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SPRING IS HERE — at leazt it has a temporary hold in sasgtern
Wizconsin as I write this - and 1 hope it has arrived for the
rest of you northern hemisphere Flers also. For those of vou who
are building, fopefully vou have a bit more light in the evening
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to get a little more wark done on that FL-1 or -2, and for those
of vou who have vour projects completed, now you can get out and
dno a little flving in the evenings, perhaps. For my "down undet+"
stibscribers, well, what can I say — you have my sympathies. Look
on  the bright side: I don™t kmow about vyour aircraft, but at
least mine has the best cabin heater of any airplane 1°ve ever
1 own! Get a good heat muff for your airplane { believe mine is
stock from & Piper Colt eriginally) and winter will hold very
little inconvemience for you, so long as vou can keep the ice and
snow oFff vour bird.

Speaking of which, N75FL now has & roof over ites canopy, in

the form of a more — or — less permanently installed Fort - A -
Fort hangar. The airport people installed ten of these for
single aircraft plus a couple more larger ones, and my name was
on the list,. Costs more than tving down outside, but it’s worth

it in terms of peace of ming (we've already had a couple
thunderstarmse go through this sprind, with hail) and electrical
power is also available, which makes it much easier to wark on
the ole FL. A hangar is highly recommended far vour pride and
imy, if at all possible in vour area.

Unfortunately, my work schedule has picked up a bit again
with the arrival of spring to the northern climes, which leaves
me with little time to work on or flv N7SPL. About & week ago,
as I write this, I started doing somg work on the FL, planning to
finish it up during the next week and ready the airplane for its
annual before I ot busy again, Waz=n"t it FRobert Burns who said
something  about "the best laid plans of mice and men often agang
agley"? Im any case, he must have besn planning on doing some
work on his own aircratt when he came up with that. I now have
hal¥ the Ffloorboards out of the cockpit in preparation for
removal of the rudder pedal and brake assemblv, and now I have no
further time to work on the project — I was called back to  full
time work with one hour"s notice the following Monday. S50 now
the L is temporarily unflyable, with no time for me to get it
going again. Very frustrating. Since about &0%W of my work is
outdoor=s for the summer, I’m hoping for some rainy gdays so0 I can
get back to work on it. The money from all that work iz nice,
but at present I'd just as soon have time to get the F.  flvying

again. Hopefully she”ll be ready for EfA Convention, July 26 to

Aug. 4 this year. But be forewarned, with my schedule as it is
now, this will be yvour last newsletter until after the EAA Con-
ventiaon.

Onward to other news. iLast newsletter I mentioned some



experiments 1 was going to try to pick wp & little speed on  the
top end for the P - namely, reflexing the ailerons and instal-
ling gap seals on all control surface hinge lines (except the
rudder). Well, the syperiment was a partial sucocess. I dign"t
get all the speed I was hoping for, but I did pick up encugh to
be detectable. Surprisingly =nough,., [ also gained a bit 1in rate
of climb, too, although just how much I can*t say, since [ had
never checked it that accurately beftore these modifications. 1
would make an educated guess that the initial climb rate was
improved by clase to 10%, howaver - under sSimilar conditions
{density altitude almost exactly at sea level) the initial climb
rate at about 1400 lbs. graoss welight is now just about exactly
1000 L. /minute. Used tn be doing well i+ I could get SO0
tt./min. out aof it.

As for the maximum cruise, this [ had checked pretty closely
on a couple other occasions and had caome up with (within one mph)

125 mph. After +irst reflexing the ailerons, I checked it again
- density altitude within a few hundred ft. of TS0 ft., full
throttle, Z2&00 RFM, = appPrON. 7o4 power. I checked time across

several section lines, north, south, east, and west, and came up
with an average of 125.7 mph. In other words, don’t bother. But
if wyou're still interested, the procedure {for making this
adjustment entails removing the ailerons fraom the wings so  you
can get at the rod end bearings and screwing the rod ends in a

few turns. Frevious to this, my ailerons had just a touch of
"rreflex" ta them anyway, the trailing edges being about 1/4 ingch
above the trailing edges of the flaps ~ which were set properly.

After this adjustment, I now have the trailing =dges of the
ailerons just about exactly 3/4 inch above the flap trailing
edges — call it 2 cm. for you metric fans. At present, one of
the rod ends is within one turn of being bottomed out on the
pushrod end, so0 therae’s no further ad;iustment to be made ~ at
least easily. Since the speed gain measured is well within the
range of euperimental error considering the rough baseline
established and the methods used, I°d say offhand that it wasn’t
worth 1t. In other wards, Im not swe at all that I gained
anything. and I mav have even lost a tenth or three. In
retrospect, I'm guessing that the airfoil used on the FL-2 just
doesn’t lend itself to such cleanup technigues as airfoils with
less of a cusp at the trailing edge might - I don’t really know.
Gn the other hand, i1t zeems to me the climb rate was 1mproved a
bit, and other hanmdling characteristics were unaffected (at lesast
to my piloting technigus), z0 the hell with it, I'm nmot goirg to
bother to change it back to the way it was.

Gap cseals are a different matter. This iz & fairly simple
procedure and does not involve disassembly of any components  for
thoze of vou with flying aircraft. I purchased =some aluminum
tape - a two inch wide, sticky backed, heavy Foil type of
material - and thoroughly degreased and cleansd the undersides of
all the hinge lines on all haorizontal surfaces. I then applied
the tape with liberal use of pressure to make sure that all edges
are well sealed to the airplane. Not much point in & loosse edge
catching the airflow - or anvthing else, for that matter. And

make swre when you do this that vouw have the control @ surface
deflected to +ull travel up - otherwise vou may find the tape
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trying to stretch across the gap and restricting vyour control
travel. For the antiservo tab, this means adjusting the trim in
the cockpit to full nose down (trim tab up) position, and
deflecting the stabilater to full back stick (trailing edge up)
position. fAfter a good, thorough preflight amd cantrol check,
away we went.

Under pretty much the same conditions as noted above, the
speed was checked again, and this time the results were warth the
effort. Would vou believe a two mph increase for about two hours
of work (O, 50 1 work slow? and $3.00 of materials? I wish I
could get that kind of a return on all the work I do on the FL -
I"'d love to see a S50 mph increase for 30 hours of work! The
speed as checked came out to just about 127.1 mph, 50 this time
around the gap seal experiment truly did pay off. For those of
vou who feel like experimenting a bit further, vyou might want to
make caraful measurements aof rate of climb before vou try these
mods to wverify my suspicions about the increase in  that
department.

Mow about some numbers for some other FL's out there? Az 1
promised in the last issue, here are some figures for some other
hirds. The best documented figures [°'ve seen yet for a FL-1/2
are from HAROLD FID’S aircratt - see newsletter #4545, Christmas
*74, To sum up, this airplane had a Lyc. 0~-2906, 125 hp, landing
gear wheel and strut fairings, and a low profile cowl. At about
75% power, this aircraft was good for 154 mph! Matter of fact,
the numbers for the original PL-1 prototype with aenly 70 hp. came
up to 118 mph at 79% - with a fuel burn of only 3.0 gal./hour, or
almost 24 miles per gallon. In other words, mavba we ocught to
put & bit more effort intoc airframe cleanup on our airplanes, and
get them up into the Thorp T-15 speed range. It can be done!
While I°m still on the subject, I was in touch with AL BARTELL
who, among other things, told me of a FL-1 owned by J.C. ANTHONY
which, by the way, is pictured in Faz’s construction manual on p.
Fi. Al told me that this particular aircraft originally trued
out at about 153 mph, but that with some further cleanup could
cruise at 160 mph — on & 133 hp. O0-Z20D. This is believeable,
since this engine is rated at 10 hp. mor= than Harold Fio's, and
the speed comes out to 4 mph. more. Anyone else out there have
any morg numbers?

NEWS FROM PAZ: 1 have the unfortunate duty to report on one
bit of tragic news. that of the first fatal accident in any of
Faz's desiqgns., News seems to travel slowly sometimes, as this
accurred way back on June 3, 178=. Faz was kind snough to send
me a caopy of the accident report and accompanying letter, which
he suggested I include in this rewsletter - see the following few
pagjes. In summary, it was pointed out in the report that the
fusel age sides bowed out upon impact, causing the seat
back/shoulder harness attach cross member to pull loose and allow
the occupants to move forward. However, I doo want to emphasgize
one point mentioned in the report: Flemase note that in the next
to last paragraph the investigator mentions that "this particular
acecident was thought to have been non—-survivable' 1n any casa.
04 course, one will never know, but it =Zeems questionable that
the occupants could have survived even i+ the cross member had
remained in place. See the following three pages:



VAT NO. 191 0905 N REG NO. 606312

POPULAR FLYING ASSOCIATION

(PFA ULAIR LTD)

Registered Office:

TERMINAL BUILDING The founding and representative body
SHOREHAM AIRPORT in the United Kingdom of amateur
SHOREHAM-BY-SEA constructors and operators of ultra
W. SUSSEX. BN4 SFF light and group operated aircraft

Telsphone:
SHOREMAM-BY-SEA 81616 Our Ref: FIVW
Your Ref:

Mr, L. Pazmany,

The Pazmany Aircraft Corporation,

P.O. Box 80031,

San Diego,

" California 92138,

US.A. 28th January, 1985.

Dear Paz,

Your information concerning the PL2Z accident is correct, although this happened
back in June 1983. No defect was due to the aeroplane and it appeared to be a
question of the pilot losing controi. I am enclosing a copy of the information
bulletin put out by the Accident Investigation Branch which gives you the full
detsils. .

In the next to last paragraph you will see a note concerning the rivets attaching

the shoulder harness. [ exarnined these rivets carefully and feel that the AIB could
have been a little more explicit. The rivets in fact failed in tension due to the
action of the fuselage breaking up on impact. The mode of failure was that the
aircraft hit the ground very nose down and this in tum caused the upper longerons
to buckle under compression loads. The cross member in the fuselage was then in
tension due to the buckling in the fuselage and allowed these rivets to fail in tension
due to the fuselage which had already been substantially damaged bursting ocutwards.

I have put a small sketch at the end to illustrate the effect.

kb Wl

Vice-Chairman & Chief Executive

Yours sincerely,




No: 10/83 Ref: EW/ C 832

Atrcraft type and registration: Pazmany PL2 (Home-built light single engine fixed

aircraft) G-PBAZ
RPAZ.

Year of Manufacture: 1978
Date and time (GMT): , Sluncat 1220hs (yg=,
Location: Near Barton acrodrome. Manchester
Type of flight: Private (pleasure)
Persons on board: Crew — | Passengers ~ |
Injurivs: 7 Crew — 1 {fatal) Passengers - 1 (fatal)
Nature of damage: Aircraft destroyed
Commander's Licence: Private Pilot’s Livence
Commander’s Age: 40 years
Commander’'s totat flving cxperience: 145 hours {of which 29 hours were on type)

During the morning of the day of the accident, a number of club members decided to fly their
four aircraft in company from Netherthorpe (near Worksop) to Barton (Manchester). It was
agreed that one of the aircraft would lead the group. and its pilot would be respoasible for the
navigation, Because of his level of experience, and the relatively high performance of his aircraft,
the pilot of the Pazmany was asked to keen well hehind the remainder of the group. and there is
evidence that he complied with this request.

There were doubts regarding the suitability of the weather over the Pennines. and the aircraft
flew initially to Crosland Moor (Huddersficld). where. after having landed. the crews discussed
the prevailing weather with local club members. After approximately an hour on the ground. it
was decided that the weather was acceptable, and the four aircraft took off for Barton. As the
aircraft approached the aerodrome, a member of the group suggested on the RTF that the three
aircraft in the lead tighten up to overfly Barton and then break into line astern on the dead side
of the circuit. They werc then to revert to normal circuit disciplines. |

The aircraft, approaching from the northeast, made RTF contact with Barton Radio and were
advised that the wind was 070°/10-15 kt and thc runway in use 09, with a left hand circuit.
There was no significant weather.

L RS



The three teading aircraft flew overhead in loose formation, then turned left to descend to circuit
height (800°) on the dead side of the circuil‘pancm. The Pazmany, which had been well to the
rear, also joincd the circuit énd, whilst turning downwind, overtook successively, the number
three and number two aircraft on their left and at a height estimated to be about 100’ below
them. Shortly afterwards, the passenger in the Pazmany (who had been identified as initiating
all the RTF communications), called to the leader: “HAVE YOU GOT US IN SIGHT?”. At
about the same time, on reaching a point on the leading aircraft’s left quarter, the Pazmany was
seen to roll to the left. The roll continued until the lateral axis was over the vertical, and the
aircraft adopted a steep nose down, descending turn to the left. After a number of turns, which
witnesses estimate to have been between 2 and 5, the aircraft struck the peaty ground in a steep
nose down attitude. The engine and forward end of the cockpit, up to the instrument panel,
were embedded in the soil. ’

The upper torso restraint for both occupants was secured by very strong attachments to a cross-
member riveted to the fuselage. Upon impact, the four rivets securing each end of the cross-
member failed and, although this particular accident was thought {0 have been non-survivable,
hoth accupants received severe head injuries consistent with Sjack-kntfing”,

The atreraft had been constructed and finished to a very high standard. After a detailed exam-
mation of the airframe and engine, there was no evidence of o malfunction or failure which could
have contributed 1o the accident.

o



fis Far noted in his letter accompanying the report, this
points out that the FL-1 or -2 is NOT stall or spin proof - Paz
has never claimed such a thing. Matter of fact, the Taiwanese
published the results of their spin tests with their FL-1E
prototype, and these were included in newsletter #44 (May, *74) .
I+ 1 s=see sufficient interest, I*11l reprint it in a subsequent

newsletter — let me know if vou'd like to see it.

On a happier note, Far also passed &long word of his
selection as the recipient of the American Institute af
peronautics and Astronautiecs, San Diego Section, 1784 - BD award
£gr UOutstanding Technical Achisvement in Aerospace Engineering.
Comgratulations from all of us, Faz - but then, we’'ve known of

vouwr outstanding technical achievements for a long while now!
BACK ISSUES: Thanks to LARRY FETERNMITH, DON BIDLINGMEIER,
and DAVE PANTON, I rnow have almost all back issues available,

incliuding the premier issue, number ONE. As 1 write this, the
only issues 1 am still missing are #2, I, 4, S and 7. All
cthers are now available, sam@ rate as per current issues. Let

m2 krnow 1f you want any.

TECH GQUESTIONS AND EBUILDING TIFPS: Seems that since my FL is
flying (my wife probably has some comments on that last
statement, considering the amount of time it's been grounded for
various "improvements"? practically &l1 my emphasis 1in the
newsletter has been on things I"ve done to keep it flying or make
it +4lv better or whatever: my &apologies, I"ve neglected some
pratty good points from some of you builders out there, and there
are a lot of vou who might appreciate some short cuts in the "how
ta" dept. One point that has been mentioned by saveral of vyou
who have rorresponded with me is that if you have the room in
vouw shop, build the fuselage on the wing.. I can certainly see
the logic in that; Murphy’s Law states that tolerances will build
unidirectionally, rather than tending to cancel. In other words
if you have ten parts each with a tolerance of .01", when you put
them all together vou will @nd up with the whole thing being &
tenth of a&n inch off, one way or the other. And of course the
assembly vou want to attach this to is aoff in the gther direc-
tion. AFuiiding the fuselage right on the wing eliminates the
problem of tolerance buildup when yvou later try to assemble them;
vau  zan madify to fit as you go. And this same thing is also
true of other assemblies and subassemblies. I+ at all possible,
build them together rather than separately for later assembly.

Another point, raised by Leigh Blake: wWhen cutting sheet
metal for skins, etc., allow a little extra to make sure you have
enough, then trim later. Otherwise, same problem as above — you
make the part to the exact proper size, only to find that it's
toa =mall when fitted with the mating assembly due to tolerance
buildup on the other part. I"m sure you all know this is the way
life works, so Lry to allow for it.

WALTER BUTLER has & guestion — maybe some of you <&an Ccome up
with a better answer than mine. Drawing Z-10-00% (wing flaps)
ralls for a CR-794 and CR-75%7 Cherrvy rivet, and these don’t seem
to be available any more. Ir looking through my ALl Alrcraft
Farts catalog I find similar, but not identical numbers — which
leads me to suspect a change in nomenclature by +the company,
rather than a discontinuation af the specific typs of rivet. BEut



I dan’t know which would be the proper rivet to use -~ the old
numbers were not listed, much less any equivalencies tables.
Howaver, I did call a local Al mechanic who told me that the
equivalent Cherrymax rivet would certainly be a legal substitute:s
they’'re legal for use on production aircraft as equivalents to

solid rivets. Unfortunately, my catalog did rmot list
designations, sizes, etc. Ffor Cherrymax rivets - special order
only, prices quoted wupon application. In other words., expensive!

Arnd I have a note to the =ffect that DUANE SEYMOUR has some
guestions on the heating/ventilation system +for the PL-1/-2.
Sure wish I could find your original letter, Duane, so I .,could
answer that more thoroughly. However, I will take a few lines
here to go into the system om my aircraft a bit. As for cabin
heat, as noted abave, I believe the heat muff to be originally
from a Fiper Colt, ag virtually evervything +from the mounts
forward is. Since I purchased the aircraftt already completed, I
can’t say with great certainty about many of the accessories.
Whatever the system, it*s great!?! I cam say that taxiing out on
a ten degree below zero (Fahrenheit), one can feel zome warmth
from the heater, and it's gquite noticeable by the time the runup
is completed. By the time we have climbed to altitude we are
removing heavy winter clothing — it°s a shirtsleeve environmant.
1 have never found it necessary to have the cabin heat control
in its fully open position in cruise flight. From the heat muf+f
the system uses standard high temp flexible hose to a fitting at
the firewall; no dump valve is installed. With the cabin heat
control closed there is saome noticeabls warmth escaping, but we
have never found it to be that cbjectionable even in the summer;
it*s pretty slight. The temperatures have not built up to the
point of causing deterioration of the hose or other components in
a few hundred hours of flying, =0 I dont feel a dump valve is
really necessary., except for those of vou who live in  warmer
climes. UOne thing I heartily recomnend 1s that yvou make sure you
make everyihing large enough. The hose and heat valve diameter
on my FL is 4 inch, arnd this seems to be somewhat larger than
anything I°'ve seen on a tactory built two place, lLLet that warm
air flow into the cockpit with as few restrictions as possible.

The vent system is pretty much according to plani one might
gain soma efficiency with NASA style ducts, but I +ind the
adjustable scoops on the lower front of the cabin work fine. The
outlets, however, are a different story. I =till have trouble
believing it from their location, but they are installed in a
high pressure area above the baggage compartment. At l=ast,
that’s the way it feels - I can definitely feel a draft on the
tack of my neck when these outlets are open. Nice in the
summertime, but one of the firset things I did after flying the
airplane a bit was to make up a coupls 016" aluminum covers to
+it between the interior trim and the outlet opening. When it
gets cold I can slide these closed to stop the draft.

FRANEK. CUICHETTO mentioned to me a while back that he had
some problems in trying to form the flap handle. Seems that
every time he'd get it formed, upon inspection thera would be
hairline cracks in it. Any suggestions out there, or have any of
yvou run into this problem? Iz this s;ust a case of a bad batch of
materials, as Frank suspects? Has anyone tried using an automo-



tive type parking brake handle? By the time it was modified, it
might still be simpler teo fabricate the handle as per plans. 0One
thing all of you who are building might consider is mopre notches
in the catch plate for the pin on the handle. in other words,
aive yourselt more selection of varying amounts of flap. You
might also consider lengthening the handle a bit to give you some
eutra leverage: 30 deorees of flap or more requires a pretty good
pull on that short handle, especially for us 98 lb. weaklings. I
know that one might run into clearance problems with the center
panel /thraottle/etc. it one lengthens the handle, but 1+ vyour
panel layout allows the room, vt might think about it. Frank
also is adding a gyro venturi in the cowling, as is BOBE BRADLEY -
see the photo pages at the end of the newsletter for Bob's lay~—
out .,

JIMMY DX, =erial #iE85, is making excellent progress,
according to his last letter -~ the only parts/components still to
go are the landing gear and engine mount. The gear might take
vyou & while, Jimmy, but it will never bresak!

GECRGE FARRIGIN is now the owner of one of the better known
Fi.s around, M72KA, the aircraft originmally built and flown by the
late Ken Arnaold. FkKeep it flving, George. and bring it out to the
Effd Convention i+ you canm make it. By the way. I appreciate
information like this, as to who owns and is Fflving which
aircraft, etc. I’d like to establish & record of plans serial
numbers and bullders, and for those of vou who are flving, vour
registration numbers (N numbers for us in the UBA). I have a
ztart on this information, but for the rest of vou, when vou get
in contact with me, let me know yvouwr serial number/N number, will
vau? Thanks,

CLASSIFIEDS

AL BARTELL is unfortunately selling his FL-2 project, serial
#27. A4l =avys he has been at work on this project for fifteen
vears: he had contacted me far a list of newsletter subscribers
s0 he couvld send out his own mailing. All of vou on my mailing
list should have received a three page letter from Al detailing
his project. 1¥f any of vou missed this, contact Al Rarteill, 11853
E. 1468th St., Cleveland, OH 44110, Phone (216)486-%263. By the
WAY . at least some of Al's goodies have been sold — 1 purchased

the transponder, manifold pressure gauge, and omn2 oil cooler from
him. I understand he had two coolers, however; check with him.

FETE KARMOUCHE has decided to make available kits for PL1
and FLZ wheel and strut fairings. Fete has made up a set of
female molds Ffor his own aircraft and is offering to make up
identical sets for others. Warning: These will not be
inexpensive, Fete sent along a cost analysis sheet worked up by
Lee Conlan of Homebuilders fAircratt Associates, and really, Pete
won't he making much on his asking price of $1I75. It s=sounds
steep, bhut for the money you get 24 separates pieces of fiberglass
to completely fair in all the gear struts and tires. I+ you're
interested, contact Fete Karmouche, % Cranfield fAve., San Carlos,
ChA 94070, Fhone (413) S91-84379. Fete alzo has available the
wing tip/fuel tank leading edge fairings at %75 per set of two.



SHOW AND TELL DEFT: 1 have room for a few more pictures
from Bob PBradley’s project. For those of vou who have been
keeping up for the last few issues, you've seen some examples of
his ideas and craftsmanship already. Most of the shots are self-
explanatory, in that Bob has made zome notes on them for us, But
I°11 point out same of the goodies myself. Sse the next page for
the pictures.

F. 11, upper lett: Bob's engine installation. One thing
Bob has done in order to make the engine breathe a bhit easier is
to install a 437 inch long inline muffler From the engiline
compartment along the bottom of the aircraft.

Upper right: Hopefully vou can see what Bob has done with
his engine baftles — along with the more or less stock bhaffling,
e has a&also installed baffles at the base of the cylinders to
keep the cooling airflow moving strictly over the cylinder fins.
This should cut down on cooling drag a bit, which always seems to
be one of the bigger (but less cbvious) drag producers.

Lower lefti: Anyone else out there have a Loran—-C in  their
FLY  I'm planning on this mysel+, someday, for NYSFL. You can at
least see what the antenna looks like whern installed on a Mustanag
{Ford, that is'). 4s Bob notes, after a repeated 21 mile trip,
the error was alwavs within 40 feet! Let uzs know how it works
out in the airplane. Bob - since they operate on low frequencies,
I've heard that Lorans are pretty sensitive to ignition/alter-
nator/airframe static/etc. electrical noise, and I'm curious as
ta how much work needs to go into eliminating these potential
problems in an &1l metal homebuilt.

LLower rightz: Here's & clever idea - if vou're going to
install a venturi to run your vacuum gyros, why not install it in
the cowling? This way you get drag free gyro operation, and
hopefully somewhat better protection from ice buildup 1in  the
venturi. I'm interested in how this warks out, too, even though
I have a vacuum pump on my engine. I know zome of vou pthers are
interested in this idea too.
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Well, that about wraps up the "spring! issue. As you can
see, there was some passage of time from the point when I started
this newsletter, with its reference to =arly spring, and now — as

I type the last of this, 1t is now early July. We'll get another
issue out {("summer?") after the EAA Convention, and tell you all
about it for those unfortunates who were not able to make it.
I*11 &Rlso give vyou a progress report on the (never ending)
ingtallation of Cessna 120 rudder pedal and brake assemblies in a

FL—2. By that time, it will hopefully be complete and test
flown. Doe=sn’t look like N7SFL will be on display at this year®s
Convention, sad to say: she’ll be a hangar queen until mid-dugusk
at least, it looks like. For thozse of vou who will be sble to
make i1t to Oshkosh, come through the EAA Musesum = that’s where
I'11 be any time the Museum is opern, the way things are looking
right now. Hope to see yvou soon — or at least get back to vow

with the ne«st newsletter!
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