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GLASATR NEWS

"GOINGS-ONS"

N89SH (the 160 h.p. prototype) was flown to Santa Rosa, California
in mid-June where it competed in the CAFE 250 (Competition in

Aircraft Fuel Efficiency). It was alot of fun despite the extremely
hot temperatures -- over 100° each day. Despite few very minor
problems, the airplane performed quite well. The results of the

CAFE 250 have been published in an excellent article in the
September '81 issue of Sport Aviation. The course was felt to be
quite fair with the speeds calibrated from take-off to touchdown,
including all of the pattern work and climbs to mountain tops. We
chose to run at the higher speeds, and certainly had fun passing
alot of airplanes on the course! All in all, the choice to run fast
was a good one, showing that the Glasair is very competitive even at
the higher speeds. If we had run slower, it is felt that our
results would be similar to Kent Paser in his highly modified
Mustang IT.

The LBF 500 at Oshkosh '81 proved the above to be true. Our engine
was running -rough from carburetor induction problems, causing us to
almost decide to withdraw from the race. We were unable to lean
properly, and as a result ran the race at lower speeds, trying not
to overburn on fuel.

The trip to Oshkosh '81 and back was certainly a great deal of fun.
We always spend a few days getting there so that we can relax and
prepare for the busy week ahead; and when it's over we want to get
home so badly that we usually make the return trip in one day!
Something interesting to note was that both Glasair Prototypes
(89SH and 88TH) burned the same amount of fuel. We averaged close
to 180 m.p.h. at 8,000 ft., this being where 88TH (the 108 h.p.
Glasair) 1is the happiest. It was difficult to hold back 89SH at
this cruise.

The best part of Oshkosh this year was meeting many of our
builders. We were very encouraged by the progress being made
on the kits currently being built.
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One current project for us is moving our facilities approximately 50
miles north of our present location to Arlington Airfield in
Washington state. Arlington has beautiful, large, paved airstrips
which are much safer and easier to fly in t-o than our field at Cedar
Grove Airpark. Cedar Grove appears to have a short future as an
airfield, due to a large gravel company nearby owning the mineral
rights to the entire area, including where the field is now. At this
moment we are surrounded on both sides with gravel pits, and they
seem to get closer each day! We hope to be moving sometime during
the first quarter of 1982, and we'll certainly keep everyone informed
of the progress via newsletters.

SUPPLEMENTAL PACKAGES

When we first set out to make the wing-tip lenses they were to be
drape-formed with retainer rings; the process taking place in a warm
oven. The finished product was fine, but this was not the most
economical and efficient process, due to the time involved and the
number of rejected parts. At the present time we are

completing the tooling for a vacuum-drape-form process, and we will
have the lenses commercially made. The lenses will be produced with
colored leading-edge tip lenses, and clear lenses for the taillight
(to be located in the wing-tip aft section). Our initial thinking
was for a four-strobe set-up with clear lenses all around, and
colored light bulbs in the front areas. The problem with this system
is that the four-strobe unit is very expensive and quite heavy. Our
thoughts are now in the direction of colored front lenses and a two-
strobe system, with strobe lights on the ends of the wing tips. If
the individual still desires the four-strobe flush set-up, the clear
front lenses will also be available. The lenses should be available
in December '81.

We've experienced a combination problem with the Gerdes master brake
cylinders and Cleveland wheels and brakes. The combination is
adequate, but the brakes are not the best they can be. The problem
arises from the cylinder bore diameter difference between Gerdes
master cylinders (5/8") and the Cleveland master cylinders (9/16").
This difference calculates to a 23.5% increase in available braking
power when using the Cleveland units. Our recommendation is to use
the Cleveland master cylinder with the new Cleveland clear plastic
reservoirs which fit on each master cylinder. The Gerdes have a
built in reservoir on each master cylinder.
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Another supplemental package to be offered is the exhaust system. We
are currently in the process of experimenting with various systems.
A standard cross-over exhaust system was tried to compare it with

the four-into-one header set-up. When testing, we bolt one system
on the airplane, then take the plane up to 8,000 ft. and "open it
up". Temperature, pressures and airspeed are recorded. Then as

quickly as possible we land the airplane and change the exhaust
system to the other style. The plane is then taken to the same
airspace and the necessary recordings are taken. During the
testing, we were able to exchange exhausts and return to the same
airspace within one hour. The cross-over exhaust was tested without
a muffler, and it ran out of the cowling in the same area as the 2-
1/2" collection pipe. We found no difference between the two
systems with regard to speed, but the noise of the unmuffled cross-
over was higher from the inside of the cabin as well as from the
ground. The purpose for the test was to help us to determine an
economical way to fabricate an exhaust system by keeping the tube
sizes as similar as possible so that they can all be bent on a
mandrel tube bending machine. The four-into-one system utilizes
tapered-down tubes which are more costly. So, at the present, we
are fabricating a system which is similar to a cross-over; coupling
one cylinder on one side with one on the other, and then dumping
these gases into a two-into-one collector measuring 2-1/2" in
diameter, and routing it out the back. The results are ease in
fabrication and noise reduction, as opposed to the straight cross-
over unmuffled set-up. We'll keep you posted on the test results,
and will inform you of price and availability as they are determined,

For most of our builders who showed up at Oshkosh '81, it was the
first time they had seen the production aircraft (other than a
picture), N89SH. The standard kit configuration consists of a gull-
wing door operated by a single hydraulic cylinder with an internal
latch mechanism on both sides. Parts for the gullwing doors are
standard in the kit. Our production prototype N89SH has two styles
of canopy doors. The standard gullwing on the right, and an inter-
nal sliding door on the left. We found that approximately 10 15%
of the builders we polled said they would incorporate the sliding
door on their planes if it was offered. As a result, we are
currently contracting the machine work for the required parts. We
are forecasting a price of $75 for the sliding canopy hardware,
which will be available by December 1st. We strongly suggest that
before you choose this canopy type, you talk to someone who has seen
and operated it, or see it yourself either on our prototype or on
someone else's plane.
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The following is a brief description of the sliding door option:
Whereas the gullwing is an externally beveled plug (like a pumpkin
top), the slider is an internal plug. The theory behind this
window 1is; the faster the airplane goes, the tighter the window
seals into place because of the pressure differential between the
inside of the cabin and the outside. An internal latch mechanism
is obviously not required. The window is mounted to a 1/4"
diameter stainless rail. Two rails are incorporated; one overhead
and one on the side. The window slides on 3 universal ball bearing
sliders which attach to the frame on neatly machined mounts. The
window pulls in about 2" on the bottom and slides aft along the
rails closely following the fuselage contours. To shut, the window
slides forward and snaps over center into position

The sliding window can only be incorporated on one side or the
other, not both. In sliding back, it crosses the dorsal centerline
of the plane and would interfere with a 2nd sliding window. In
making a choice for or against this type of door, here are some
pro's and con's to consider.

1) Ease of entry/exit

2) Shoulder harness

3) Taxi Open

4) Flight Open

5) Cost

6) Ease of Construction
and mounting

)  Baggage

Slider
Excellent
Single diagonal
strap

Yes

Yes, 130 MPH
Max.

Hardware offered
as a Supplemental
Package for $75

Same
Compartment

enclosure hin-
dered by window

Gullwing

Awkward for
tall people

Standard double
strap

Yes No

Included in kit,
no additional
cost

Same

Compartment
isolated
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Slider Gullwing
8) Safety No chance of Would probably
accidental tear from fuselage
opening if latch mechanism
accidentally
tripped during
flight
9) Cosmetics Slightly different
frame shape, is Symmetrical
unsymmetrical

with gullwing

Since the kit comes standard with the gullwing doors, you might
say that we endorse that window. The gullwing windows are stand-
ard by builder choice since we have found only 10-15% of builders

polled favor installing a sliding window in their planes. How-
ever, after logging over 100 hours on our prototype, both Ted
and Tom personally favor the sliding door. If and when we build

another prototype, it will probably have a sliding door also.
This is by personal preference only. We feel that the major
drawback to this design is the fact that it slides back into the
baggage area and as shown in the figure requires a half bulkhead
for baggage, and further aft; a full bulkhead for tail cone
confinement. Two gullwing windows would simply have a full
baggage bulkhead also serving as tail cone confinement as depict-
ed by Flag 1 in the figure below.

SEAT Z BAGGAGE TAIL CONE
BACK BULKHEAD - IBULKHEAD
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Below is an updated price list of Supplemental Packages. To
obtain the items listed, written requests must be made to:

Jim Holman; Supv. of Purchasing and Shipping c/o
Stoddard-Hamilton Aircraft, Inc. Production
Facility 19006 72nd Ave. S. Kent, WA 98031

PH: (206) 251-5395, or 251-5288

All verbal orders received to date will be honored, but please
send written confirmation on all orders dated after this News-
letter. All* prices in this Newsletter are retroactive, except
where payment has been received prior to September 18, 1981. All
prices are subject to change.

Supplemental Package Price
1. 5 x 5:00 axles and back-up rings $35.00 per
axle and 2
(currently available) rings
2. 4" propeller extension and lugs, S.A.E.-2, $145.00/set

lug diameter of 5/8"
(available December 1981)

3. 5 x 5:00 Cleveland wheels and brakes $260.00/pair
(available by February 1, 1982 due to
manufacturer's 15 week lead-time for
orders)

4. Cleveland master brake cylinder, 10-19D $37.00/each
(available by February 1, 1982 due to

manufacturer's 15 week lead-time for
orders)

5. Wing tip lenses $30.00/set

(available December, 1981)
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6. Sliding-canopy hardware kit $75.00/kit
(available December 1981)

7. Exhaust System (not available at present; price to be
announced) .

Antenna items may be purchased directly from Skyway Service Co
(see Newsletter enclosure).

INSTRUCTION MANUAL

Again it seems appropriate to finish the Manual completely
before it is shipped to those holding Production Numbers, but
who have not received their kits. A notice will be immediately
sent upon completion. Our target for completion remains Fall of
this year.

We have found builder input to be extremely valuable, and
comments, corrections, etc. are welcome and encouraged.
Correspondence is best done by mail, and we thank you in that
regard. If something is critically important, our business
telephone number is (206) 432-0724,

PRODUCTION SCHEDULES

The vast majority (901+) of Glasair kit shipments have been as
estimated, or earlier than estimated. If estimated delivery
dates are improved, each builder will be notified at the time
they receive the $350.00 deposit balance invoice (approx. 5
months prior to shipping). It is too difficult to pinpoint
exact shipping times until one is within at least 5-6 months of
the date initially quoted. If your quoted delivery date is
beyond 5-6 months, please assume it has not changed until you

receive your deposit balance invoice. Changes thus far have
been relatively minor, with improvements being 4-6 weeks at the
most.

BUILDER LIST

An added item to this quarter's Newsletter is a complete (as of
August 31, 1981) list of builders (in kit serial # order), as
well as a list of those holding Production Numbers but have not
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received shipment as of August 31, 1981. Many Glasair builders have
requested a list of this type, and so we are providing this
information to Glasair builders only. This list will not be
distributed to the public. In the future, we will be publishing a
list of builders to be distributed to the public (to be included
within the Information Packet, and available upon request), and it
will only include those builders who have agreed to be included in
such a list. More on this later. In the meantime, we have been
providing various builder's names and addresses (that we personally
know) to those who are interested in purchasing a kit and want to
see a Glasair in progress or complete, but live too far from our
facility for a wvisit. 1If you do not want your name and address
given out in this manner, for whatever reason, please let us know
and your wishes will be honored by this office. The privacy of our
builders is an important thing to us. We have never, nor will we
ever, provide a list of builders to other companies who have a
product to sell.

Until the next Glasair News....happy flying (and building!)!!!

Stoddard-Hamilton Aircraft, Inc.



