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Like Mark Twain once said., "The reports of my demise are greatly exaggerated®
so if you thought I might be in that category because it had been so long
since the last newsletter was mailed, surprisze! Not that I haven't hag

the very best of intentions. 'Ceurse with good intentions and a buck you can
probakly get a cup of coffee anywhere. If you are a reader of ERA's magazines
you probably can guess why I am running behind., Most of the time since last
December it has been a full time job, B hours a day and at least 6 days a
week and has involved a considerable amount of cut of town traveling, I have
have cranked out scme 30 stories in the past 11 months, not all of them
published as yet. We have to stay well ahead of the game for those issues
that need "f£ill" articles that aren't especially time sensitive,

If you are not already a subscriber to ERA's companion magazZines, The Light-
plane World and The Vintage Airplane, I would highly recommend you add one

Or Doth Lo your regular ERS membership. The Lightplane World . was formerly
FAA's Ultralight magazine, but with the flying lawn chairs rapidly fading
out of the picture the coverage in turn is oriented toward proper little
airplanes and svon will be featuring airplanes the size of the T-18. As a
matter of fact, I'm preparing articles for a regular series that will be
very similar to the "Tinbenders Corner” that was a menthly feature back in
the '50s% and early '60s. I'm alsc working on the story of the T-18, from its
heginnibg in ‘62 up to the present time. It probably will be in Sport Aviati-
on and will he several months down the line. This coming weekend I'1ll he
going up to Snyder, OK, on an assignment on a radically new type of 2 cycle
engine that MIGHT be the biggest aviation story in the past year. IT might
be the best news we've had in aviation for decades. The prototype weighs
ofily 44 1bs and puts out B3 hp and has a SFC of .35 lbs/hr, has far less
moting parts than ordinary engines and is FAR cheaper to build. They are in
the process of building a 300 hp one that will weight about 1/2! 1b per hp.
Stay tuned for this story!

The following story is from Peter Beck and is cne that will get your full
attention, I believe:

Dear Diek: - R
I promised I would pravide a writeup on my inflight canopy incedent.

First, T-18 12PB has been flying with its present canopy since 1980 - about
300 hours, Installation was standard, except that there were two pins screwed
intc the steel roll bar just above the canopy rails,. that protruded backward,
parallel to the rails, and inserted into holes in the canopy frame. These toock
211 the vertical loads of the canopy and left no upward pull on the cancpy
rajls. The latches were two, not very sophisticated over-center type locks
mounted on the canopy frame, low on each side, and had a curved finger that
extended around the rcll bar to keep the canopy closed. The rear mounting was
standard - rails mounted on the turtle deck per Thorp drawings.

t do not know how the canopy breke Toose - whether one of the Tatches slipped,
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the vibretion did not have the regularity or bhuzz of TncTpient Flutler. The¥e —
was no noticeable turbulence over the stabilizer, What was remarkable was that
not a single map , piece of paper or anything else in the cockpit blew out or
was lost, And as long as 1 stayed behind the windshield, still locked in the
shoulder harness, 1 fever had the feeling that either my headset or glasses
were going to get snatched by the wind. Approach and landing were normal
except for higher rate of sink.

Once parked on the ground, [ was able to look over the entire ship, I found
that the rear crossbar of the canopy frame, the.bar that carries the rear set
of rollers and rides on the canopy rails, was still attached. The ends of this
piece had ripped from the rest of the cancpy frame at a point about 1.5 fnches
outside the rails., Both ends showed evidence of a single violent twist. and
tear upwards. The canopy rails were not distorted n any w2y, ard there was no
buckling.of the turtle deck. There were no marks anywhere on the airframe,
indicating that the canopy went straight up and blew free of the tail. Good
thing -my ejection seat wasn't armed! The front canopy rails were distorted at
the front end, where the canopy had pulled straight uﬁe on them - the roller
bearfngs had escaped off the iaside 1ip of the rails.The vertical load pins I
mentioned were stiil in place. These are about half an fnch long. Virtually ne
other damage was visible. ) .

I never éven tried to locate the canopy fluttering down. We were over the
Shenandoah National Forest, and they do mean forest. locating it from the
ground even if I had seen where {t Tanded would have been {mpossible.

At this point T am at a loss to expl :
ptain the cause - n

Ei;?n be:n erut::ounl:ered during the 5060+ hours of operat

g to get a new canopy finished by Oshkosh time, For sure

he_we a-John Thorp standard _latch. Having seen the distortion ot:fsthgnia:;”‘

g;de raIﬂs. I believe the pins that insert into the canopy frame are a sougg

i ea.b _am going to put Tonger ones in to assure positive engagement. These

are basically 10-32 screws through a bushing, tapped into the base of the

o prior canopy problems
ion on the plane, [ am

“steel roll bar, with the heads filed off.

Having landed at the destination 100 mites from home

{ , I opted to f .
horine base sans canopy rather than disassemble and trailer pthe pline?yTg:cErgg
?o]sée.isav:g ::;r%‘]ng Ohs&dse: andthiAR 31 ugs is unimagineable. And 90 mph in a-
- . rwise, tr 1 - N
ot aTreads come. p was uneventfyl afterall the canopy

yiv//ﬂbbest .

471/‘4~; Thanks, Pete, for that report. As far as I %now, ther
. has only been one other T-18 that lost his canopy in

Peter

CAMS PY TEIY B

or what - but during letdown at about 6000 feet and 165 indicated, 15 miles
out from the field, the canopy simply tore loose. from the plane and
disappeared. The separation was jnstantaneous - the cangpy did not twist or
hang on anything as it departed - accempanied by a muffle,% explosion From the
sudden “Tush oF air entering the cockpit. As soon as [ realized what had
happened, I was concerned for what the canopy may have hit on the tail as it
ripped off, Apparently nothing, since the plane was totally under control. I
slowed to 100 mph immediately - not hard to do with the new source of drag., At
that speed, controllability felt good, although the plane was considerably
less respensive o normal power inputs. The turbulence over the fin and the
rudder were wvery noticeable ;hmush vibration in the rudder pedals, altpough

flite and that was John Foy's, which was one of the first 10 T~18s to

fly. He also bad no problem flying the airplane without canapy. A couple
ot ‘summers back Ken Ramiltor flew Vern Peppard's T-18 several times locally
with the canopy off, with no ventral or vigration problems. Have any cof

vou ever had this problem.or known of another T-18 having this problem? T
sure weuld appreciate hearing from you {7 sc. '

How many of you have flown with the cancpy partially open? A coupie.of year:
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age I flew all the way back from OSE with my cancpy open ahout an inch or
twe and it didn't want te move 2ither way., I s experimented with leaving
it oper that much several times before, with a € clamp mounted just aft

of the roller as s stop...just in case. T quit using the clamp after a
couple of hops with it., Tt did help te keep us cool, but it was a littile
noisier. Since my static vent was it ruselage it gave me & piusz 7 oto ol
mph increase in indicated zirspeed.

b i

T would like to remind you that your T-18 could respend entirely differently.
so proceed with caution, Also I know of several other T-18s that flew with
their .canopy off and had no particular problem, bhut anytime you do such
things remember you are strictly on your own. It would be @nteresting to

get your comments if you've had experience with the foregoing.

Pete alsc has his "old" wing for sale., It's a standard T-18 wing with 300
hwours total time on it. It was removed for replacement with the T-18C
folding wing., It is complete, in excellent shape, and is péinted_ He is
asking $2500 for it.. At today's prices that's a real bargain. If your
project has been dragging along, naybe you might want to consider this

to get airborne faster., Pete's address is 87172 Queen Ellzabgth Bled,
Arnandale, VA,22003. -

76 € FIUETT S BA T | R, f R
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some have posed the question, "Is there & major problem fitting another
person's wing to my fuselage?" Answer: No. If the 601 kulkhead is not
riveted in it's a cinch. Replace the 601 and match ‘the fittings and holes.
Gne builder T know had his 601 riveted in, so he carefully drilled out the
rivets and replaced the bulkhead. Here locally, Ron Bm;tic_bought_thg
Walton's original standard wing and had no trouble mating it to his wide
body fuselage. It worked like a charm. All he really had to do was do some

trimming of the genter wing skin at the inboard side to fit the wider fuse-
lage. . -

—

BONDING OF ALUMINUM TC ALUMINUM: Several of the newer builders have expressed
ITHEersst inh DULIdIAG MGEH BF 811 of their airplane using pop rivets, but
due to comments made in earlier nbhwsletters that pointed out the shortcominygs
of pops vs BN rivets, that they would like to have the convenience of pops.
vut were nervous about long term effects on structural integrity.They posed
the guestion, "Can adhesive bonding be used to AUGMENT pop rivets, thus .
eliminating practically all. shear loads that a}low pop rivets to_loosen?
They make the point that not having to invest in a compressor, air toolsi
bucking bars, etc., and the elimination of riveting nolse were pqt?nt points
of consideration. In addition, one of their chief concerns was having a
qualified rivet bucker on hand when they had work periods available.

While all these are valid points, let's take a closey lgok at the entire
picture: First of all, to properly pull a pop rivet it is dedirable to use
one of the air powered tools, so that reguires 8 COMPressor. Seconﬁlg.the
additicnal cost of pop-type rivets over ANs wyuld probably pay for air tgols
and a compressor. Next, it is true that AUGMENTING the pop-type rivets with
ar achesive in all probability WOULD elimipate shear effects IF the surface
is properly prepared....-and that's a big IF, as most homebuilders don't
have the technical knowledge to do this properly. The ER 9410 epoxy {socld by
Monnet) is expensive and messy to use. .

In the Jen. 'R¢ issu~ of Homehuilh Rircraft maqazine.theréxis a2 sup=rb
drticle on the process of bonding and it's an education on the subject,
a5 slanted toward the homebuilder., Its title is "No more rivets" and is
written v Dtis Holt, who 1°F puilding a Moni. He makes an imgcrtant point

'
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not parent meta! tn
is all important and the
dvesa't go far encugh,

parent metal. The pre-preparation of those oxide
“scuff and wipe” method that many homebuilders
He gictes testrs hy Boeing that showed that ALL EFINIES ABSORR ATMOSPHERTIC:
MOISTURE , thus greatly detericrating bonrnd strength.,.0r even causing
coemplets delamination witl some epoxies, The Hysc: EA 9410 that Dick Schred
uses in the HP series of saillplanes has proven very satisfactory. The
article is tooc long to summarize, so I suggest ycu get & copy from Homebuil
A/C mag if you &are interested. If that doesn’'t work out send me a buck and
I'll send you a pho” wopy. If you are considering a wing fuel set-up, be
sure and only use the recommended tank sealant and also be certain itg allo
able shelf life is still valid. ‘ -

AN ant SO Ok

For the past year I've had opportiunity to watch a Cricket being built, whic

uses EAS410 fo bond the skin.to Kiegecel foam ribs., Thé whole dssembly (i.e
Q a fin or rudder) is wrapped in a sheet of polyethylene, taped, and a wvacuum
% is pulled on it for about 6 hrs. The vacuum utilizes atmospheric pressure t
aihold the skin tightly to the foam ribs while curing.This bhuildeéer also made

metal ribs bto add to the klegecel ones in a 1 to ¢ ratio "just in case”,

"€ This same vacuum method has been used to bend the leading edge of wing skin
The builder of-the LF-1l,that I wrote about in the Oct, '85 isgué of Sport

Aviation, used gsuvch & methed to Lend his skins. It takes a strong vacuum
cleaner, like a shop vac, to handle anything that big and it also takes a

place. You must also allow extra length, {(which is trimmed later) sincde the

traailing edges are taped together. The ‘bend then is at the & way point, bu
U since it is longer over the top of ah airfoil than on the bottom, you have
§1ihadjust after pending. The matched hole tocling method puts “the bend

where it belongs and{possibly) is more accurate,

§sﬂm91e'bleeder valve to modulate pressure, So that gverbending doesn't take

W I talked to a new builder the other day that is giving serious thought to

-8

E using composite construction on his flaps. sincs so many have trouble-in
getting the skin bent properly. He asked my opinion aznd X said I didn't

-g,foresee any problem using that method if he had all the details worked out
on the actuation system., I also suggested he give some thought. to ‘using the

g I've never tried it, but that. just

vacuum bag method to bend those skins..
might ke an answer.

Qs Gz DA

GUS GORDON FLIES: I recently got the kind of letter ¥ don't like to get.
Gus told me of his T-18's first flight by Bill Warwick and his subsequent
checkout in the airplane. They put in their forty hours on the airplarne
and he and his wife headed for OSH. When he got tc BAlamesa, €O, they had
some hard luck landing., He says bis unfamiliarity with high density altitud
flying was & factor in their accident. He didn't say what led to the rather
considerable damage to their T-18, whether it was a low stall, high bounce,
or what, but outside of his wife's bruises from the shoulder harness (that
did its job) they weren't hurt, They hauled it on a trailer back to their
Calif. home in Granada Hills, He's already hard at work repairing the damag
and hopes to be back flying in a few short months, Tt was truly a beauty,
too, with red. white, and blue striping ending in three large stars or the
cowl cheeks, with the rest of the ship sprayed a silver gray metallic(at
least that was the wy it locked in the picture he sent). We feel for you,
Gus. That has to be a king size trauma to cream a bird you've poured so
mach of yourseif into for so long. He was getting good performance out of
ik, too. At 2500 and 11,000 ft. he was trueing 160, The engine is an 0-320
E2h and he was cruising it at. 2400 rpm and burning jwst cover 7 gal/he. Prop
a 68 x 78 McCauley. '

STy
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TAIL IR AEGER.  TTALK,

SHORT FLIGHT REVIEW: This might be a good time to review a few simple little
hints for making the ianding in any taildragger-easier and safer. When

you first sit down in the airplane carefully note where the horizon cuts
across the cowl, Fake # mental picture. That's the absolute angle that the
nose shouid EVER be raised on a landing, since that is very close to the
stalling angle of the wing. Actually, if you stop just a tad short of that
point you'll tocuch with the tail whegl almost on the ground and if the angle
is not guite perfect The most you'll get out of it is a little skip.

It's extremely important to ngt START to flare until wou are 2' or less. A
too high flare habit will get you in trouble on & landing about as quick as
anything you can do. Even the' you’re in ground effect a full stall from

‘fust one fr. high can cause you to hit hard enough to possibly damage your

‘gear. If you keep your speed on final to an EXACT number each-time you will

get a good handle on how long to expect thg airplane to float. Altho' an
airplane will stall at the same INDICATED speed at high altitude, as it does
lower, you will find the RATE of flare will ke different and will regquire
adjustment on the part of the pilot. Remember at high altitude cruise you
must carry a ‘higher angle of attack than you would at 5.L., tc compensate
for the difference in density.(WhEn you reach the absolute ceiling you have
just about run out of angle of attack).

It's essential to get the airplane on the first 20-25% of the runway at
altithde, a8 you'll oftern find wind blowing from three different directions
at different places on the field. If you are floating past the aim point
and pick up 2 tailwind at that point you might wind up going off the .other
end. Also remember that at altitude if you have to go around don®t wgit

‘until you are almost out of airspeed and altitude. You can't depend on your

engine to accelerate you out of trouble, because it is only developing a
percentage of the power it would at S.L. In spite of what some fuzzy head
people in a certain .gov't agency try to tell new ones, angle of gttack is
airspeed and power is sink/climb control and momentary acceleration.

'You should alse.find the horizon/windshield mark that will give you the

proper airspeed on final approach., Put a piece of tape there until you

have it cold. You'll find only slight difference in the angle of attack with
one or two pilets. If your airspeed quits working you don't have any sweat.
While you are at it take note of various rpms and angle of attack vs the
airspeed for down wind ‘base, entering steep turns, etc, That's a pretty

‘healthy thing to do when you are flying off ypur time. Do the same thing in

your climbs.

One more little thiﬁg: when you aim the airplane, use a spot directly ahead
of you, Do NOT sight over the tip of the spinner, as you automatically ]
ire several degrees out of alignment with the centerline of the runway. if

you do-and pouching down at an angle to the true line of motion in a tail
a

er is a real po-no. 1f you are drifting L of R from the centetline

{imagine you have a hook on your wing tip and drop that hook to whatever bank

angle it takes to keep that hook hooked on the edge of the runway. Then
squeeze in- enough opposite rudde to keep the nose straight down the center.
Now you have 'a new "neutral” position for the stick and. rudder and gnly

small adgustments are necessary, Since your airspeed is deteriorating after
{Tanding & controls are less effective, so continue to add control, not

relax them, as you might have the habit to do in a tri-gear.

Bll of that is elementary and you've probably heard it all dozcas of tiwes,
but I've flown with pilots with several hundred hours that have gotten into
ane or more of the above and it's become a habit with them. Check yourself

on these things and be your worst eritic. Be honest?
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CORROSION AND ITS PROTECTION:

A number of you bhave written asking what theyishould dc to protect their
T-18 from corrosion. I've also had several letters and phone calls from
new owners of already flying T-18s pon the same subject. In these instances
the new owners had just stripped off the 0ld paint in preparation for an
all new paint design and had seen some evidence of pitting under the old
paint. Waturally they were concerned. One or two had crawled clear back ib
the fuselage for further close inspection and weren't too happy with what
they found there. ’

Before we launch into a discussion of what corrosion really is and what
causes it, let's take a look at factory built airplanes that you'll find on
any airport and see what has happered to them over the years, Look for
partially painted Cessnas that are arcund ten years old or older. If you
can get the owner's permission, take a look inside, as Cesshas are not
given corrpsion protection at the factory and you can readily see what the
combination of the elements and neglect will do, especially if the airplane
has spent most of its time within about 100 miles from a sea coast.You've
heard the old saw about wooden airplanes where the termites were holding
hands to hold it together....well, you'll likely find scme of these oldies,

‘[where the metal grains are in somewhat loose formation.Perhaps your little

“field trip" will help you make up your mind as to whether youn should take
the time and trouble to corrosion protect the intetrior of your T-18 or not.

First of all, in these days of liability vulperability, consider your posit-
ion if ah accident occurred as a result of structural failure that resulted
from neglect of corrosion protectivn. Granted, such things are rare, but
they DO occur and you could be wide open.Don't assume that just because you
live far inland that your airplane is in no danger from corrosion. In these
days of industrial air pollution, acid rain, etc. that your susceptability
could be even greater than one near ‘the coast. Since. corrosion is usually

a slow process,it’s probably human nature to downplay it, put it off, etc.

The ¢ause of corrosion is simple...ELECTRICITY, in one of its most subtle
formsI If you remember -your physics or chem classes, do you remember how

you suspended two different types of coibd in a beaker of electrolytic
solution , hooking the coins to a galvanometer? Remember, too, the lecture
apout how each specific metal type has a certain number of EXCESS electrons.
which thus determined its electric POTENTIAL, and when dissimilar metals are
brought close together IN THE PRESENCE OF AN FLECTROLYTE that there would be
a current flow? and when this current flowed that you would have an actual’
migration of excess electrons (ionse)} from one to the other and that the
result world be an eating away of ‘the active {+) metal and an oxide deposit
on the passive {-) metal? Remember, too. the chart list of metals in their
descending order of active (anodic) or passive {cathodic} value? And the
further apart were metals on the list, the greater their electric POTENTIAL?
{Look at ocur chart at the end of *his article and vou can =ge why we use
zinc battery plates or nickel-cadmium for batteries, The list dosesn't cover
the entire atomic spectrum, only common metals). :

The more the amount of electric potential between metals, the more the rate
and amount of corrosion that will take place. Perhaps you are already saying,
"My airplane is all one metal, so I dom't have to worry. WRONG! Metal is

not a homogenous material. Adrcraft aluminum is an alloy of 'sewveral different
metals and is made up of microscopic grains. These grains have been heated,
squeezed, rolled, stretched, chilled, etc. until these tiny crystals are so
tightly interlocked that it lpcks like a homogenous material unless it is
examined under a microscope. So the POTENTIAL is there for a galvanie curremt
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(Corrgsicn cont'd) ) _ ) ) — {Corrosion cant d)
to flow hetween the grains. This s garticularly true on the surface in the electrolyte {i. e. salt air, industrial fumes, Firt. etc)in combination
presence of an ELECTROLYTE. In fact there MUST be an electrolyte present with either visiffle or invisible water, away from the vulnerable meta]
for current to flow: surface. Go back now to the definition of ar electrclvte on page 7 and
] . . . see the impgrtance of the electrolvte to galvanic flow of jons.
What constitutes ap ELECTROLYTE? Typically it's a fluid with encugh jons o = o e JU—
(atom§ Fhat have been strigpeq of elgctrcns) that current flow is promoted, Probably the most effective way to isolate aluminum from the bad guy electr
Surprisingly, water {non-distilled) is an excellent electrolyte.Rain water W lyte is to ANODIZE it.The anodizing process deposits aluminum oxide on the
in salt air or certain industrial areas enhances its electrolytic guality, = Su:face, making things tough on the corresion process by reduc1ng surface
as it picks up sodium and other ions as it falls. Thus the geagraphical = ions available for attack. Some experts say that to be safe in a salt air
location, the metal alleys, time of exposure, PROXIMITY of dissimilar metals, N environment that you should spray zinc chromate on top of the ancdized
the heat treatment of the alloy, and mass {thickness) of the metal are ail % surface. There -are several types of apodizing and it is a specialized subje
potent factors that determine the type and amount of corrosion that could 2 unto 1tself Many books on the subject are available in good technical likbr
attack your airframe. <, aries. Suffice to say that there is nc compelling need for the homebu1lder
A i to'arm himself with full knowledge on the subject.

Basically, there are three fypes of corrssion that are considered the most . . .
prevalent and most worthy of our efforts to combat it: pitting, stress = - e e e ) - o
corrosion, and intergranular corrosion, with plttan the most common.Pitiing . . L : : : ;
iz a highly localized metal attack, resnzlting in small HOLES in the metal's From the bomebuilder's staqdpolnt. unless you live in one of the big metrec
surface.Gravity affects them, so lock for them on the top outside surface or areas where there are plating shops, you more likely will want to use an
vhe inside bottom surface first.Once it starts it becomes self-generating, ALODINING process instead, following it with zipnc ¢hromate. Whereas the
thus accelerating the amount of surface affected. {Now would you EVER consider) anodizing process is a reverse electrolytic process 1nvolv1ng electric
usiné‘g‘;{;gg‘a} neheap” watermarked metal {(corroded) in vour ship?) ] ; current flow, alodining is an acidic coating process, whereby 2 chremic

) acid compound {water diluted) is brushed or poured on the pre- cleaged alum®
What is scary about pitting is that jt- forms = cavern under the tiny surface ' Alodine compounds are readily available from large paint stores and aviatio
hole that isymégy diameters larger than the hole itself and are nntydetect— ' | .parts houses. One of the average 1 liter size bottles will cover apout 25C
able by ordinary surface cbservation. The white Oeposits oh top of the hole sq. ft., or about 5 sheets of a%umlnu@ on one side. You mlght_alsm.wan t to
are salts, fairly easily removed by abrasives, perhaps only slightiy rough- know-that an alodinéd  surface is an infinitely better base for paint.adhes
ing the surface. CLEANING THE SURFACE DOES NOT STOP THE PITTING! Tt only ion than a bare aluminum surface (pno matter bow well it is cleaned and de—
removes the tell-Tale evidence. B coat of zinc chromate here is an exercise grease_j, as paint adheres much better to an acetic rather than an alkallne
in futility and will scarcely even delay the corrosion spread. Once it starts surface. (Yes, bare alum.is considered an alkaline surface).

Y a the a ' . . .
Ege ;gie i;ggg{agilzf ggg}tCiethltagigngd(ﬁoizrOﬁotﬁgtedzzilfgé%etIinghgzla That one fact alone might be worth all the other information ahout using
be obvious that unchecked pitting can siphon off so much strength from a alodine. Hopefully, it should be plain from the above info th:t Everyogel
metal part that it can fail catastrophically. It has happened on factory really should at least apply zinc .chromate as a corrosion protection while
built airplanes that supposedly wre well maintained, so let's treat the . bul}l(dlng Ehelr nipiggz é:daif}oUi:lilgrgﬁei:m?o?fgigﬁit;esszitigce’: :Egtaym
i i i . mark on it is m i

subject with the respect 1t commands. et should never use a lead pepcil to mark on aluminum or use a graphite lupe ¢
Stress corrosion is the result of a fine (sometimes almost invisible} type . alumlnum, as it is highly corrosive, now that you know 'a little more about

cf cracking in the surface of the metal that permits the electrolyte to aluminum and lts ions, ete.)

more readily penetrate to the graip boundaries, sometimes called. “ecrazing®.

it can be caugsed by bending stresses generated when inadeguate bend radius is If you do alodlne your parts; itfs a good idea to wait until =l1 parts are

W] )

vsed and it can also be caused by vibration, fatiguing the parent metal and formed before doing so, including all holes drilled. You then cab easily m:
weakening the bonding in grain boundaries. Like pitting, once stress corros- a dip tank that will even hold & full sheet of_ﬁetal: using pelyethylene
icn begins the initial or continued stress or vibration will further tend sheet and scrap lumber for some sort of a frame, Don't forget to make some
to accelerate the corrosion., As the part weakens and more unexposed metal provision for a drain, so that you don't get acid on you or your clothes.
is Tow In close proximity to ongoing corrosion the entire part will soon B e e ioginins, too: hemcabes Enst sine che
chromate as socnh as actic er i s .
fail. probably suddenly. Moral. wakch for these biny, spidery cracks. mate is full of chroﬁic acid and is very dangerous if inhaled, so ALWAYS
The third type, intergranuldr corrgsion, will oecur alodg grain boundaries wear a respirator and do your sprayind out of doors. Use QNLY MIL SPEC 3int
and jis extremely difficult to detent. It occurs between the base metal(that chromate. The other types t?at are c§11ed zinc chromate are §early useless
makes up most of the ailoyland the "minority” metals it's alloyed with.The for corrosion protection. Mil spec zlgc‘chromate is only‘avaxlablelfrnm zn
surface will blister in tbhe advanced stages. Metal distoloration often is . aireraft supply house, due to its t9x1c1ty‘ Remembe;, too, you don t'nee
the vnly early stage clue and the only positive way to detect it is with put zine chromate on so thick that it hides everything below it. Tt jUStta
the use of eddy current or ultrascund inspection methods. Fortunately, this. weight to do so and makes ft more vuinerable to chipping,I£ you are abou
type isn't often found, bit remember that it, too, reguires the presence of to paint a steel part, DON'T use zinc c@romate for a primec. z/c is for al
an electrolyte, even tho' the amount may be almost microscopic, not steei. Use one of the good epoxy primers.

Bll of the above should highlight that the most important thing we can do
about corrosion is to prevent it starting. This means keeping a potential
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{Corrosion cont'd)

The subject of corrosien in metals is too complex a subject to thoroughly
cover in detail, with all the ifs, ands, and buts, in the few paragraphs
above., but perhaps some of the basics presented will be of help to some of
you, If nothing else,perhaps you now understand why the Air Force stores
their surplus airplanes in Pucscn ....and maybe you'wve wondered why they
used lead and zinc in batteries and why you should use distilled water in
batteries, etc., so maybe the discussion has been worthwhile., I'm sure

that most of you already knew all of the above, but if we assumed that each
one of you knew all about all aircraft subjects there would be very little
need for a newsletter,so please bear with me if we get too basic sometimes,

As & final word on the subject, in your cccasional inspections of -the

T-18 interior if you see that the aft fuselage is showing signs of dirt,
0il, ete, cpllecting, "it's a pretty gocd sign you need to check what kind

of drainage holes you have in low places. A good detefgent and water bath

is needed occasionally, followed by a fresh water flush. You should check
and see that water does not stand in low places. Condensation of atmospheric
moisture inside any sort of metal structure can be significant. To sum it
all up, it's like they say in the NFL, "In_case of doubt...punt!"

N L ST R

ELECTRIC SERIES POTENTIAL CHBRT
: METAL
Magnesiom, Magnesium alloys

Galvanic Flow from Zine

top to bottom Aluminum (1100) "Pure" Alumintum
Aluminum 6061 T-&

Aluminum 8063-TB32

ACTIVE (Anodic)

Cadmium ;
FLOWS Aluminum 7075 T6 i
FROM Aluminum 2024 T3 I
Steel; Iron, cast iron
Stazinless Steel (Chromium type, active)
+ . Wi-Resist iron
to 304 Stainless steel (active}
- : 316 Stainless steel (active)
Lead, Tin
Nickel, Iconel (active)

Silver solder

Hickel, Icanel {passive)
Chromium steel (passive)

304 stainless steel (passive}
316 Stainless steel {passive)
Silver

Titanium

Graphite (lead pencil type)
Gold

Platinum

Passive {Cathodie)

{Note: Some metals above can be either active or passive}
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Low) Ley/ss AEd ofATes

Monel, Brass, Copper, Bronze,Copper-Nickel bllovg

The following is NOT the kind of T-18 subject T like to write about,
put it seems this sort of thing is going to happen when pepple have a
show off urge that they can't control. The sad thing is now that the
T-18 will get another undeserved black eye. {More on this subject down

stresm).
Glenn Daii
FXom: 3134 Clarendon Dr.
Annapelis, MD 21403
December 3, 1985
{Glenn is a T-18 builder and an investigator for

Dick Cavin the NTSB) .
10529 Somerton Dr. ) 5 ' :
Dallas, TX 75229 (WiYoNle Kow ABooT TRS ARPLANE g Builtst)E <

19471

Thorp T-18, S/N = { .7 }, N471S, 11/17/B5 at 1347L,
Lubbock, TX, Pilot = Fatal, No Passengers,

Re: Ai ident:

Owner/Pilot = Leland Miller

Dick:

The above accident was delegated to the FAA, The GADD in Lubbock 5
investigating it. The Isspector is Richard {Dick) Martz at 806-762-0335 or
FTS 738-7675.  Their address is: :

DOT/FAR  GADO-7
Lubbock Intn'l Airport
L. Rt.- #3 Box 51
Lubbock, TX 79401

e

Seems, Miiler purchased the airplane from Thomas W. Boughn, of Holstein,
* IN who flew with Miller for 1:25 min, in Dodge Cify, K5, Milier flew the
airplane back to TX. Miller fiew the airplane twice out of Level Land, TX,
apparently where it was kept/hangared-or tied down,

Cn the day of the accident three hunters identified an.agirplane of similar
physical size/color, etc. doing acrobatics in puiling out low in & valiey.
They noise stoped and the hunters thought the airplane had crashed. They lock-
ed for the airplane for a short time and traveled about Z miies.with no résults.
1 don't remember what time that was. The airplane crashed that afterpoon
in a residental area - about 2 blocks from Miller’s girl friend's house, and
not far. from his home. The zirplane atfitude was about ™75 to BO plus degrees.
Witnesses saw the airplane pass overhead about 800 feet AGL.

“An autopsy was performed. Tissue sampies were sent to CAMI in OKC, Tox
samples/results are not back. Miller was not an M,D..or Prd, There were police
reports concerning that subject.- his title, He had left or been discharged
from some college over fthat same subject.

T 1B Aiped] - FRASARLE. CA

That is all I know. ~ r

Sincerly, 1£Z£vw_, ;ué;J

dlenn Dail

THANKS GLENN FoR THE FREGM Aoty
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KEN_KNOWLES SPORT AIRCRAFT, IkC_:
The following is & nobe from PhtL TUINER re the above:
"Ernioyed talking with you at OSH this year.
my grandson,
Encleosedis a brief note on the sale of Sport Aircraft,
indicated he would run & copy in Hot Line. Perhaps you,
run it in the T-18 NL..... Phil

Inc.
too,

Jack Cox
may want tco

Ken Knowles, well known and respected supplier of parts

for the Thorp T-18 has sold bis Company, Ken Knowles Sport

pAircraft Inc, to Phil Tucker of Lancaster, Ca, All paris and

supplies for the T-18 and $-18 will contirnue to be produced

and sold, ) '

Phil Tucker has been associated with aircraft fabricaﬁiOn

for 3% years, most recently as Manager of Tube Fabrication

and Development on the Bi-B program for Rockwell in Palmdale.

He built his own T-18 starting irn Nov, 1975 and completing

it in Mar.1982. :
 kfter cancellation of the Bl in 1978 Phil spent close to a

year building T-18 parts for Ken while on layoff from Rocie

well which provided additional knowledgeand experience of the

T—18's detail fabrication and assembly procedures,
The new majiling address isj Ken Knowles Sport Aircrafi Inc;
1237 E.Ave,d12, Lancaster,Ca. 93535,Phone (805) 945-2366,

In case you are wondering if Ken was forced to sell on account of & heaith
problem, the answer is nc. Ken is in good health. He went at building the
T-18 parts and kits hammer and tongs for ‘a good many years and I think he
just got battle fatigue and wore his tread a little .slick. Anyway, now he's
spending as much time as he can playing golf and doing some of the othez
things you do when yob are "retired". Geri has alse kept him busy doing
gardening chores, too. . '

There are a bunch of you guys out there that owe Ken.a debt of gratitude.

A good many of you wouldn't have a T-18 in the air today if it hddn't

been for Ken, One thing I always appreciated about him was his promptness
in filiing an order. He always kept a stock on hand and most of the time
the order was shipped the very next day and that's a most commendable
trait, (Tooc bad the #1 aircraft parts-house on the West Coast doesn't
practice the same thing}. In the beginning Ken made most T-18 parts himself,

but down the line when he started getting swamped he farmed some of the items

out. I don't know how many complete kits he put together, but it was a bunch.
There are about B0-70 T-18s flying or being built in Australia and New
Zealand and I'm sure that all but one or two came out of his shop.

I'm sure all of you join with me in
thing in their geolden years, If you
their new number is 714/734-3998. I
break his back to please and uphold

wishing Ken and Geri the best of every
should want to call them and say hello
think, too, you'll ‘find Phil will

the high standards Ken a&id.

It was guite an event for me and
but no wore campground for me. i

Ahout 90% of the

new builders these days are building the convertible wing,
which admittedly

wat more difficult 4o build than the standard
wing., Primarily, this is hecause of the ailercn contrel system, In previcus
newsletters John Kleber, John Walton, and others have made excellent step by
step writeups and John Wialton has even made drawings and complete writeups
available for those that want to add wing fuel for only $10 to cover mail &
printing costs. Incidentally, John W, still has a couple of pin extractors
left {a necessity if vou fold The wing] Ffor KBis cost OF 549, He was able to
get that cost by having several made at once, so won't have more made,

ig gomow

Here now is Chis Fast's step-by-step writeup for assempling the center wing
for the goldlng wing, sSo now you have directions from three experienced,
hlgbly gualified builders, all of which have built at least one other st’d
wing before. Compare all the articles as yon build and it should be a piece

of cake for the newcomer.

T-18 CENTER WING ASSEMBLY...., by CHRIS FAST (;’—‘OLDIHG !«fuJG)

:

I. Make sure all rlbs fair with spars, both top and bottom. Punch out all rit
flange holes with a2 #40 nibped Whitney punch. . :
2. Check +%hat rib joggles fit the spar filanges. Adjust as necessary.

3. Attach the ribs to the spar webs with #40 clecos, but do not rivet at

this time.

NOTE: Make ce;taln that the 213 -1 & -2 bellcrank brackets on the 210L
and Z10R ribs are NOT drilled for the belleranks, as this must NOT be done
until the outer wing is attached with the mating brackets. BELLCRBNKS MUST
HAVE B COMMON BXIS. VERY IMPORTANT |
4 Drill/ punch all holes in skin with a #40 before forming the leading edge
bend, DO NOT DRILL THE CENTER WiNG SPAR HOLES IN THE SKIN AT THIS TIME.

5. Cleco top and bottom skins together for forming. CAREFUL ‘Be SURE and use

the proper index line or the LE bend will be wrong!

6. Using & 3/4" ¥ 16" X 48" FLAT masonite board (or eguivalent} CAREFULLY

crush the skin down until it pretty closely fits the nose rib. Go slow!

Check. and re-check (It prebably will take several attempts to get it

right), Rememeber....if you get too sharp a bend in the LE skin it will

adversely affect the stal]l characteristics. Also be sure the hend radius
of the left wing skin is the same as the right one, bdlsc remember that
outer ends of the skin crush easier than in the middle, so keep your knee
pressure in the middie. When checking fit, use a strong light behind the

ribs’ toc compare the gap size. .

7. Remove c¢lecos at TE and trim skins to the flnal dimension,

Attach skin to ribs and REAR spar {only) with #40 clecos.
pick to draw holes intc alignment.

9. Using a straight edge on the center spar locatlon and another one ¢ n the

rear spar...EBEYEBALL the twc, They should be }B:allel. if not, remove the

clecos from the top flange of the rear spar and using small clamps,shift
the skin to spar position slxghtly until the stralght edges are parallel.

Thisprocedure insures nho wing twist.

Once you are satisfied with the alignment, drill out 21l the holes to
1/8" and install 1/8" clecos as you go. (Do not remove too many clecos
(#40) at a time and run the risk of 1051ng alignmeht, One at a time is
much safer.

11. Check alignment one more time and then lay out main center spar holes
top and bottom.Be sure and add a STAGGERED additicnal row of rivets
between BL21.375 and BL41.375, top.and bottom. This aveoids having rivets

get looseand working, as some have experienced. Also it is helpful to move

FWD rivet line about 1/B" aft in the AREA OF THE STEEL ATTACH PLATES, TO

AVOID TNTERFERENCE WITH THE 1/4" ATTACH BOLTS. Makes riveting MUCH easzer

CoreT'D)
(¢

/A)"d' om;as'r

using an ice

10.

Assempoine Cevree (Cavvepr scs afmfa) &t
ford
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{cont™d]

12, Drill spar holes and install clecos.

13, Fit step plates and support anales.

14, Now disassemble skin and ribs. i

15. Beburr all holes in skin and ribs. Dimple all holes EXCEPT the main
spar holes. These will dimple &5 the rivets are driven, making a -very
tight wing. COUNTERSINK the main spar caps. Sy

16. Zinc chromate spray ribs and inside surface of the skin. This is &lso
the best time to rivet the step plates and -7 angles to the skin,

17. Re-install ribs to spars and rivet fore and aft flanges to the spars,
EXCEPT do NOT rivet end ribs 210 and 2061-3 at this time. They must he
removed for access to some skin riveting, so install them temporarily
with ciecos for alignment purposes., .

18, Re-install skin, using clecos in alternate holes at least.

19. + Re~check alignment, as in Step 9 above before riveting.

20. Remove #20)-3 nose ribs at inboard end and completely rivet the next
outboard rik, .

2}, Re-install the 201-3 rib and complete riveting the nose section.

22. Remave clecos at the Top rear spar and a minimum number of clecos
near the trailing edge to allow the top skin to be lifted enough for .
riveting of the main spar caps, top and bottom, between main ribs 533-1
and 534. Also rivet the BOTTOM flange of the RERR spar,

23. Re-install all trailing edge clecos, ‘ .

24. Remove butt rib #210 and rivet #534 rib completely, also upper and
lower spar caps.

25. Re-install #210 butt rib and complete all riveting.

And there you have it ,gents. About the only additions I would make is

that before drilling all the index and trailing edge rivet holes at the
trailing edge that you leave every other one undrilled on the top skin.

The idea is that if you do have to slightly shift the skin after the first
alignment check only a few holes will be mismatched and you can then match
drill the blank ones in with the spars. This may be hair splitting anyway,
since the #40 holes will later be drilled out to 1/8" and most likely

you won't have toc move them that much. anyway if you have been carefull to
iay out the lines of rivet holes for the ribs in the flat skin. Those lines
should be absolutely parallel! ‘ ’

You might also want to lay a couple of levels (long cnes) up there like
long straight edges to cross check your eyeball look. The whole assembly
must be carefully leveled up beforshand for this to be valid. The eyeball
method is very accurate if you do it carefully. You might want to switch
straight edges if there is any doubt that they have all edges paraliel,

You might alsc want to make a2 spar hole template out of & scrap piece of
metal that's about 2" wide and as long as the wing skin is wide. You can
position the template over the skin and prick punch the hole pattern thru
the holes. This 2llows you to eyeball in at the ends to see that .vour line
of rivet holes is in the proper fore and aft position over the spars. It
also saves layout time and lets you have a nice straight line of holes.

Anyway, Chris, we are all very grateful for your taking the time and trouble
fer the writeup of this and other components on the T-18. You probably don't
realize what a BIG help this is to a new builder. Again, Chris, thanks a
million! You're a super-nice guy in wmy book,

Just’ talked to Chris and he says his health is reasonably good, even tho'
they had to de a balloon angioplasty after his 2nd by.pass operation. He
alse said he is getting into some big R/C models and having fur with them.
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The follewing addresses a problem of considerable interest,

o, hussell Hoss

From KiEF1T  Bex 411
Sioux City, lowa
513108

. March 27, 1985
r. Bick Cavin

T-18 kutual aid Society
10529 Somer'ton

Dallas, Texas

Lear bick,

Inclosed is. a drawing for a locking gas cap on the

T-t8., I have a Ken Knowles 'aluminum tank with the

cam operated expanding rubber seal. John Walton reported
in pne nf the newrs letters that the cap would pop out
when the tank was dropped a5 e
feet. 1 know he used a differant method to secure the cap.
T used a piece of 2024-T3% ~,187 by 1.5" by 3¥ which is
the cap diameter. -By sloting this plate gnd the ecriginal
cap for an AN boli this plate can be alid to one side
allowing the cap to fit on the tank flange and then
gliding the plate back to lock under the flange; when
compressed by the cam it is securely locked in place

and cannot come out. The original gesket is cut flush
with the cap and the expansion plate is also retained as
a seal. See drawing. . FER

I have purchased a Sensenich L-76 metal propeller cut

to 68 with T4" pitech for an 03%20. According to what
information I have this prop meets vibration standzras.
dould like to know if anyone using this prop has had

‘any problems. Would really appreciate any info eon this

in the newsletter, Hope to have my T-1B flying in about
three months.

best negards,

— 3

/,{fi% ‘Kﬁ‘%'

Thanks, Russ, for the drawing and writeup. Looks lik= a
good methed. Good luck on your new bird,

AR Comtmenrs e 7TAE M-7¢ FhoP <
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Pear Dick, F-27-85
Copy cf this letter is being sent to John Walton for his prior
advice. 1 purchased a set of his plans for "Thorp T-18 wet Wing"
from Ken Knowles.
RUSE ROSS® DRAWING

The plans are excellent and I am indebted to
John for them. The rework of my wing is progressing very well and I
feel very good about the direction and completeness of the plans.

A further MOD is necesary as my {folding)} wing has a chordwise

of @AS CAT Lo

lap joint for the skin at the third {(from left) .025 rib. This lap
. joint without additional strength would eventually leak with flexing.
[ [ These nose ribs have been replaced with .032 ribs per drawing.
- ~ ~ The MOD being made is to add a doubler uséng .032 mat'}l 1%" x 15k
v & titted into the top and bottom of ribs #3 and #10. (Se¢e Fig.1)
R ‘:{ {Note) These ribes came from Ken Knowles with the wide spaced
1> - center punched hole locations. Drill and debur...all ribs and cleco
" b~ in place. (This is remodel-not new construct). draw a line through
%\ ) center of holes in wing. place additional holes midway. draw a second
7 line parralel. apnd centered over the doubler. Drill holes in the skin
matching those juat completed. This becomes a template for the holes
for the doubler. Remove the ribs. Using AN.460-3 rivets and adhesive
indicated in £Pigsl) attach the doubler to the rib spaced as peeded
: to draw the parts together for curing.
Lo e e - —

A second MOD seemed desireable and has been made to four of the
ribs...namely #1, #5, #8, and #10...tank end ribs. This gives me Fuel
Quantity Indication, left and right and Low Puel Quantity wWarning by
( i way-of a light 8r busser next to the reapective guage...see Fig.2}.

-
=

' Rip PouBLER Fig 1 i Fig. 4 () FUEl QUANTITY
X . i 1
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Dear Dick and Lynn:

Just neceived youn T-18 ddSSTIRECHNEY IONEKENG could add o Littée :
Thaow may the fixed piteh pwopsll! Buy WE constant speed on variadle

even Lhough my T=18 is fong sieeia memony., -
Egg.uﬁ?#ggsuﬁgﬁhggigg %Eagvkﬁg%unhﬁéﬁcg
%&nh%ggéa:é?.g&iﬁgzk&t& ) Adnosl all N%%&Egggﬁgggg
cruise, Kind o n%«?%ﬂ&?@&mgﬂgé &%ﬁésesnbﬂa
much thought, &mgatﬁ?umogm&a?w The same ppeiatan’s E&%??&
When T purehased an E\ngﬁrﬁ. it come with a }ﬁghmg 100 on : | 2o fe a much mone efficient engine ol 65% saled powen. L.e.; Fhe 0-360 will
750 on whaleven, J gust folted on \QNEEBDE.RE& E?rnn\._.mesﬁ o gmumch\ﬁ%uuﬂaﬁgm.m%h@wggh\ﬁoumogg%
\gghab}gmkgpm“& ondy if you g%&an&gE - 2350 apm ful nutffing oul only 97 hn and using 8.8 gallons per hour. Just o Ainl.
m%ng}ngggg How dumf can o guy fof @Sgg . . Bich, T'm netired from WWA now. The Long houns on the Taans Pac Llights
Pinally fonced me. 1o stant thinking afout peopetlons when he insisted on using Finally got to my bach and 1 decided Io nelire Yinee yeans sanly instead.of
a constant speed paop ggéﬁmu&ﬁ out the openator’s manual fon mafon back sungeny. J alild hold a hb&b&%&mgghg??@ )
&5%&83?3 i%m%gas&é aié%&gmt houns angmore,

.EEQ&\SL;»Q‘E_. gg%&& g“é%&mmmmmﬁagg . ghoﬁoho&%bhﬁ&&%%ﬁ%?ﬁ% ﬁ}hgg%}hg
t%ﬁgﬁfﬂ:ﬁéhﬁagg Jt s nththEﬁhwgﬁ:\E . make o techinical ilbustraton of me t@n\h hgbmtbgﬁbbmbonabhnnl

A Lixed pilch prop is a compromise. So whal does bhatf mean? .w_nwb.s.mt.b_a J highly necommend a counse. in basic drafling for anyone who is nol expenienced

Lunng the 0-320-8 ol 2400 apm fon gﬁ\%%a&taﬁhﬁg 12 hp fon Laheofs. in neading Bluepnints, T wish I hod done it lefone’ ] stanted all this!

I your prop tuans 2450 for_cdint. you depefon 120 Ap and 2500 apm is onty 126 hn. J'm thinking of anothes homefuilt project {it's a fatal disense ore nevea
What happened to the 76 %gu?&gﬁgg? Well, it is stiff | ) gels oven, il jusl gels wodse) fut the 210 nedline on the T-78 is giving me
walling fon you Lo gel the apm up and it will fe hoppy to oflige with fubf hp, pause. The glassain is adready oven 260 and the fustong 2 2 is 245,

What does that have to do wilh a \\rﬁmk?..nn\:a\ro‘c bkﬁn&?&%ﬁt&& T sune would Like lyfe Trusly’ s wing on the wide fody vension wilh the 7 mo\f
Lot Zhe rpm tunn so much for o panticulon ainspeed and wifl fop out at a a panticualan glm-&oaﬂghﬁbhnﬁh‘gm&ngan%%ﬁké.u.!gﬂ
sinsgesd fon you aineatt. It asally Loils doum Jo movioam spm in stpatght. gt o fan of the foliing wing aircnaft wnd aften "fealing” the differsnce in
Leved with wide open thnottle. I you aliy at 2100 apm max, then goun faheoff - g&sgg?gﬁ%bgé 4 vote for the
and clind apm will be Loss than 2700 and gou will peven get full hp fon Zohenff sfandand, As J say, the 210 ned Line on the T-7 .roﬁ.shchbh.s.m \\Eimﬂﬁkbbm
Ev&hh.c__pa. ESNM mﬁﬁpﬂk@.ﬂﬂg So r}nhtbmhg . one N&E&Ngu?%?a&hh\ﬁu
hgaﬁi%ﬁmgégéu?&yﬁt% ghﬁ:\szwg _ eﬁgﬁm?&b&ﬁ% Eﬁgsebéno %e& ?\EE
deanty fon. &%Esg%m,,\% n?ss\se% %L Eq%ggﬁag
%%&EQEEEE /\}ar\ Ptsa@ QSQE?&S \Eﬁ,n mﬁggugkh&ag

; (Yes, a0 my e S4Ys | LET A FEL OF TRote (Ro0S &ET Contd A M‘?&y) :
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. ‘
{JOHN FOY cont'd) BRIAN P. HARMEY. M D.

A MEDIGAL CORPORATION
POST OFFICE BOX D64
FALLBROOK, CALIFORNIA #2028
TELEPHOHNE 6181 7231633

Thanks a million, John, for the previous twc pages. The true power output

of an engine is a subject that geems to be widely misunderstood by 50 many
people.
I'd like to take this time te pay tribuote te John Foy as one of the most
prolific homebuilders in EMA., I first met Jobrn in the pinfeather days of
the T-18, when he lived in St. Paul. I was flying a -MSP layover trip at the
time and had & crew car available, s¢ I went out to John's house to see his
T-18 project. I later visited him in SEA, when he was based there. He had i z ]
just finished building a Scamp, was starting op .a P-51. He also had bullt a Nevember 2l. 1389
Varieze, He's now building tha all metal Durand.
— e Dick Cavin

_____WELD BelT RUEB&{ President, T-1& Builders anc {wners assoC.

To ToF ; 10525 Somerton

/ SHEET ' . Dailas, Texas
e NUT '

CIPLOHATE AMERIGAH ROARD OF ANCITHERICLOGY

Dear Dich:

Persuant to our telephone Gonversation vesterday, 1. am
// TEE enciosing somg technical information and photos o0f my
(] e » ) T-18, N275i, which is for sale at 518,000. The airplane
CF'* °F e was  put into pervige in 1976 and has 290 hours on the
1 : airframe and the overhaul of the engine. it 15 powerad
ofjwﬁE£D€P 'FMBBER by a l8C h.p. Lycoming O-360.

SHeeT

The panel was redomne asbout 3 years ago anc is finished
in black crinkle peint. Instruments and guages on  the
top row are: airspeed, turn & bank, VY5I. tach., EG7. oil
pressure. amps and 'g” meter. Those on the bottowm row
are: clock. Epaéa Tor P.G. anad artificial horizon.
altimeter, mwunifold pressure. cyiipdsr temp,. oil temp,
fuael - and Buctipn. 1 have the artificial horizon and
D.G., and they can easily be installed in the alrcraft.

LSW\M EAS Car

SoemirE BY

JOHN o STeelBAR__
T B e THICKER,

atso LoNgER THAN
DA, oF INLET

)
z

SALE :

As vyou can see from the photos. - the airplane is bright
red and the pu;nt is in good condition. It has bDeen
hanqared all its lite. A heater has been i1nstalled anao
the " trim wneel has been repositioned for more ease of
oparation.

oz

I trust that this information wiil Be helpiuvl to vou ain
conveying specifications of the plane to potential
buyars. Thank you for any help vou can oizer 10 thas
ragard. 1 have also enclosed my check 1n the ameunt of
510.00 for renewanl omn my membership.

(v Ao Be Zoi2

TAF Hole Te
T BT

Sincerely.

TUREADED Rew ' “ //Z’W ),
ER Boty WITH o /ﬁ Lo
HeAp CuT = ‘ prian F. Horney, #l

“Note:Holes in steel bar a }loose fir on AN-3 bolts;Weld AN3 bolts to steel top P.S.: radio i -
on assembly:;Weld threaded rod to wing nut on -ass’'y;Tilt ass'y to insert in -§.: The radio is an Edo RTSS3.
filler neck opening.

THANKS AN, JOHN .




T-18 NEWSLETTER #63 page 21

MUFFLER TIP FROM DEAN COCHRAN:

" Bill Flarity, of the MUSTANG UNITS CO, of Daverport, IA, sent a set

of mufflers to me in "B4 to test for him. They are about 2% ip diameter
and about 8" iong. They weigh LY lbs, each.We've had them on the bird for
over a year now and really do like 'em., They get rid of that high crack
sound and give the exhaust a deeper, more mellow sound. They don't seem
to hurt performance, I should have prices soon for the fellows®.

Dean also wrote about winter interfering with flying in the Denver area,
but that he had big plans for taking the bird over the Rockies to the
Western slope and to Montana to de some fly fishing.

T-18 NEWSLETTER #63
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ENGINE FOR SALE: The following is from WALT GIFFIN, 4277 Kenmont Place,
Columbus, OH, -43220: .

Dear Dick:

I enjoyed our brief conversations at Oshkosh 85 and was . pleased to see that
you are again meving arcund in the middle of the sport aviation scene, As

1 mentioned to you then T am planning to switch engines in my T-18 just as
s00n as my new prop arrives. My current engine is still flying in the
airpiane but I hope to have the switch complete by parly Séptember. If you
have space in the next newsletter I would appreciate it if.you would insert
the following for sale notice. ’

FOR SALE: LYCOMING 0-290-D2 (135 HP), ENGINE REMOVED FROM T-18 FOR HIGHER
HORSEFOWER INSTALLATION. 650 SMOM, 1800 TT, ACCESSORIES NEW AT TIME OF
-CHROME MAJOR.  INCLUDES DUAL  IMPULSE MAGS, CARB AND STARTER. #3306

WALT GIFFIN 4277 KENMONT PL. COLUMBUS, OHIQ 43220 PH.&14-451 2126

Thanks for the help.

Z?ardﬁ .

Wailt Biffin
N?BWG ser. H&S

(#ay Alasavy Be SeLp.
Porewg Gl 157),

A REMINDER: If you need addresses of T-18 members, the lasﬁ page of NL#62
has an up to date list of paid yp members.

You asked for some ¢.g. calculations, My calculations,

plus some losding charts I prepared nro enclosed. Welghing was
done on 3 platform scales at a certifisd alrtraft repair atation.
I have an 8n290—D2 engine with a Caseldy wood prop and battery
behind the buggange compartment per plans. The c.g. is further

© aft than I would like it to bs, although the only handliang pro-
blem I have noted occura with fou fuel, & full pasaenger load
and bags coupled with high cruime power setiing., Then I run out
of nome-down trim and must hold some forward stick pressurs,
The plane now has over 300 hours on it with no major squavks..,.
a real delight to fly and display.

The next three pages are from Walt on his airplane, N78WG, with ail the
other examples of CG-caleulation in the variocus NLs, you should have no
" trouble with yours, if you use these as a guide, .

*from WALTIGIFFIN®
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from WALT GIFFIN

Thore 112
[N R (Vs 74
G, EavELoPE

AFT €&, pimT I

Formanad C.c bt C16" (1€ Hac )

(3% Mac )

{Walt, we thank you very much for these superb

«charts and your obvious desire to help your
fellow builders. Certainly demonstrates that you've

got the "RIGHT STUFF"!)

—

<1

F0

fuoo tioe

f203

Wegrsd LBST

'-!‘)'J

Fio
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STANDARD DISCLAIMER:Pleasce be advised that since its beginnings in 1963 that
:he T-18 Newsletter is an information exchange between membiers of the T-18
futual Aid Society (mow known as the T-18 Builders and Owners Association},

1\ non-profit group.®e would make you aware that the T-18 was, is, and will be
in the future..a clearing house only for ideas, opinions, and personal
sxperiences of both members and non-members on both building and flying the
"-18, Anyone using the ideas, opinions, and experiences presented do so at
heir own discretion and risk, as no claim for their accaracy is made.There-
‘ore, no responsibility or liability is either exoressed or implied and is
rithout recourse against anyone. All of the above refers to what is called
*he T-18 NEWSLETTER.

jorry we have to take up space for that, gents, but in these days,etc........’

i0S..,.505...5805,,.0ne of our ABustralian builders, {Martin W. Beck, of 44
theppard Rd.., Emu plains, N.5.W. 2750, Austrdlia), is . gearing up to assemble
¢ WIDE BODY T-18, the first to be constructed in Ans.and he's run into a
inag with their Dept. of Aviation. Seems they rcan't approve the project
intil they have the names and addresses of at least 6 owner/builders of the
ride body T-18 that have completed at least 100 hrs, Tof flying in it.

tartin has all parts on band to assemble, but he's stuck.until we can get
iome names and addresses to him. ¥ know of Ken Knowle's bird and Xarl and
tazie Lipscomb®s wWBs, but I'm at a loss to know who else of 'you is now

‘lying a Wide Body. If YOU are one of those, please let me know pronto, even
o' you may not have 100 hrs. on it! If any of the rest of you know of some-
ne besides Ken and Karl, it would be apprec1ated if you's let me know. My
ecords den't indicate whether or not it's 2 st'd or WB and it's the same
ith Lu Sunderland. I know T turned out several WB fuselages for people,

mt Karl's is the only one I know for sure that is flying.

UTURE OF THE T-18 NEWSLETTER: As I have written so often in the .past, the
WLY THING THAT KEEPS THE NEWSLETTERS GOING ARE THE ARFICLES, TIPS, and
BEPTERS FROM YOU, THE BUILDERS AND OWNERS......The problem is.that the

well is close to running dry for material. I only bave enough material on
and for maybe one more newsletter...... c¢ertainly no more than two.We have

overed the construction of most every item on the airplane and some of them

wre than once. We have published guite a lot of performance’ information,
omments on flying the T-18, and a variety of other subjects, including
eports and articles on the social function side of things.

‘¥ I have your interest by now, please consider this point: Best estimates
ay that probably 500+ T-18s have been built. ALL of them have spinners,
rops, cowlings, baffles, oil ceolers, fuel systems, wheels and brakes,

‘heel pants. gear fairings, throtties and mixture controls, engine inst'ts,
udder and brake pedals, brake cyl's, instrument panels full of a variety of
nstruments in a variety of arrangements. All of them have windshields, all
ave upholstery and seats, all have baggage compartments, radios, antennae,
av lites, flaps, tpim systems, tail wheels, etc....you get the idea,

iow go back thru your ¥Ls and make a mote of how many articles you have seen
w1 instaliing spinners (1), the proper way tec install wood and metal props,
ir how to go about installing cowling (3 or 4 types available), & what about
affles?(0Only two have offeres to share their baffle patterns).Have you ever
jeen an article on the a step by step method to install wheel pants?,or gear
‘airing? Or routing of brake lines arnd the AN hdw needed? Ditto a complete
‘uei system and a list of AN parts needed? How do you meount a throttle and
ixture conptrol and how do you route the flex cable and hook them up at the

‘arb? Ditto the plumbing of engine instruments?

T-18: NEWSLETTER #63
{(cont'd Erom pg. 23}
Anyway, the point is that there are STILL quite a number of subjects that
we need for the NL. I have had calls asking my opiricn on all the above
subjects and a2 good many others besides, I've been able tc answer some of
the stock guestionsand some I haven't. Tony Bingelis' two excellent books
should be MUST reading for builders, even tho' a portion of his material
isn't directly applicable to T-18 building. His monthly articles in Sport
Aeiation go clear back to Jan. '72....15 years worth, and there have only
been a couple of months that his column wasn't carried! A fantastic record!
I have been photo copying his articles a year at a time and now have an
almost complete file of them, I realize somé of you have only joined ERA in
the past few years and probably don't have a collection of magazines llke I
do. Sorry I can’t help you with copies, due to copyright laws.
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I would like for ALL. necessary info be in our NLs, hut one person can only
do so much and when that person is within a few weeks of bheing 70 and his
time is already spread mighfy thin, the prognosis for getting it all done
is mighty poor. Our T-18 Owners Manual is still in limbo for the same

- réason....because YOU and YOU won't take the time to sit down and write a p

rage or two for the NL, Almbst all of you have said, "I really do appreciate
the NLs and keep up the good work, etc.", but fully 90% of you haven't
repaid the debt in benefits you received by contributing an article or tip!

If you don't know WHAT to write about, look at the preceding iist of subjects

or look at every detail on your airplane. We don't hale any problem with
having enough subjects available.,.just a dearth of articles. X
If you can send in anr article, it would help me if you could Eype it on

a st'd size sheet of paper, with st'd margins, but if you can't type it

send it anyway and I'll type it. I often have to scissor and Scotch tape
articles together to make space come ottt even. Illustrations come out hetter
if ‘'yéu use a fine point black ink pen and regular block style lettering, but
here again I can go over pencil drawings with a pen and make a ‘paste-cver
lettering patch with the typewriter if necessary.

As to funds, I-have enough left over in the kitty for a couple more issues
the size of this one. I originally said in a previous NL that we would
make our yearly. renewal date coincide with OSH, but since my NL production
has been so poor the.past year, I'm sure some of you thought the NL had
gone down the drain and so dldn‘t renew. Some of yopu have renewed and I do
appreciate your support. :

That's all for this issue, amigos, It has just turned '86 and for all of
you that sent season greetings, I'd like to wish all the best for you in
the coming year, alorg with good health.

I hope to hear from all of you soon. In the meantime, GOOD FLYING. D;cy g

P.5. (Room for cone more item):

FOR SALE: Apn ID 360 A1lA engine. Overhaul to Zero time spees, with or without
a yellow tag on accessories. Will accept an 0360 core trade in. Ken Morgan,
817/ 268-1834 (Ft. Worth). (Ken is an A & P and building a T~18,

Our deepest condolences to the family of Ford Hendricks, who recently passed
away. An cld friend, Ford was an ardent T-18er, 'an example of how we might
approach and enjoy life when we get to the mid and high *'70s. A fine and

respected gentleman. We'll miss him.
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T-18 NEWSLETTER #63
Decided to add the following pages to #63, since I hadn't put out the

usual! number of NL the past year, so this'll be a BIG 'un, The following is
from Fred Gindl, 101 Broomfield Dr., Agincourt, Ont,M1S5.2w3 {416/293-9810) :
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Dear Mr. Cavin: !

EVERYRODY 1o THE “HOME-RETLG " AOVEMENT HAT A DREaM?  T0 BRING
MIS CREATYON (IN HY DASE, MY THORE T-t1HY TO OSHEOSH. MY TURE upy
THE YEAR 1984, .

] STARTED BUJTLDIMG HY T-18 ON ALGUST 11, §1972——HY FIRST FLIGHT
yps JUNE 41, 1983. “LONG TIWE FOR A DREAM!' ™

HY ACE Iz %5, I WAS KORN TN VIENNA, AUSTRIA
SOARING AT THE AGE OF 14y, . I

CAROUT MYSELF ¢ 13 55
{(GLIDDER COUNTRY-WHERE I STAK _ ,
IHHIGRQTED T CanaDA IN THE YEAR OF 1953. . T HADE-HY-FUUER FLYENL
.LICENCE IN §955 AND MY HELICOFTER LIDENCE IH 1?69,_:tGR TSE_PAnT
22 YEARS I°VE DFERATED MY DN rMaLL BUSTNESS (PULYUR&THANE FoaH
INSULATION AND_SFﬁCIAh COATINGS.)

2?5‘ WHICH IS UNBERGDING
1 OWNED AND DFERATED
I WAS FORCED TO SELL

I ALSO OWN AMD OPERATE MY 1949 '"NAYION E-
LOMFLETE OVERHAUL AND FAINTING AT TRIS TIHME.
A TENSTROM 280* HELICOPTER FOR HY RUSIMESS.
MY MACHINE DUE 7O UNAFFORTABLE INSURANCE.

MY TOTAL FLYING EXFERIENCE IT 3,477 HOURS IN FIXED WING AND ROTO
CRAFT. - - ,

ABOUT MY THORP T-i8 SERIAL 3558
CANADA REGISTRATION: C-G FFB

e v e e e e i P

MY T-18 IS ALL HOME

—MADE EXCEFT FOR THE ENGING, LANDING GEAR,

PERFORNANCE ON FIRST INSTALLED ENGINE

EHGIMNE - 436 HF., LYC. ]
PROF: BY SANTA WONICA FPROF. TLEM 8-6-71 - PITOH:. 71 - Diaf,. 70" - i

1,074 ILBS {I HEVER COULD FIGURE OUT HOW I &O7

I HEAVY!Y -
STATIC RFM 1,925

(rowson TaAW MGACE. Too MoK 72 mArEES)

FULL FOWER LEVEL FLIGHT 1,900 AGL ST.DAY- 2,450 REM-193 HMFH INDIC.

(1S0HF 0320 RTED 850 HP @ 2700 [ytor)

CLIME SOLU: 120 HFH 1,80@¢'

CLIME PASS.: 120 HFH 1,456°

CRUISE: 2,450 RFH AT 7,500° — 142 MFH INDIC.
STALL CLEAN: 44 HPH '

ITALL FULL FLAFE: o0 NP '
AT FULL TANK. GnLi: 26 MEH, A/ WILL FERFORN INSIDE  LOOF )

THEREFORE, SELECTED LANDIHG SFEED 15 99 HPH

40 HP Tl E

T-18° NEWSLETTER #63 page 2B
(FRED GINDL, cont'd}

QFTanFL*ING B T-49 (as HOURSY 1 DECIDED 7O REAOVE THTT "Sili-  0OF

AM ENGTHE, AND REFPLACE IT WITH 4 BRAND MNEW *$&0 LYUDHING®, THE FROF

ALS0 HEEDEDL TO BE RE-FIVOHED, I REMOVED THE 350 HF LMGINE AND
INSTALLED THE NEW 160 HF ENGINE ON OCTORER 23, 1984,

PERFORHANCEIDN ZND INSTALLED ENGINE

" ENGIME: 160 HF LYC.

PROP: SAME, EXCEFT RE-FITECHED T0D 48" AND BALANCED
A.50. THE FROF MWAS HARMONIC CHECKED (AVOID CONT,
HETWEEN 2.470-2,76%9) - “JUST A FEACE OF MIND®
L ALSO REMOVED SOME WEIGHT FROH THE AIRFRAME.

- A/C_EMFTY WEIGHT: 1,054 LES (20 LBS)

FIATIC REN 2,350, (+ 325 K oF isodr €4¢)

FULL POWER LEVEL FLIGHT ¢,000' AGL ST.DAY 3 400 RFHM 212 HFH INDIC. |
(o-3p oue mgsw:' 168 HE @ 2700 REM)

OFERATEON

CLIME SOLD: 120 MFH 2,200

" GLIME PASS: 20 HPH §,5350*

LRUISE 7,500’ AGL AT 2,375 AND §8.5 MaM. 162 HPH

STALL CLEAN: 44 HFH

STALL FULL FLAFS: 60 HFH

AT HEGH SPEED EY HYSELF AND FULL FUEL, SHE WILL STILL DO
ACRDEATICS WITH FULL FLAFS (7] I'M NOT CONCERNED WITH THAT,
SINCE T KNOW WHAT SHE'S DNIHG. I JUST APFROACH SLOWER!

TOYAL YTHE OM THE AIRCRAFT

5 IS NOW B4:45 HOURS AMD T LOVE
EVERY BIT OF THE T-i8.

SFECIAL THANKS TO HR. JONN THURF, HR.-L0U SUMDERLAND AND
M. BOB DIAL FOR HELFING - "MY DREAK COME TRUE®

THANES , TRED, FOR THE

SINCERELY, £ FERFER A Corfila

FRED GINDL

F.5. HY HEMBERSHIF CHEQUE FOR 1986 TS ENCLOSED
|7 AR vio NALE Besk 4 perTie TP e coms 7 AT

AROUNHE ot pave Joye W THE /59 47 Logls. 17 Mo aiap Fae

NeAzssp THE 0P

LJE MEED pikE ekl Akl 7%5455 _










