsletter #19; 4th 
quarter, 1985) was in adding too much forward stick 
rather than neutral stick. After his subsequent 
flight with Bob Herendeen, Bob agrees that simply 
letting 30 of the stick and applying full opposite 
rudder is a very effective method of spin recovery. 

The left rudder travel on all Glasair models 
has been set at 18 degrees in order to keep the gap 
between the rudder and vertical fin to a minimum. 
Based on the results of this series of spin tests, 
Stoddard-Hamilton Aircraft, Inc. will be publishing 
a revision which includes instructions for 
eliminating rudder control windup losses and 
instructions for obtaining more left rudder travel. 
This latter change will increase the drag somewhat 
by widening the rudder gap; however, we feel that 
quicker recovery in spins to the right is a more 
important issue that the drag increase. 

FIRST FLIGHTS 

Since  the  l a s t  newsle t t e r ,  the  f a l l owing  
builders have notified us of first flights in their 
Glasairs: Ken Ashbv of Sandy, Utah, Bob Steil o£ 
Picayune, Mississippi, Ed Covlngton of Old Church, 
Virginia, Tony Winters of Bellevue, Washington, 
Garv Hornbeck of St. Charles, Missouri, Ross Hoium 
of Minneapolis, Minnesota, Dr. R.A. Swiezv of Jensen 
Beach,  Florida,  Steve Chester  of  Ames,  IL,  and 
Dave Werner of Littleton, Colorado have flown their 
RGs. Hugh Barber of Anchorage, AK, Jim Karr of 
Glendale, Arizona, George Greenleaf of Great Falls, 
Virgina, and Phil Stevens of Didsbury, Alberta have 
flown their TDs. Sheril Helton of Newport News, VA 
has flown his FT. 

BUILDER HINTS 

We have not previously attached names to the 
builder  hints  because in the past  we have received 
reques t s  fo r  anonymi ty  so  tha t  a  bu i lder  can  f in i sh  
his project without being bombarded with phone 
calls. Recently we have received complaints that 
builders don't get the recognition they deserve. 

Here is the simple solution: If you want your 
name included in the Newsletter with your hint, 
story, or suggestion, go ahead and specifically tell 
us to include it. You may even want to include your 
address, phone number, height, weight, sex, and 
favorite beer! We'll print it all. 

If you do not want your name included with your 
builder tip, then specifically say so or you may 
find yourself a famous and popular person overnight, 

Bleeding  Brakes 

Some builders have reported difficulty bleeding 
the brake system on the Glasair RG because the 
master cylinders are inverted from their normal 
positions. Normally, air is bled from aircraft 
brake systems by pumping brake fluid (and air) up to 
the reservoir from the bleeder fitting on the brake 
caliper. For the Glasair RG, we have been more 
successful bleeding the brakes like an automotive 
system: attach a clear plastic hose (so you can see 
the air bubbles) to the brake bleeder fitting and 
insert the open end of the hose into a container of 
the brake fluid so that air can't enter the system 
through the hose; have an assistant pump the brakes 
and then hold pressure on them while you open and 
then close the bleeder valve. Repeat this as 
necessary until clear fluid without bubbles cooes 
out the valve. Make sure to maintain an adequate 
fluid level in the reservoir during these procedures 
to keep from introducing air into the system. 

One builder recommends disconnecting the brake 
calipers from the half forks and turning them so the 
bleeder fittings are oriented upwards when bleeding 
the brakes on the RG. This position facilitates the 
elimination of air bubbles from the caliper itself. 
If you use this method, reassemble the calipers and 
place a spacer the same thickness as the brake disc 
between the brake pucks to prevent the brake pistons 
from coming out of the calipers when you pump the 
brakes, 

Also concerning the brakes: Another builder 
reported that on a couple of occasions during taxi 
testing one of his brakes went completely soft. The 
brakes can easily become overheated and it is quite 
possible for the brake fluid to become hot enough to 
boil and cause the brakes to go soft. Keep this in 
mind during taxi testing or even during a long back 
taxi at a big airfield. This can occur much easier 
in an FT or TD because the brakes are enclosed by 
the wheel pants. 

Safety Tip; 

When was the last time you checked your brake pads 
for wear? Do you keep an extra set handy for 
replacement? 

Fitting Cowlings 

Rather than using tape to hold the cowling 
while fitting, one builder suggests cutting 4" 
lengths of 1/2" X 1/2" aluminum angle and pop 
riveting them to the firewall. The cowling can then 
be clecoed to the angles. This is easier and more 
accurate than taping and untaping the cowling 
everytime an adjustment is made during the cowling 
fabrication. 

Sliding Canopies 

The sliding canopy hardware is reportedly 
easier to install with the fuselage inverted. This 
allows gravity to help hold the canopy frames in the 
correct position for installation of the hardware. 



Safety Tip: 

Don't forget to install a set of strong handles on 
the inside of your sliding canopies for ease of 
opening in case of an emergency. 

Fuselage Upper Seam 

Some builders have found that the upper 
fuselage seam is much easier to laminate with the 
fuselage inverted. The technique that has been used 
is to first apply short laminates at intervals to 
hold the fuselage shells  in their  correct 
relationship to each other. After letting these 
laminates cure completely, the fuselage is then 
inverted and the seam laminates applied, as 
described in the Instruction Manuals. With the 
fuselage inverted, gravity helps keep the fiberglass 
strips in place during saturation, the laminates are 
easier to see, and the builder does not have to 
contend with dripping resin. The laminates in the 
leading edge of the vertical fin are especially 
simplified by this procedure. 

Retractable Gear Annunciator  Lights 

If you have difficulty seeing the Glasair RG 
warning and lock lights on a bright day, try 
replacing the standard colored lenses with red and 
green plastic transparencies of the type made for 
overhead projectors. If this makes the lights too 
bright for night use, install a dimmer rheostat in 
series with the lamps. 

Safety Tip: 

There is no such thing as an inconsequential "minor" 
fuel leak. If you have detected a leak, drain your 
tank, dry it out, vent it with a small flow of 
compressed air, and fix it! 

NOTE: Gasoline fumes inhibit the curing of resin, 
as does the stirene gas given OL£ when the resin 
cures. 

Lycoming Flyer, for example, contained articles 
titled, "Engine Test After Overhaul with Engine 
Installed in Aircraft," "Engine Conversion and 
Nameplate Policy," as well as an article discussing 
the false economy of repairing engine crankcases by 
welding, and a list of recently published Lycoming 
Service Bulletins, Service Letters, and Service 
Instructions, If you want your name placed on the 
mailing list for the Avco Lycoming Flyer, contact: 

AvcoLycoming/Subsidiaryof   Textron,   Inc. 
652 Oliver Street Williamsport, PA 17701 (717) 
323-6181 

Safety Tip; When was the last time you checked the 
torque on the bolts securing your wooden propeller? 
Check the torque periodically, especially if you are 
experiencing a dry spell. 

Trim Stripes 

Rather than painting trim stripes and "N" 
numbers on the new Glasair III, we used vinyl 
thermal setting striping tape and custom made self-
adhesive vinyl numbers. These materials allowed the 
application of the complete trim scheme in much less 
time than would have been necessary with painting. 
Especially for multi-color trim schemes, where each 
individual color must be separately laid out and 
masked and time allowed for paint curing between 
each step, it is obvious that the time saved can be 
considerable. For the 12" "N" numbers required on 
the Glasair III, we had a sign shop make up a set of pre-
spaced, self-adhesive vinyl numbers which saved us a 
lot of time. 

When we started applying the self-adhesive trim 
materials, however, we found it very difficult to 
avoid trapping air bubbles underneath. Once the 
trim started to adhere, these bubbles were nearly 
impossible to remove. The results were less than 
satisfactory. After a little research, we found a 
description of the proper technique (and lots of 
other helpful tips) in Tony Bingelis' column, "The 
Sportplane Builder," in the February, 1986 Sport 
Aviation. 

  

More on Taildragger Toe-In/Qut 

One builder reports that, to adjust his toe-in, he 
picked up the airplane's tail, rolled the airplane 
forward, and noted whether the wheels and gear 
struts tended to splay outwards or inwards. He 
adjusted the toe-in to the point that the wheels 
track absolutely straight when the tail is picked up 
and the airplane is rolled forward. With the toe-in 
adjusted in this manner, the airplane handles well 
on take-off and landing and the tires seem to 
achieve their maximum life. 

Avco Lycoming; Flyer 

In Newsletter No. 20, we recommended several 
publications that might be of interest to Glasair  
builders. Another interesting publication is a 
newsletter called the "Avco Lycoming Flyer" which is 
published periodically by the manufacturers of 
Lycoming engines. The "Flyer" contains information 
on the fine points of engine operation, maintenance, 
and overhaul; statements of Lycoming policy; and 
articles of general interest to operators of 
Lycoming engines. The most recent issue of the Avco 

As described in Tony's article, the only way to 
successfully apply the wider trim stripes and 
numerals is to use the "wet application" method. 
For this method, first use a soap and water solution 
to thoroughly wet the area where you will be 
applying the trim. Also wet the sticky side of the 
trim material. The soapy water allows you to shift 
the positions of the trim pieces slightly until the 
perfect alignment is achieved (use light pencil 
marks as references for alignment). Lay out spacing 
of st r ipes with masking tape f irst .  After  
completion remove masking tape. More soap solution 
is then sprayed over the outside surface of the trim 
and a squeegee is used to adhere the trim firmly to 
the aircraft 's surface and to force the water 
solution out from underneath the trim. This method 
results in a smooth application with a minimum of 
bubbles. Any remaining bubbles can be lanced with 
the point of an exacto knife or a needle and then 
squeegeed flat. Contrary to what you might expect, 
the soapy water has no adverse affect on the 
adhesion of the trim. 

The trim  stripe manufacturer  recommends 
"curing" the material in the sun for 3 hours before 



washing or waxing the airplane. We couldn't resist 
the urge to take the airplane up for a flight, 
however, to show off the new colors. Even at speeds 
approaching 300 mph, there has been no tendency for 
the tape to peel. 

Any major population center should have a sign 
shop that can supply the custom made, pre-spaced, 
stick-on registration numbers in any size and a 
variety of different letter styles (fonts). Look in 
the Yellow Pages under "_Signs". We used "Gal-
Stripes^ striping tape manufactured by: 

ASLON 
Decora t ive  Products  Div is ion 
Santa Ana,   CA 92704 

The striping tape is available at any autobody 
supply shop and comes in a wide variety of colors 
and color combinations. 

Safety Tip; 

Keep the nicks and rock dents dressed out properly 
on your metal prop blades. See the Service 
Instruction section on your propeller owner's manual 
for proper repair procedures. 

  

From Ted Setzer, President of Stoddard- 
Hamilton Aircraft.  Inc. 

Newsletter Improvements 

We have received a number of recent suggestions 
in regard to the Glasair newsletter and are making 
changes to improve it for you. When comparing the 
Glasair News to other homebuilt newsletters, 
builders have expressed that they would rather trade 
"frills" such as paper quality and typesetting for 
content. As you have already noticed, these are 
changes we have made starting with this 3rd quarter, 
1966 issue. 

Comparing the content of our newsletter to 
other publications, we noticed that some of the 
other  homebui l t  newsle t te rs  conta in  the  
manufacturers or designers revisions, addendums, and 
service bulletins which naturally make them full of 
much more information. 

From the start, Stoddard-Hamilton Aircraft, 
Inc. has mailed its advisory publications containing 
the addenda, revisions, and service bulletins 
separately since they are essential, often safety-
related, and published in a format for easier 
reference. It needs to be pointed out, therefore, 
that the Glasair News is not really an essential 
publication, but rather, is published as a service 
to our builders. We want, nevertheless, to make the 
Glasair News a publication that is very informative 
and useful to you. 

This particular newsletter contains a very good 
article written by Bob Herendeen on spin tests 
conducted in our 180 hp retractable model, N84AG, 
and we would like to feature more articles such as 
this in future newsletters. We want to solicit your 
ideas for worthwhile topics, and I know that many of 
you who are currently flying have done performance 
testing on engine and airframe modifications. We 
would like to feature your tests and results or 
perhaps you have a good maintenance tip or simply a 
fun place to fly and visit to share with fellow 
readers. How about an interesting or humorous 
flying story? 

Familiarization Rides 

Since its inception, Stoddard-Hamilton has 
offered familiarization rides for its builders so 
they may experience the handling qualities o£ the 
Glasair prior to flight testing their own. Over the 
years we have experienced a few problems with 
builders who do not have adequate flight training in 

ta i l  wheel  a i rplanes pr ior  to thei r  TD 
fami l i a r i za t ion  r i de .  I  do  no t  wish  t o  
unnecessarily alarm Glasair TD builders, but the 
incident rate of the Glasair TD indicates that 
you must be adequately prepared for flying this 
model. This stems from the fact that the TD is 
blind over the nose on the ground which is 
intimidating in itself for many pilots. 

We currently can offer familiarization rides in 
the FT and RG models and hope to be able to continue 
to provide this service, although previously we have 
had a problem obtaining liability insurance for such 
a purpose. 

For Glasair TD builders, we are unfortunately 
unable at present to provide familiarization rides 
since we converted our TD prototype to an FT last 
year. The FT model currently outsells the TD model 
by more than a 10:1 ratio, A few TD builders have 
taken the familiarization ride in our FT to get an 
idea of what the Glasair flies like, but it is not 
really an adequate substitute for experiencing the 
ground handling and restricted visibility over the 
nose on the ground in the TD. 

Pilot experience, time, distance, and cost all 
affect whether a builder takes advantage of a 
factory familiarization ride. We feel that a 
familiarization ride is generally more necessary in 
the TD than in the tricycle models. In an effort to 
try to find a source of TD familiarization rides, we 
would like your response to the following: 

(1) How many Glasair TD builders would honestly make 
the effort and spend the money to go somewhere for a 
familiarization ride? 

(2) Are   there any  Glasair TD  owner/pilots  who  would 
be willing to provide familiarization rides in their 
part   of   the   country   with   their   own   personal 
aircraft? 

There are quite a few items to evaluate if you are 
giving consideration to item  number (2): 

(A) Your pilot ability and mastery of your Glasair 
TD. 

(B) Your abi l i ty  to control  the aircraf t  f rom the 
right seat.  



:C)   Hull  insurance. 

Stoddard-Hamilton will provide the dual brake option 
at no charge for these owners if their IDs are not 
already equipped. 

The expenses for an individual (and factory) to 
provide familiarization rides can be quite high 
especially when considering the owner's time, risk, 
and cost of hull insurance. Experimental aircraft, 
however, cannot be legally used "for hire". From 
Stoddard-Hamilton's point of view, if we were able 
to charge for this service, the fee for an average 
familiarization ride would be approximately $100.00, 
which would only cover the costs (based on an 
average flying time of two hours plus ground 
instruction.) 

I would very strongly suggest that if an 
individual Glasair builder provides this service, 
that a minimum "gift" of S150.00 be donated to his 
"family cookie jar" from those who take the rides. 
A generous donation is stressed because if a Glasair 
TD builder or two are found who are willing to 
provide this valuable service, it will be something 
they will do purely out of concern for fellow TD 
builders, rather than self interest, 

Whether you are interested in taking a TD 
familiarization ride or in providing them, please 
respond to our receptionist (Joyce; by 10/30/86, We 
will advise TD builders of the results of this poll. 

Glasair Accidents 

This subject is not an easy one Co address by 
any means. When we pilots hear about any type of 
aircraft involved in a crash, we all naturally want 
Co know who, what, when, where, and why. The 

OSHKOSH REPORT 

The introduction of the new 300 hp. Glasair III 
was certainly the high point of the 1986 EAA 
International Convention for us and, if the 
excitement generated by this airplane is any 
indication, for many other people as well. The 
amazing response to the new airplane suggests that 
it should be very successful. An interesting aspect 
of the new Glasair III is the number of design 
details that were pioneered by builders of the 
original Glasair kit. These include features such, 
as the rear quarter windows, the dorsal fin, the 
larger rudder, and the rudder mounted tail light. 

Our 180 hp Glasair RG was featured in three 
exciting air show performances at Oshkosh '86. Bob 
Herendeen thrilled the crowds on the opening 
weekend, and Bud Granley performed an equally 
exciting act during the week. Both performers 
flawlessly demonstrated the performance 
capabilities, maneuverability, and pure grace of the 
Glasair, and our hats are off to both men for their 
professional abilities. They both flew other acts 
at Oshkosh as well; Bob flies an absolutely 
thrilling Pitts act, and Bud unfortunately was 
forced to fly a Spitfire! Oh well, Bud . . . 
somebody's gotta do it. (He did fantastic—and you 
better believe he enjoyed every minute of it!) 

In all, we counted 28 Glasairs present at 
Oshkosh, although there may have been more that we 
didn't see. Of the Glasairs present, several were 
honored with workmanship awards.  Our  

primary  reason  for  knowledge of  this information  is; 
What happened,   and how  could  it  have  been  avoided. 

We have decided that in the interest of pilot 
safety and education, we will publish reports of 
fatal crashes involving Glasairs. We will keep to a 
very strict format of publishing facts derived from 
any investigating we have done as well as that of 
the N.T.S.B. reports. Since the reasons and facts 
for exactly why an accident occurs are not always 
known, any conjecture will be clearly labeled as 
such. Out of respect for families and friends of 
the owners or occupants involved, we will not 
publish any names. Copies of all N.T.S.B. reports 
are available to the general public. 

The 3rd Annual Glasair Picnic started off to be 
the biggest and best one yet, but tragically, before 
the weekend was over a fatal Glasair accident had 
occurred and another Glasair had run out of fuel and 
ditched in a plowed field. Fortunately, both 
occupants of the fuel starvation accident walked 
away with fairly minor cuts and bruises. 

Based on the witness reports, it appears that 
the fatal accident nay have been the result of a 
departure stall. The N.T.S.B. reports generally 
take three to five months before they become 
available, and we will report the facts of this 
accident when we receive the findings. In the next 
issue of the Glasair News, we will discuss some 
Glasair accidents and flight safety. 

We appreciate your comments and suggestions 
concerning the Glasair News. Please keep them 
coming so we will be able to make continued 
improvements. 

This issue of the Glasair Mews has been sent to 
all Glasair builders since we feel the article on 
spins in the Glasair by Bob Herendeen is an 
important one for all to read. The subscription 
rate for the Glasair News is S12.00 per year, 

Gary and Phyllis Hornbeck have gathered 
together the Missouri Glasair builders and are 
publishing a quarterly newsletter. They wish to 
limit membership to local Glasair builders as much 
as possible. For more information contact Gary or 
Phyllis Hornbeck at (314) 928-7321. 

congratulations to Paul Cloyd of Friendship, 
Wisconsin, who took home the big prize—Grand 
Champion Custom Built Kit—for his beautiful Glasair 
RG. Earlier this year, Paul won the Reserve Grand 
Champion award at Sun'n'Fun and received the 1986 
Wright Memorial award for Glasairs. Congratulations 
also for Workmanship Awards presented to Myron 
Jenkins of Parker, Arizona, who was still a student 
pilot when he finished his Glasair RG; Harry 
Rasmus sen of Puyallup, Washington, whose RG was also 
awarded Grand Champion Homebuilt at this year's 
Sun'n'Fun; and Don Yoakley of Omaha, Nebraska, whose 
160 hp TD is not only beautiful, but fast--he took 
third place in this year's Sun 60 air race at 
Sun'n'Fun. 

The Glasair builder's Banquet held at the 
Pioneer Inn was attended by 190 people--about 50 
more than we originally expected. The speakers at 
the banquet included Bob Herendeen, who gave an 
informative talk about aerobatics and spins, and Dr. 
John Riley, who described his Project Schoolflight 
program at Iowa State University. (We are looking 
for ideas for a guest speaker for next year's 
banquet. Please contact Tom Hamilton if you have 
any suggestions.) 



GLASAIR III MAKES INITIAL FLIGHT 

The new 300_mph Glasair III made a successful 
first flight on July 21, 1986. Other than the usual 
minor bugs to work out during flight tests, the 
airplane performed flawlessly. 

Further flight tests have demonstrated the 
exceptional capabilities of the new airplane. Test 
pilot and Vice President of Engineering, Bob 
Gavinsky, stated, "The plane is simply amazing! It 
has exceeded all of our expectations for performance 
and flight characteristics." 

So far, a top speed of 290 mph at sea level has 
been recorded. This speed was achieved with a rough 
unpainted airframe, no inboard gear doors, and other 
cosmetic clean-ups yet to be completed. At an 
outside air temperature of 75° F. at 8000 ft., a 244 
mph indicated airspeed was achieved, which converts 
to 287 mph true airspeed. True airspeeds at 10,000 
and 12,000 feet are 296 and 294 mph, respectively. 
The airplane has a solo rate of climb close to 4000 
f e e t  p e r  m i n u t e .  I n  a d d i t i o n ,  t h e  s t r e t c h e d  
fuselage and higher wing loading of the new airplane 
have resulted in improved flight stability. On the 
trip back to Oshkosh, the Glasair III cruised at an 
average of 250 aph TAS averaging 10 to 12 gallons 
per hour. 

FIREWALL KITS ON SALE: 

The Glasair Firewall Kits have not sold at the 
levels we anticipated and we now find ourselves 
overstocked with all of the firewall retrofit 
materials. To move our inventory, we are offering 
all Firewall Retrofit Kit Options listed on pages 10 
and 11 of the Spring '86 Options Catalog at a 
303! Discount! Act now as this offer is limited to 
stock on hand and is good to 11/30/86 only. In 
order to further reduce the Firewall Retrofit costs, 
we are cutting the Fiberfrax material and Rohacell 
foam cores into smaller pieces so that they can be 
shipped by UPS, resulting in substantial savings on 
shipping expenses. The Fiberfrax can be spliced at 
installation, using 3tf Fire Barrier Caulk CP-25, 
which expands when exposed to flame preventing the 
penetration of flame through the firewall. One tube 
of the 3M Fire Barrier will now be included in all 
Firewall Retrofit kits for use in splicing the 
Fiberfrax. The 3M Fire Barrier is also excellent 
for use in place of the RTV-88 for sealing firewall 
bolt and hardware pass-throughs and similar areas. We 
have tested other fire barrier caulking compounds and 
found this to be the best one since it has the feature 
of expanding when exposed to flame as opposed to 
the other compounds which all tended to peel away or 
shrink. 

pop rivet holes did not have any noticeable affect on 
the performance of the firewall. We have these pop 
rivets available now. 

Package of  50 

EXHAUST   SYSTEM   
PROBLEMS 

A major  source of  dif f icul ty  with  some bui lders  
has been fitting their exhaust systems. The Glasair 
exhaust systems for a particular engine model were 
designed to fit all three airframe models. The 
consequence of this is that the exhaust systems are 
a tighter fit on some of the airframes; on the 
Glasair RG especially, the exhaust system must clear 
the nose gear hardware as well as fit through the 
tunnel in the cowl scoop. When the EG model was 
first introduced, the forward end of the collector 
was moved slightly to the right  to avoid 
interference with the EG engine mount braces to the 
nose gear. As a result, the exhaust collector does 
not quite line up parallel to the centerline of the 
airplane. Since the exhausts were designed to fit 
all models, this could not be avoided. The already 
tight fit can be aggravated by the inevitable slight 
variations in the welded assemblies due to 
manufacturing tolerances when forming the exhaust 
pipe bends. 

To help the fit of the exhaust system, a cowl 
scoop with an enlarged exhaust collector tunnel has 
been shipped with all kits since about mid 1983, 
The exhaust collector tunnels on the newer cowl 
scoops have an internal diameter of about 5" 
compared to a diameter of about 4" on the old 
scoops. 

We had not realized until recently that the 
exhaust system fit was as big a problem as it now 
appears. We would like to remedy this problem for 
builders who have the smaller cowl scoops and are 
experiencing exhaust fit problems. The 5" diameter 
newer style scoops will be made available to these 
builders for $34,00 (60% off the $85.00 retail 
price). We hope that this reduced price may help to 
cover any inconvenience you may have experienced. 

Builders who are really having difficulty 
fitting their exhaust collector can send the 
collector back to us for re-welding. If you choose 
to do this, please cut and grind the collector to 
prepare it for welding (leaving minimum _ gaps) and 
send instructions (with line-up narks) so that there 
will be no question in our minds about how you want 
it welded. Builders who wish to take advantage of 
this offer will be responsible for the shipping 
charges only. 

  

3M Fire Barrier 
Part No.CP-25 

(Caulking Gun Tube) 
$19.50   

Another  new   development  on  the  improved   1/2"  thick 
fiberfrax firewall retrofit: 

We found that a better method than using safety 
wire to hold the fiberfrax and aluminum in place is 
to use ABL 6-10A pop rivets. These are large, long 
pop rivets and have enough pulling strength to pull 
through the firewall laminates rather than anchor in 
place so they need a different technique for proper 
installation: 

Insert the pop rivet into the hole and squeeze 
the pop rivet tool until firm resistance is felt; 
then stop and clip off the stem with a good pair of 
Dikes or wire cutters.    In our firevall tests,  the 

BUILDER   SUPPORT   CHANGE 

Beginning September 22,  Chr is  Kl ix wi l l  take  
primary responsibili ty for answering builder support 
cal ls .  Chris is  our  Research and Development  shop 
superv i so r ,  he  has  worked  fo r  S toddard-Hami l to n  
s ince the Spr ing of 1984,  and he was the project  
supervisor  for  const ruct ion  of  our  acrobat ic  Glasai r  
RG model,  the Glasair FT, and the Glasair III  
prototype. Besides his expertise with Glasair 
airframe construction, Chris's background as an A & 
P mechanic enables him to answer questions 
concerning engine installation and maintenance. We 
are confident that this change will continue to 
provide 7011 with the same high level of support that 
we have provided in the past. 

Pop Rivets ABL 6-10A $5.00



RETURN POLICY 

With over 100 current Glasair customers, 
certain policies have been instituted in order that 
we can be more efficient to serve you better, 
Stoddard-Hamilton's Return Policy is outlined below. 
Please read it carefully as it may affect any credit 
which say be allowed on a part you -wish to return. 

- All  returns must   be pre authorized   by our  shipping 
department   or   they may   be   returned   to   the 
purchaser. 

- All returned goods are subject co a  15% restocking 
charge. 

- No returns  will  be accepted after 30 days from the 
date of   shipment. 

- Returns  must   be shipped  freight prepaid. 

- Returned   parts  must   be   packaged   properly   and 
arrive undamaged and unused. 

We appreciate  your compliance with this  policy. 

HYDRAULIC   PUMP   HINTS 

Our  oi ldyne elec t r ica l ly  dr iven hydraul ic  pumps 
used for  re t rac t ing and extending the  landing gear  
warrant  special  a t tent ion.  There nave been several  
returned because of housing fractures of the r ight 
h y d r a u l i c  p o r t ,  a s  v i e w e d  f r o m  t h e  e m e r g e n c y  
extension valve side. These cracks may be caused by two 
different reasons when installing your pump. Earlier 
pumps were shipped with an inverted flair (straight) 
thread inside the left port and a pipe ( tapered)  
thread  in  the  r igh t  por t .  The  f i rs t  reason for 
cracking is simply over torquing the pipe threat 
fitting. The second reason exists only with the later 
pumps which were shipped after 8-15-35, with an 
inverted flair (straight thread) on the inside of 
both left and right ports. Because the instructions 
still incorrectly specified an 1/8" pipe thread 
fitting for the right port, the attempt to thread a 
tapered thread fitting into a straight threaded port 
say fracture the housing. 

We are providing the correct fittings with our 
present pumps. These FBM 2508 fittings (straight 
thread) should be torqued to 70 inch lbs., and the 
old 1/8" pipe (tapered) thread fittings should be 
torqued to 100 inch lbs. Also, use a thread tape or 
sealant with the 1/3" pipe thread fitting. We are 
uncertain of how many pumps have been sent with the 
wrong fittings. Please be aware of this problem if 
you received your pump between 8-15-35 and 9-1-86. 

Another hint concerning the emergency extension 
valve in the hydraulic pump is never to operate the 
system without the valve screwed all the way in. 
There have been several cases where the system does 
not seem to hold pressure or will not retract the 
gear. In each case, the valve was left partially 
out when the pump was turned on. The high pressure 
passing past the "0" seals would then cut them. 
Please use caution when operating your retraction 
system. Be sure the emergency extension valve is 
fully seated. 

AIRCRAFT PAINTING 

The beautiful paint Job on our new Glasair III 
was applied by Jerry Lindberg of Lindberg Aircraft 
Painting, Inc., Box 399, Arlington, Washington, 
98223. Phone (206) 435-8421. 

We rea l i ze  tha t  mos t  o f  you  a re  up  to  your  
elbows spraying and sanding gelcoat,  but you just 
night have another airplane which needs a new paint 
job or know someone else who does. Jerry aid an 
excellent job for us on the Glasair III, and we are 
recommending him to anyone who is looking for a 
qua l i ty  a i rc raf t  pa in t  job .  

NEW ITSM 

We now have o i l  analys is  k i t s  avai lab le  for  
people who like to monitor engine wear. 

After draining a quart  or more of warm ai l ,  a 
s m a l l  s a m p l e  i s  t a k e n  a t  e a c h  o i l  c h a n g e .  I t  i s  
sent directly to a laboratory where they count metal 
concentra t ions  in  par ts  per  mi l l ion .  This  
information is then analyzed and recommendations are 
made and sent or telephoned back to you depending on 
the urgency af the situation. The benefits from oil 
analysis are maximized when the analysis is done on 
a regular basis so that trends can be spotted. 
These kits are available for £12.50 each; a small 
pr ice to  pay for  valuable information that  
ultimately may save your engine, airtrame, or even 
your neck! 

GLASAIR II  RG 

We have decided to produce the Glasair II RG 
kits with the same oleo struts associated with all 
past RG models. Earlier this year we had considered 
the development of a non-oleo retractable landing 
gear design but have since decided against this plan 
since a significant amount of interest in the new 
Glasair II RG is in favor of the oleo struts. 

RG retrofit packages will be available sometime 
in the Spring of '87. Call for details. 

GLASAIR   BUILSER   REPORTS: 

Ed  Mote l  repor t s  to  us  a  condi t ion  which  
affects the ground handling of his Glasair TD which 
he terms: ADVERSE AILERON INPUT. 

On takeoff or landing roll, right aileron input 
causes the a irplane to  veer  to  the lef t ,  and lef t  
a i l e r o n  w i l l  c a u s e  i t  t o  v e e r  t o  t h e  r i g h t .  H e  
notes that this phenomenon gets worse when his 
G l a s a i r  i s  l o a d e d  h e a v i e r ;  t o  t h e  p o i n t  o f  i t  
becoming  uncontrol lab le .  One day,  in  a  r ight  
crosswind he was trying to keep the right wing down 
into the wind (as all smart TD drivers are taught to 
do). The more right aileron he added, the more the 
airplane wanted to go to the left. Afterwards, on a 
windless day he demonstrated for himself that he 
could steer his TD on the ground with his ailerons. 

Ed has since converted his TD to an FT but 
wanted  to  be  sure  tha t  Glasa i r  TD p i lo t s  were  
advised of this  condit ion.  He also mentioned that 
his TD was an earlier model and he had not added the 
addit ional  f iberglass layers to  his  gear legs.  
There are other TD pilots who have reported similar 
occurrences according to Ed. 

If you are currently flying a Glasair TD model, 
we would like Co know if you are experiencing 
ADVERSE AILERON INPUT. If so, please contact Ted 
Setzer or Bob Gavinsky at Stoddard-Hamilton 
Aircraft, (206) 435-8533. 



Bill Russell TD kit # 472 also sent us a tip 
concerning the TD gear. He reports that over time, 
his gear legs tend to creep or splay out even with 
the extra stiffening laminates added. His solution 
is to drill and tap a hole for 3/8" DIA. eyebolts 
exactly in the center of the four strut/wheel axle 
bolts. Threads should be coarse 3/3" x 16" to be 
compatible with hardware variety eyebolts. Holes 
are drilled through the wheel pat doors and attach 
plate so the eyebolts can be screwed in place 
quickly. Bill then suggests a come along, pulley-
arrangement, or ratchet strap to pull the struts 
together to maintain the proper wheel distance when 
the plane is hangared. He also suggests a permanent 
horizontal tube which spans between the upper strut 
attach bolts to create a box structure for improved 
gear leg mounting. 

NOTE: All Glasair TD gear legs manufactured from 
4/9/85 are made with a high temperature vinylester 
resin and postcured for two hours at 150 degrees F. 
All struts are manufactured this way also. 

GLASAIR  RG  FOR  SALE; 

Our 160 hp retractable gear factory proto-type is 
for sale in order to make room in the hangar for the 
Glasair III. 

Interested parties should contact Ted Setzer at  
Stoddard-Hamilton Aircraft, Inc., (206) 435-8533. 

 


