
Message From Headquarters 
Joe Norris, EAA Homebuilders Community Manager 

Itôs renewal time!  You will be receiving 

your renewal documents in the mail soon.  

I urge you to make sure you have reported 

all of your activities so that we can give 

you proper credit and process your renew-

als as smoothly as possible.  Remember 

that you need to have current activity 

points in order to continue to be active in 

the Flight Advisor and/or Technical Coun-

selor programs.  Keep those cards and let-

ters coming in! 

 

The big news being talked about in the 

world of amateur-built aircraft is the re-

lease (finally!) of the FAAôs new policy 

for certification of amateur-built aircraft. I 

think the new policy addresses the issues 

the FAA was concerned about without 

undue burden on builders who are careful 

to stay within the letter and the spirit of the 

regulations.  The huge effort by EAA 

members and builders around the country 

who submitted thousands of comments to 

the FAA in response to their original pro-

posal over a year ago had a favorable im-

pact on the outcome of this revision.  The 

entire amateur-built community should be 

proud of their efforts.  You can find links 

to the actual policy documents in the EAA 

news story found at this web link: 

 

http://www.eaa.org/news/2009/2009-10-

08_arc.asp 

 

In other news, the EAA Homebuilt Air-

craft Council recently met at EAA head-

quarters to discuss several issues important 

to the homebuilt community.  One major 

topic of discussion was homebuilt aircraft 

safety, and joining that discussion was 

Bruce Landsberg, president of the AOPA 

Air Safety Foundation.  Bruce and the 
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Inside this issue: 

HAC shared ideas on how EAA and AOPA 

can combine efforts to help promote safety 

and improve the accident record.  Iôm sure 

youôll see the fruits of this discussion as we 

go forward. 

 

I want to take this opportunity to congratu-

late two outgoing members of the HAC, 

Doug Kelly and Jack Dueck.  Doug, from 

Frederick, MD, has served on the council 

since its inception in 1999 and has served as 

chairman of the council for the past several 

years.  Jack, from Calgary, AB, Canada, 

joined the HAC in 2001 and has helped the 

council understand the similarities and dif-

ferences between US and Canadian amateur

-built regulations.  A big thank you to both 

of these fine gentlemen for their efforts on 

behalf of the entire homebuilt commumity. 

 

With the departure of Doug and Jack, HAC 

welcomed a new member, Rick Weiss of 

Port Orange, FL.  Rick has had a long rela-

tionship with EAA on many levels and he 

now brings his enthusiasm to HAC.  He 

joins continuing HAC members Joe 

Gauthier of Cromwell, CT, and Wally 

Anderson, of Eugene, OR.  EAA President 

Tom Poberezny will be naming other new 

HAC members soon to fill the vacancies 

left by the departures of Doug and Jack. 

 

Iôll close this month with my usual plea for 

newsletter submissions from the field.  

Please take time to share your experiences 

and knowledge with your fellow EAA 

Flight Advisors and Technical Counselors.  

Send your articles via ñsnail mailò to EAA 

Safety Programs, PO Box 3086, Oshkosh, 

WI 54903-3086.  You may also submit arti-

cles via email to safetyprograms@eaa.org 

mailto:safetyprograms@eaa.org


Very early aircraft engines used fuels available at 

the time, typically 60 octane automobile gasoline.  

High compression aircraft engines (around 6 to 1 

for supercharged engines and up to 9 to 1 for nor-

mally aspirated engines) began to be developed in 

the 1930s.  The low octane fuels available at the 

time burned too quickly in these engines, causing 

preignition and detonation.  To prevent these from 

occurring, special aviation gasolines were devel-

oped using tetra-ethyl lead (TEL) to control the 

combustion process. 

 

By the end of World War II four grades of aviation 

gasoline existed: 80/87 octane (dyed red), 91/96 

octane (blue), 100/130 octane (green) and 115/145 

octane (purple).  The lower number in each case 

represents the octane rating with a ñleanò mixture 

while the higher number indicates the octane rating 

with a ñrichò mixture.  The 91/96 grade was the 

first to disappear, and when the airlines and US Air 

Force made the switch to jets the 115/145 grade 

disappeared as well.  Low sales volumes finally led 

to the demise of the 80/87 grade, while pressure 

from the environmental community led to the de-

velopment of a new 100 octane fuel called 100LL 

(Low Lead).  Note that the octane scale actually 

doesnôt go above 100, so numbers above that value 

are actually ñgradeò or ñperformanceò numbers 

rather than actual octane ratings. 

 

Although 100LL (dyed light blue) is designated as 

ñlow leadò fuel and contains only half the lead con-

tent of the old 100/130 (green) AvGas, it still con-

tains four times the lead content of the old 80/87 

(red) AvGas.  Switching to the 100LL fuel created 

problems with lead fouling in lower compression 

engines originally designed to operate with the 

80/87 octane (or lower) AvGas.  These problems led 

EAA and others to test the use of automobile gaso-

line (MoGas) in these low compression engines, re-

sulting in several Supplemental Type Certificates 

(STCs) being issued.  These STCs approved the use 

of MoGas in most aircraft originally certified for 

lower octane AvGas.  Engine manufacturers have 

now eliminated much of the lead fouling problems 

associated with the use of 100LL in low compres-

sion engines by going to larger diameter valve stems 

and hardened valve seats. 

 

(Editorôs note; Recent changes to MoGas formula-

tion, including widespread use of Ethanol as an ad-

ditive, have caused problems for those using Auto 

Fuel STCs.  Weôll cover this in a future article.) 

AvGas History 
Excerpted from an article by Hobie Tomlinson  
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EAA Founder Paul Poberezny visited my office re-

cently to tell me about a problem a builder had re-

cently experienced on a Pober Jr. Ace.  The builder 

had been performing a takeoff in a strong crosswind 

when the top of the rudder pedal broke off at the 

weld, causing a loss of control and a ground loop re-

sulting in substantial damage to the airplane.  Paul 

expressed concern that many of our homebuilt air-

craft have rudder pedals very similar to the Jr. Ace, 

with ñTò joint welds at the top and bottom of the 

pedal. He mentioned that this area should not be 

overlooked at condition inspection time. 

 

Paul dropped off a drawing of a modification that can 

be done on the rudder pedals to reinforce the top and 

bottom welds.  The modification involves making a 

ñfinger patchò that wraps around the ñTò joint after the 

initial weld is made.  I have included the drawing in 

this newsletter (see page 3).  While this particular 

drawing is an excerpt from the Jr. Ace plans, this type 

of reinforcement can be adapted to any homebuilt with 

this type of rudder pedal.  When performing your tech-

nical counselor inspections you might want to pay par-

ticular attention to the welds in the primary control 

system so that we can avoid this type of accident oc-

curring in the future. 

Rudder Pedal Reinforcement 
Joe Norris, EAA Homebuilders Community Manager 



 

Rudder Pedal Reinforcement Drawing 
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