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(Factory Telephone b

And Fax Numbers

The current factory mailing address,
shipping address, telephone and fax
numbers are:

Mail: P.O. Box 236,

Olympia, WA 98507-0236
Shipping: 5845 193rd Ave., Bldg. 4
Rochester, WA 98579

Tele: (360)352-0560

Fax: (360)352-0553

E-mail: information@express-aircraft.com
Web page: www.express-aircraft. com
Larry Olson - Operations Manager
Chris Michalak - Director of Market-

ing/ Avionics
Frank Martin - Mechanical
\ _J
( The )
"€2PZRESS BUILDERS HELP PAGE "
on the internet visit the URL:

http://www.sierratel.com/jerico
. Jerry Sjostrand maintains this web
page specifically for £2ozess builders. A
good place to find completed aircraft and
major kit parts for sale, as well as some

\_ detailed technical building tips.

" CORRECTION )

In the previous issue of the
E2PR£SS Link, the URL for the
gaP2<ss BUILDERS FORUM

web page was incorrectly identified.
The correct address is:

http://www.express-builder.com
P P Y,

4 )

The
“gxpR<ss BUILDERS FORUM”
the web site maintained by Tom
Hutchison can be found at:
http://www.express-builder.com
This page is particularly useful for
builders who have specific questions or
needs. Not as much general technical
information or detailed building tips as

the “Help Page”.
\_ e J

Flap Drive Limit Switches

We spent a fair amount of time
awhile back trying to work out a simple
adjustable arm that could be attached to
the flap torque tube system. We tried to
emulate the ones used by Jim Warner -
way back then - then turned to factory
supplied drawings and made a couple of
sets of those, but were not satisfied. The
ones which were strong enough were
not easily and accurately adjustable, and
the ones which were easily adjustable
were too flimsy and not accurate enough
to provide repeatable results.

The picture below iltustrates our
final solution. All of us have stainless
adjustable clamps somewhere in a
drawer and can probably find some flat
head No. 6 screws about an inch long
and nylon insert nuts to fit.

~ Using a small piece of scrap fiber-
glass about 4 inches by 6 inches we
mounted two micro switches facing
each other on nearly the same plane hor-
izontally.

To trip the switches at the appropri-
ate time we found two stainless ad-
justable clamps which would fit the flap
torque tube and drilled a hole to accom-
modate a No. 6 flathead screw in the
solid part of the clamp. A screw of the
approximate length was inserted into the
clamp from the inside and secured with
a nylon insert nut on the outside. After
installing each prepared clamp the final
length was determined and the excess
removed with a Dremel fiberglass cut
off wheel. The first time the new arms
were tried, the levers on the micro
switches tended to hang up in the ex-
posed screw threads. After trying sev-
eral methods of avoiding the hang up -
including using a nut on the end of the
screw - we finally came up with the idea
of threading a short piece of clear plas-
tic tubing on the end of the screw. End
of the problem. The arms as shown are
strong and easy to adjust accurately.
Needless to say the flaps stop at the up-
per and lower limits exactly the same

Page 2

WTaoMToSﬂvd

...real and unconfirmed news and rumors
which may posssibly be of interest to
EAPRESS voyeurs!

«++The CBROS hangar is now an
"EAPRESS factory". Builders Shawn
and Nadine Kelly and Jim Ward, all
from San Jose, have recovered their kits
from the real factory, where some builder
assist procedures were completed, and
set up next to the CBROS project. Both
Kellys and Jim are working hard on their
projects, hoping to finish them as quickly
as .

B )

«««Reinhart Metz, the Chicago based
builder, managed to squeeze a visit to the
CBROS hangar into a San Francisco
business meeting schedule in February.
He relates that, weather permitting, he is
flying his CT example about three times
a week with great success.

=

««Jerry Sjostrand has been in Arizona
on a bus mans’ holiday. He has spent
some time getting Bob Gisburn's Series
90 back in the air after it was painted. (at
last!) Jerry reports that Bob's "big en-
gine" version really gets up and goes -
especially on take off. Jerry also noted
that Bob was experiencing some vibra-
tion of the main gear wheel fairings, ap-
parently due to the flexibility of the plas-
tic landing gear legs. A slightly stiffer
bracket and tighter attachment of the fair-
ing to the gear leg has apparently solved
that problem. Jerry has also has been
working with Mike Auclair and Frank

Harris in the Tucson area.
(Continued on page 4)

every time.

We liked the idea so much
that we fabricated an additional
one, which actuates a mode
switch in our angle of attack
indicator system.

Right: Flap drive limit
switch installation - left
side flap torque tube

-

i
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Landing Gear/Wing Intersection Fairings - Part I

Following a conversation with Rein-
hart Metz regarding the construction of
a fairing to clean up the main landing
gear/wing intersection, wherein Rein-
hart mentioned that he was satisfied
that constructing such a fairing offered
little reward for the effort involved, we
promptly discarded his recommenda-
tion and proceeded to give it a try. We
further decided to go the whole way and
make a female mold. Using a method
which was new to us, we bought a large
block of modeling clay (which can be
easily obtained from art supply stores)
and became sculptors. The mold which
will result from the following process
will allow for an almost unlimited num-
ber of parts to be made from the same
mold. For “one off” parts a simpler
method can be employed.

REMEMBER THAT MUCH OF THE
FOLLOWING PROCESS WILL BE
DONE UPSIDE DOWN, UNLESS
YOU ARE SMART ENOUGH TO
COMPLETE THIS PROCEDURE BE-
FORE YOU PIN THE WINGS ON!

The Plug

The procedure we used started by
filling the space around the gear leg in
the lower wing skin with 1/4 inch foam,
hot melt glued in place and applying
clear release tape to a large area of the”
wing around the area of the landing gear
and down the gear leg itself. Next,
large slabs of clay about 1/2 in thick, 4
inches wide and about 15 inches long,
were smooshed (technical term) into the
corners of the intersection and wrapped
- around both the front and back of the
gear leg. From that point smaller pieces
were added as needed until enough clay
had been applied to more than mold the
finished shape. A word of caution here.
The clay we used was black and tended
to stick to everything - including our
hands. We recommend that surgical
gloves be worn at this stage. Also try to
keep small pieces off the floor as they
tend to be picked up by shoes. (The last
thing you want is to track little pieces of
sticky, oily clay onto your wife's carpet)
We continued to add and remove clay
as required and found a hard surface

roller of about a 1 1/2-inch diameter
worked well. Also, while we didn't use
any, acquiring some artists sculpting tools
when you purchase the clay will probably
make the job more accurate and easier.

All edges on the wing skin were ta-
pered to a featheredge, but we remem-
bered to leave the clay about 1/8th inch
thick at the edges around the gear leg.
This will allow for the three or four layers
of glass to be applied to the female mold
and still leave some clearance. You will
find that the clay is "tender" as you get
close to the final form, so you will have to
work carefully. The finished clay form
(plug) will remain soft even while the
glass is being applied, so don't expect to
stipple with your usual enthusiasm. Be
certain at this stage to plan to make the
part well past the dimension you expect
for the final part so that the part can be
trimmed back to "good glass".

Once satisfied with the shape and ex-
tent of the clay mold, a recommendation
we found on the WWW suggested that the
clay be coated with liquid PVA mold
release agent. We did not use PVA, as we
found the advice after we had completed
our layups, but using it is probably worth
atry.

The “splash”

A “splash” is a term used in the fiber-
glass industry to describe a part pulled
from a plug using previously existing
parts.

To facilitate the application of the
glass, we made some rather accurate pa-
per patterns of the glass to be applied and
labeled them inboard, outboard, fore and
aft. The patterns were transferred to a
relatively light bi-directional cloth, cut on
the 45 degree bias. We used two layers,
anticipating that the part we pulled would
be reinforced with enough glass to make a
stable female mold. If one was making a
mold on the bench, the complete rough
mold and its reinforcing can be layed up
at the same time - but that’s another story.
We did not use peel ply at this stage.

After curing, the part was cut from the
aft edge of the gear leg to the aft edge of
the part, behind the gear leg to facilitate
removal. In practice some of the clay
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mold stuck to the part, but most stuck
where it had been applied as a mold
which, either way, is a non issue. In any
case we were through with the mold, so
its condition didn't matter at this junc-
ture.
With an intact, but fairly flimsy, part
in hand, we proceeded to instant glue the
part back to one piece and clean off most
of the clay, but were not picky as we
would be working with the outside -
where the clay wasn't.

The mold

The next step was to attach the part
to an emulation of the bottom wing skin
in the area of the landing gear leg exit or,
as we were able to do -find a vacant wing
skin. It just so happened that the Kellys
have their wings set up on the fixtures as
they complete the internal stuff and they
allowed us to slip the lower skins on and
cover the area to be glassed with clear
tape. After the tape was treated with a
coat of wax, the part(s) were attached
with hot melt glue (underneath only) in
the appropriate position. Next we rein-
forced the flimsy part(s) with enough
fiberglass to stabilize their shape and
allow for finish filling and sanding on the
female side. To further add reinforce-
ment and a form which would hold the
part(s) in a position to allow finishing
and application of glass which would
make up the final part, a particle board
box, deep enough to clear the part and
cut to match the contour of the wing
skin, was nailed together.

Four layers of 7781 cloth was added
to the original part(s) and was extended
about 4 inches outside the tangent on all
sides. The dimensions of the box (s)
allowed approximately 1 inch of wet
fiberglass to extend outside the box all
around. This "flap" was then turned up,
and attached to the sides of the box. We
found that the outboard sides of both
parts on the landing gear end, as they
came off the clay mold, cleaned up about
an inch shorter than the inboard side.
The short sides were extended during the
reinforcing process by using a foam
plug, shaped like the landing gear leg but

(Continued on page 3)
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Getting a Brake!

For the builders out there who some-
times feel dumb and dumber, the follow-
ing is offered as proof that you are not
alone. We hereby sacrifice ourselves to

. the "whole truth" principle and relate, in

agonizing detail, the aggregate of proba-
bly the worst set of problems that we have
made for ourselves.

One of the most frustrating system
problems we have had to work out on our
CT example has been the brake system. It
took us an agonizingly long time to finally
get the system purged and leak free. It all
started when we decided that, in order to
prepare to run the engine and taxi, we
were going to need a reliable method of
stopping. Going boldly to the heart of the
problem we borrowed a pressure bleeding
system from a neighbor builder and started
to pump 5606 into the bleed valve of the
right brake. We immediately discovered
our first mistake:

Don't ever, ever leave a system "half
installed”". Whatever you do, complete
and test whatever parts of any system you
install before moving to another proce-
dure, especially if parts are to be covered

up.

We found several significant leaks in
fittings that we could see, and some leak-
ing fittings that we could not "see". After
cleaning up about half a pint of 5606 from

the floor of the airplane and the hangar

floor, we attempted to eliminate further
hemorrhaging by working on tightening
all the fittings we could get to and making
plans for how we would approach others.

To review: from earlier issues of the
£7 Link you may recall that our system
uses the kit furnished Cleveland individual
master cylinders, with a firewall mounted
reservoir connected with Poly-Flow tubing
to the master cylinders, 1/4 inch high pres-
sure flexible hoses out of the M.C.'s to the
dual shuttle valves, out of the shuttle
valves to the base of the nose gear support
in high pressure flexible hose, from the
nose gear support to the fuselage side near
the flap torque tube exit hole in 1/4 inch
alum tubing, about a two foot piece of h.p.
hose to the top of the landing gear leg, 1/4
inch aluminum down the back of the leg
terminating in a 6 inch piece of h.p. stain-
less, braided hose. Brakes are Kit-

furnished Matco.

Noting that one of the drips was
coming from a fitting on one of the
shuttle valves, we found that it was nec-
essary to get to the shuttle valve, requir-
ing the removal of the cover on which
was mounted our Vision Micro System
800 engine monitoring CPU and other
sundry electrical components - a major
job. We had been previously warned by
builder Jack Volkamer of the problem
he had bleeding his system with shuttle
valves so we became suspicious of the
shuttle valve operation right away. With
all the leaks sealed we again tried bleed-
ing the right side and had no success in
getting all the air out of the system. We
tried bleeding from the bottom up and
bleeding from the top down with no
Success.

To make a long story shorter we
ended up removing both shuttle valves
to-check their operation (we now know

~that this can be done if necessary) - they

seemed to be OK - and put new O rings
in a couple of master cylinders (if you
have tried to do this with the instrument
panel in place, you can appreciate the
difficulty of this procedure). We tight-
ened all the fittings in the shuttle valves
and tried the bleeding process again.
Still no pedal. After purchasing another
gallon of 5606 we took the bull by the
horns. We connected the pressure pot to
both left and right bleed valves at the
same time and pumping up the pressure
till we were afraid the pot would burst,
we tried the bleeding procedure again. -
We finally found that by holding a fin-
ger on the reservoir inlet/outlet fitting
and allowing the pressure to alternately
build in the system and removing the
finger to allow the built up air to escape,
after about thirty minutes of this proce-
dure, there was no more air in the sys-
tem and we had brakes! It turned out
that the shuttle valves and all master
cylinders were working just fine. Except
for the loose fitting in the shuttle valve
we could have been successful if we had
had no leaks and had used the final
bleeding technique. This was a very ed-
ucational process - which is part of the
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romance of kit building, isn't it?

As builder Russ Porterfield continu-
ously warned us, "don't install anything
any place you can't easily maintain it!".
We plan to keep that admonition in mind
as we proceed.

M Too Slort To Save!

(Continued from page 2)

«+ «Builder Denise Waters has con-
tacted us to request a template for a
baggage door installation. Denise says
that she is back building after "real job”
related delays. (Don’t you hate it when
work interferes with your E24PRESS
construction?)

eﬁ

oo Jim Lewis (VA) and Laslo Zamoli
(PA) have been checking out a Florida

"~ (Continued on page 5) ,!

(Normal Battery Life

During the continuing process of
bringing all the electrical systems on line

while showing full charge, was actually
In discussing the problem, which we

thought might be attributable to the line
loss from the battery (located just behind

“|Blkhd. 162) to the main bus, our electri-

cal Guru, Gary VanRemortel, disagreed.
His opinion was that all batteries have a

every three years. We removed the bat-
tery and found that some curious bulging
has occurred on all sides, obviously a
casualty of the “electronic wars” of
wiring and checking out all the electrical
system(s). Since our battery is at least
three years old, we will have to replace it
before we attempt engine start.

By the way, for the best single source
for parts, supplies and tools for the home
builder, check out Gary’s web page at:

waw.sound.netlmrtmann/yelrpage.htm

we have discovered that our main battery,

supplying just over 10 volts to the system.

useful “life” and should be replaced about

J

T
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| M Toa Slort To Savel

(Continued from page 4)

builders suggestion that Chevrolet S-10
folding truck seats fit nicely into the £%-
PRESS. So far the main drawback is that
the seats are estimated to weigh approxi-
mately 60 lbs. each - as compared to only
16+ Ibs. for a standard E2PZESS uphol-
stered front seat with temper foam. If the
weight penalty can be mitigated, it
sounds like a possible future article for
the £4P®ESS Link. (hint, hint, you
guys!) Jim has been struggling to gather
all the parts needed for him to proceed
with his project, and already has a beauti-
ful, reman 10-360 Lycoming in his shop,
ready to go. (unless he decides to mount
it over the fireplace in his living room).
Jim reports that his wife, Nancy, is better
at applying fiberglass than he is. So that’s
a news flash?

T

« + « By the time you read this Tom and
“Elizabeth Hutchison will have moved at
least part of their Builder Assist Program
S-90 to their home base in Pilot Rock,
Oregon. If I have my facts straight, the
Hutchison "airframe only" project is the
first such Builder Assist Program project
completed using the new jigs and the lat-
est parts in close to the advertised time. It
will be interesting to see what options the

Hutchisons choose for systems, engine,
avionics, finish, upholstery, etc.

7

«+«The E2PZBESS Link welcomes some
new subscribers including:

Peter Zuber, 5862 Surrey Place, Nor-
cross, GA 30093; Jeff Dingbaum, 320
Winslow Way, Lake In The Hills, IL
60102; Chuck Willis,3021 River Park -
Drive, Wichita, KS 67203-2079; Mike
Auclair, 1855 Kittyhawk Way, Tucson,
AZ 85737; Dr Robert Henderson, 3680
Hipsley Mill Road, Woodbine, MD
21797-7612(early purchaser re-
energized); Wayne Pearce, 1363
Thomas Mill Road, Easley, SC 29640;

T

(Continued on page 6)

...Fairings

(Continued from page 3)

thicker, as discussed above during shap-
ing of the mold. Once the reinforcing
glass had cured and was permanently
attached to the boxes, the rough mold was
released from the wing and set aside for
24 hours to allow for a complete cure
before the finishing steps were started.
(the ambient temperature in the hangar
during this period was only about 60 de-

grees F.)
Finishing the Mold

When satisfied that the rough mold
was stable, filler material such as Bondo
(we used Rage) was applied to the entire
female mold surface and block sanded to
level all high and low places. Additional
filler was also applied to the mold in the
area of the landing gear leg exit to clean
up the edge and achieve the final dimen-
sion to fit the leg after the application of
the fiberglass required to make the final
part. The finishing process is very impor-
tant to the quality of the final part as any
imperfections are translated directly to
the part, so the application of filler and
subsequent sanding should continue until
one is convinced that the mold is true and
without scratches or waves.

When satisfied with the contour and
surface finish a quality filler primer such
as Poly Primer(Pacific Coast Lacquer) is

‘sprayed on the entire mold surface.

Primer is applied as thickly as possible
without incurring sags or runs. After the
primer is well cured, the mold surface is
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carefully sanded using a flexible block
with 180 then 240 paper until smooth, or
high spots begin to show through. Sanding
without using some sort of block will not
produce a “fair” surface as high and low
areas will be sanded equally. This process
is repeated until a smooth, fair surface is
achieved. Final sanding is done wet, using
400 grit wet or dry paper.

The final step in preparing the mold
before making the final part is waxing the
surface to ensure a clean release. This step
is very important so don’t cut corners
here. The wax (we used Meguiar’s mold
release wax, but any good carnuba based
wax will work as well) is liberally applied
to the entire mold surface. Try to do this
step with the ambient temperature at 70
degrees or more, as this will facilitate the
spreading and adhesion of the wax.

Working in small circular motions
apply the first coat and allow to “cure” for
about 30 minutes. Lightly buff the first
coat using a soft, clean rag and immedi-
ately apply the second coat. Allow 6 to 8
hours for the second coat to “cure” and
buff vigorously to a glossy shine. Apply a
third and fourth coats using the same tech-
niques as for the first two coats, except
following the fourth coat, buff to a high
gloss. The mold is now ready for the
manufacture of the finished part(s).

The process of making the finished
part, including gel coat, if desired, will be
covered in the next issue of the EAPBESS

Link.

Above: Mold for left side finished, waxed and ready for application of glass
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About That Lead In Your Tail!

CT Builders, Read on

Slowly, but surely, running out of
things to finish (many of which we have
put off because we weren't sure of the
best answer or were avoiding getting
dirty or standing on our head), we came
at last to the final balancing of the eleva-
tors. We had known for some time that
we were going to have to do one of two
things to bring our elevators into a 100%
static balance configuration as suggested
in the construction documentation - after
they had been painted.

The choices were fairly obvious: 1)
remove weight behind the hinge line or;
2) add weight in front of the hinge line.
The final solution turned out to be a com-
bination of the two options.

After recovering all the parts for the
trim tab system which had been set aside
some time back, mounting a new variable
speed MAC servo and installing the trim
tab, we set to work removing as much
weight as possible aft of the hinge line by
sanding off as much primer and filler as
we could from the elevators and trim tab.
That done, we found that, even without
the final paint, the elevators were still
"tail heavy". Rough calculations showed
that up to 1 Ib. of additional weight
added near the leading edge of the eleva-
tor balance area would be needed on
each elevator. At this point it became
apparent that major surgery would be
required to add that much weight.

The best solution we could come up
with that would allow the addition of the
necessary weight, was to bond the "horn"
at the end of the horizontal stabilizer to
the leading edge of the elevators and cut
the horn off as part of the elevators. With
the old end of the horizontal stab now
part of the elevator balance area, after
chipping out the 401b. foam rib we had
installed to close out the aft edge of the
original horizontal stab "horn", we then
filled the available cavity with lead,
which was molded to fit. The final
amount of weight that we were able to
add was just over one pound in each ele-
vator tip. With the moment approxi-
mately 6 inches forward of the hinge line,
we are satisfied that, after painting the
elevators, we will achieve the required

balance. The final weights of our eleva-
tors w/o paint turned out to be 18 1bs. for
the right and 19.25 1bs. for the left. (the
one with the trim tab)

Jerry Sjostrand faced a similar prob-
lem and used a different solution. He
added a lead block approximately 3/4
inch thick, and about 1 1/2 inches long
with a profile of the elevator/horizontal
stab at that point to the inboard edge of
the elevator just behind the original lead-
ing edge and cut out an appropriate
clearance area in the outboard rib area of
the horizontal stab.

Reflecting back on our original con-
struction, even though we added about 1
inch to the inboard edge of the original
elevator balance area, it was not enough.
Also, we could have built a lighter trim
tab. Those builders who have not com-
pleted construction of their elevators
would do well to: 1) add at least 1 1/2
inches to the elevator balance area; 2)
leave the thickness of the horizontal stab
and elevators at the outboard end of the
horizontal stab somewhat thicker (which
will require some build up of the spar
squish in that area); 3) do whatever you
can to keep the aft portions of the eleva-
tors as light as possible and; 4) make an
extra effort to keep the trim tab construc-
tion as light as possible while maintain-
ing structural integrity. Note: We found
it impossible to balance the trim tab.

Also keep in mind that it is much
more difficult to add weight than to re-
move it; however, as Jerry reminded us,
lead is very difficult to drill or grind.
Jerry also has come up
with an alternate
method of fixing the
elevator counter
weights, while work-
ing with Frank Harris
in Tucson, AZ, which
we will document in
the next issue.

Right: CBROS, CT
elevator balance area
after modification, but
before final finish.

Page 6

. .Stings Too Short To Sace!

(Continued from page 5)

«++CBROS partner, Peter Becker, has
sold his CT kit to partners Jeff Turner
and Dr. Richard Herr, both of Modesto,
CA. They have moved the entire kit to a
hangar at the Modesto Airport and have
plans to start work as soon as possible.
Dr. Herr has had previous experience
building what turned out to be an immac-
ulate Pulsar.

=

«se Hardy Huber, second builder to
complete a CT example way back in
1994, checked in from his home base in
Florida. He reports that motorbike sales
are strong, but that he is his only em-
ployee, so far. Hardy attends many of the
larger airshows, as well as boat and RV
shows. Hardy says the show circuit is not
as glamorous as it appears. His £%-
PRESS, CT is going strong, but rarely
gets out of Florida. He uses a carefully
packed van for transportation to the vari-
ous show venues.

. ]

«ee Also heard from Steve Backe, now
based in Petaluma, CA. Steve reports that,
what with the unsettled California weather
and two deaths in his family, he has not
been flying his CT. He has made plans for
a serious test series following installation
of wheel fairings.

‘2

S

MORE NEXT TIME!

VISIT THE g222sss FACTORY WEB SITE: WWW.express-aircraft.com
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52’?2535 STUFF FOR SALE:
N\
COMPLETE WHEELER 82?2855 FOR SALE: FOR SALE
CT KIT FEATURING TIO-540 Matched £ original
LYCOMING WITH 3HRS SMOH | |10-540 Engine mount. Manufactured by atched sct of original Wheeler
ON A TEST STAND - MAJOR EDI. Will not fit certain I0-540 models. SWSS wings . The lei? Is °1°s°d_ out,
COMPLETED gobn Kee (803)328-3286 ) |is still in the crate.
I am unable to complete the
4 v s . (- ) roject due to financial limitations.
Doug McMillan’s partially com- £2PRESS PARTS FOR SALE: pro) ;
plete CT EAPRESS is being offered for Asking $7,500. Contact Jim Phelps
sale by his estate. Wheeler E1PZESS lower fuselage (volunteer builder on Factory No. 3)
CBROS is familiar with this kit, complete and still in the original | |12015 246th Street N.E,,
particular example, as we worked with crate. This kit component, at the bargain{ | Arlington, WA 98223.
Doug on the completion and installation of price of $3,500 F.O.B. Bentonville, AR Call (360)435-6845
the empennage. We have made a short | | can easily be bined with kits \_ i W,
video tape of the aircraft in Doug's work- 1 easily be combined with other | - : : N\
shop and will loan either an 8mm or VHS | | to complete acquisition of all five com- WANTED:
copy to anyone seriously interested in pur- | ponent kits. EAPRES S builder Don Adamson needs
chasing this project. _ Talk to: Charlie Scott an engine mount and exhaust system for
'One: of the most unique features of this Days: (501)273-2471 an 10-360 CONTINENTAL. He is also
project is the adaptation of a turbo charged | | Eves: (501)273-1232 is looking for a set of windows for his
Lycoming 540 C1A, which was overhauled E-mail: expl59cs@nwa.quik.com 21p2E8S CT
and test run by Larry Olson at E4PRESS \ ) N _J ssCTL.
Aircraft Technology. The engine is avail- :lf you ha‘z‘;(‘;;‘;:t_’ge‘;lsezegsa call Don
able separately, including engine mount, log | /~ ~\ | direct at: -
books and all accessories. FOR SALE: ) ) ol
For details contact CBROS Inc, di- Two each, Wheeler 10-360 (Lycoming) ( FOR SALE )
rectly at: engine mounts. One is fabricated for use Two wings.For details contact Alan Cranmer,
‘, | (925)455-1036 with the larger diameter pucks and one 525 EI Camino, White Salmon, WA 98672, or
‘ E-mail:bnbent@pacbell.net requires the use ovat:‘eltsex:':\ller pucks. E-mail to:cranmer@george.net
Fax:925-606-7534 Engine mount to fit a Lycoming L )
L . 10-540-C4B5 I
p i S \Call Ralph Kenner at (509)838-6807 ) FOR SALE
A STRUCTURALLY COMPLETE Matched set of original Wheeler
SERIES 90 £2PRESS ORIGINALLY | _ ~ | EXPREss wings . Almost no work has
INTENDED AS THE ED], SERIES FOR SALE: been completed (less than 5%) on either
90, TURBINE DEMONSTRATOR. . . wing. Asking $5,000. Located in
Owner/builder Ed Watson is unhappily 8 S‘VA“ partls tfm: Ct: k;tzs ! tlo > g:’lngs Edirglburgh Igndiana.
offering his “extremely” fast build E%- 570 complete In the 92 gal configura- ’
PRESS kit for sale. Constructed by Ed, un- tion fitted with SkySport fuel. monitor- ick .
y ing system. Additional parts include Contact Dick Burton at:
der the watchful eye and with the help of : dolphus@compuage.com
Dick Lind of Complete Composites, this air- Whelen Strqbe klt.a dual power supply, Rt F; PO.B P 2 lgO A
. craft provides a new owner with a quick way Nav/Com with Glide slope, marker e ox :
t0 a flying, Series 90, EXPRESS. beacon antenna kit. All manuals are Edinburgh, IN 46124
: up to date. \_ ) )
Ed is asking $40K, and actually has Asking $25,000
more than that invested in kit components, Bob Rusteberg
not including the investment of his time. 153 Algonquin Road NOTICE!
For more detailed information contact || Barrington Hills, IL 60010 Unless otherwise noted CBROS, Inc. cannot
Ed directly at. Phone: (847)428-3630 vty the qually wanes or compleenssof
7461 Batista Street, San Diego, CA 92111 Fax: (847)427-3677 items offered for sale or trade.
E Tele:(W)(619)291-7311, x1887 (Fax: (847423 < With one exception, the McMillan
; L (H)(619)277-8818 P . kit, CBROS is not responsible for .brokefmg
WANTED: ;ny proposgd sale or tratde of any Zefms ltsted,l r:o;
FOR SALE Need an exhaust system for a Ly- ’ ,,‘:,:;:f,‘%e;ozy a’:eo :f,;’:u:e::; or complete
Two wings. For Details call Dawson Burton coming, 10-360. Stainless steel pre- Further, we reserve the right to print, or not
@ 812-358-2453 or 812-523-2133 fen-ed Call Jack Volkamer at: print, and to edit submissions as we deem fit.
J
VISIT THE g222£ss FACTORY WEB SITE: WWW express-alrcraft com




of $36.00. (Please make checks payable to Bill Copeland) Subscriptions eaaered dnnng each volume will entitle the subscriber to.

o mummmmmmmmmﬂmﬁmmﬁmm ormydermnves, mwdheremmbasednpon )

_amw—— . APRESS 1Mk

LA/ >

SMﬂpﬁon Information: Subscriptions to the E¥PRESS LINK am based on an 8-issue volume for the subscription price i"g: )/ N

all back issues of the current volnme Back issues from the earher volumes may be obtained upon requwt for $300 each, whnehﬂ] e
includes postage and handling. :

- Documentation: CBROS, Inc. hasmamedanextenswe ﬁle ofpml-nsandtemplates for mstprooedures We wxllbehappy
'tosharethemwrﬂ:anybuildeffoﬂhemdcopyingandpostage If you have a particular need, give us a call at (925) 455-1036

or Fax to (925) 606-7534. E-mail to bnbent@pacbell.net.

mmmﬂmmmdmwmaynmmﬁmmbmmmgmmdmmmdmmmvmdbymm We'll endeavor to advise
of any departures from factory recommended procedures, but make no guarantees that we'll get them all. -
Anydmmmnedhereimsfore@cml,mmmmmmmmmwmmmummuammfmm
provided in the factory manuals or drawings.

- Usually, mydepmﬁomfm:yspemﬁedpmeedureshavcbemclcamdbyﬂwfwwry butthmnsnogxmmmthatﬂn?mllbemem
100% of the time.

lfywhavemqumorcommausabmwhntwemdomgm‘anplwedm{espmdmmymddlmﬂ‘wasmdhws. '
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