If, on the other hand, fuel economy is
more important than getting up there just
as fast as possible, then it is recommended
to throttle back to a manifold-pressure/
rpm combination that produces 75 percent
or less. Then leaning the mixture to the
maximum degree recommended by the
engine manufacturer (usually 256 degrees
on the rich side of peak) is sound practice.
This indication is read on the EGT (exhaust
gas temperature) instrument.

As with normally aspirated engines,
correct leaning is much easier if an EGT is
installed in the airplane. If none is avail-
able, the old guesswork method of leaning
until the engine starts to run rough (or rpm
starts to drop) and then enriching slightly,
is all the pilot can do.

Several considerations must be remem-
bered in planning a flight at these altitudes.
The first is oxygen. At altitudes above
12,500 feet it is neither legal nor sensible to
operate without supplemental oxygen.

If the aircraft, in question, is one with a
factory-installed turbocharger, then it is
also equipped with oxygen and the only
precaution we have to take is to make sure
that the tanks are full prior to takeoff. If the
turbocharger was installed as a subse-
quent modification, then we may have to
carry portable oxygen bottles with the
appropriate number of masks.

Sucking on oxygen for hours at a time
can be annoying. Not only do the plastic
masks tend to be uncomfortable, causing
berspiration to develop wherever they
touch the skin, but smokers must refrain
from smoking and passengers who like to
talk all the time, cant (which may be a
blessing for the pilot).

Still, | remember a coast-to-coast west-
to-east flight in a Turbo-Centurion at
FL220 in which | chalked up a ground
speed of over 450 mph which made the
discomfort eminently worthwhile (and
made up for a lot of past headwinds).

Aside from the oxygen we must remem-
ber that all airspace above 18,000 feet is
designated as positive control airspace,
meaning that we must be instrument
rated, must file IFR and must have an
aircraft adequately equipped, including a
transponder and encoding altimeter.

With the prevailing winds being virtually
always out of the west or northwest it
would seem that taking advantage of the
altitude capabilities of the turbocharger is
self-defeating on east-west flights. This is
not necessarily so. Quite frequently the
headwinds at 12,000 or 15,000 feet don't
exceed 25 knots or so while the added
TAS at 15,000, for instance, amounts to
approximately 30 percent of the |AS
which, in most high-performance aircraft
is considerably more than 25 knots.

(An aircraft developing 150 mph IAS at
sea level will, when turbocharged, develop
that same 150-mph IAS at 15,000 feet,
producing a TAS of 194.9 at that altitude,

an increase of 449 mph or 39 knots,

resulting, when deducting the headwind,
in an increase of 14 knots or 16 mph in the
groundspeed.)

Taking further into consideration that at

these higher altitudes the air is usually
smooth and that we are far above all
minor weather systems, the advantages
become even more important.

Weather looks different from up there.
We find ourselves casually looking down
from our three-or-four-mile-high perch at
weather systems that would have caused
us serious concern at a lower altitude and
even some of the smaller thunderstorms
appear benign when looked at from above.

What does happen with considerable
frequency is that distant cloud decks
obscure the actual horizon and, since their
tops may be slanting, care must be taken
that we don’t accidentally start to slightly
drop one wing in an apparent effort to fly
straight and level.

In other words, using the ground or
other outside references as a means to
maintain the desired attitude of the aircraft
turns out to be less reliable the higher we
climb, and even though the visibility may
be unlimited, we’d do better to fly by in-
struments rather than by eyeball.

Pilots new to turbocharged aircraft tend
habitually to overshoot their destination,
meaning that they find themselves arriving
at much too high an altitude, then wasting
much of the time gained en route in a
lengthy descent to the destination airport.
That, of course, defeats the purpose.

The sensible thing to do is to plan the
descent way ahead, to figure out how long
it will take to come down from our cruiiigg

SINGLE-ENGINE CEILINGS OF TWINS

non-turbo turbo

Piper Seneca

and Seneca ll 3,650 13,400
Cessna Skymaster

& Pressurized 6,100 18,700
Piper Aztec E &

Turbo Aztec 5,000 15,300
Cessna 310 &

Turbo 310 6,680 17,550
Smith Aerostar

600 & 601 6,000 10,500

altitude to the level of the pattern at the
destination airport, and how many miles
we’'ll be covering in that time.

For instance, assuming that we're flying
at 17,500 (eastbound) and want to land at
Wichita Municipal Airport. The pattern
altitude at Wichita is 2,345 feet msl, mean-
ing that we'll have to descend 15,155 feet
which, at 500 fpm, takes 30 minutes.

Assuming a ground speed of 180 mph,
this means that we'll have to start our
descent some 90 miles from our destina-
tion. If, on the other hand, we are con-
cerned with fuel economy which, at
today’s fuel prices, is not a bad idea, we'd
do a lot better to throttle back to a 200-fpm
descent at no increase in speed.

Under these conditions the time to
reach pattern altitude is one hour and 16
minutes. This, at 180 mph, involves a
distance of 228 miles, meaning that we'd
start coming down some 25 miles west of
Liberal, Kan.

Another aspect of such lengthy de-

scents is again weather related. While the
weather at Wichita may be CAVU, there
could be all kinds of clouds west of it and,
unless we want to file IFR, we'd better
plan our descent accordingly.

Certain aircraft offer an additional turbo-
charging advantage that is not related to
cruising altitude. These aircraft are equip-
ped with engines which permit a degree of
overboosting during takeoff. This means
that they permit us to safely operate with
manifold pressures of 33 or more inches.

This, in turn, increases takeoff power,
conversely reducing the necessary ground
run. While this is of no consequence to
those of us normally operating into and
out of sizeable airports, it does become
important if much flying is done, using
very short. fields.

Nothing comes for free, and that goes
double for turbocharging. Not only are
turbocharged aircraft more expensive to
buy than normally aspirated ones (the
difference is approximately $5,000), they
also have somewhat lower TBOs (time
between overhaul), and mechanics charge
more for major overhauls.

In addition, the ability to develop a high
percent of power at altitude is available
only if we are willing to pour enough fuel |
through the engine to take advantage of it.

Granted, turbocharged aircraft can be
operated with the same degree of fuel
economy as can normally aspirated ones
but, at all but extremely high altitudes, this
defeats the purpose of the turbocharger.

For those aircraft owners who are con-
sidering .installing a turbocharger on a
retrofit basis, Rajay Industries, Inc. (a
subsidiary of Texstar Corporation, P.O.
Box 207, Long Beach, Calif. 90801 or 2602
East Wardlow Road, Long Beach Airport;
Phone (213) 426-0346 is the only company
producing turbocharging Kkits.

According to Jack Linard of Rajay, most
single-engine kits cost approximately
$4,000 to $5,000. Twin-engine kits run
from $5,000 to $10,000 in total.

These figures do not include the cost of
an oxygen system (portable or other) that
becomes an added necessity. All STCs
(supplementary type certificates) costs are
included in the factory prices.

In trying to decide whether or not to opt
for the additional cost the following con-
siderations should become the determi-
ning factors:

Average stage length. If the average
lengths of your trips exceed 300 miles and
if a sufficient number of such trips is flown
each year, then a turbocharger may be
worth its cost.

Mountain flying. If much of your travel is
in the Rocky Mountain area, then a turbo-
charger is worth its cost even if the
average trip is less than 300 miles long.

Short fields. If much of your flying
involves takeoffs from short fields (land-
ings are less of a problem since aircraft are
usually lighter when landing than at take-
off) a turbocharged aircraft that permits a
degree of overboosting is a distinct

advantage.

(to page 67) 47



NOT LONG AGO | scheduled a photo-
graphic flight to shoot some closeup air-
to-air pictures of a sharp Piper PA-18
Super Cub. The day was clear, weather
calm, sun at a lovely low angle, everything
in order. Almost.

“Have you flown formation before?”’ | .

asked the pilot, a routine question. | want
to know how much experience an airman
has had in this tricky business, before such
a mission.

““Yeah, lots of times,” he replied with a
jaunty shrug, that should have told me
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something. Whenever | see a pilot making
like Spencer Tracy or Clark Gable, | get the
feeling he's maybe putting me on.

This time, daylight was running out, and
| needed the photos the next day, so off
we went into the wild blue yonder, radios
tuned to 123.4 megs.

| already had briefed the Super Cub pilot
on what | wanted — | would be shooting
from the left window of my Cessna 170,
backwards at about 45 degrees, and also
forward at the same angle, to miss the
wing struts.

*Just get on my left wing and hang in
there, about two wingspans out and back
far enough, so that you can see the
camera,” | told him. “Then I'll lead you
through some one-needle width turns to
the left, to get different sun angles with
the ground for background.”

Simple enough. Until we reached 3,000
feet, our mission altitude, and leveled out.
“Okay, let’s turn,” | called, gently drop-
ping my left wing. :

The Super Cub suddenly banked over
too steeply, and went shooting off, as |




tried to follow him. Then, just as suddenly,
he banked right, and came zapping toward
me. | pulled up to avoid a midair, just as he
shot past.

| knew instantly this was no formation
pilot; he'd broken one of the basic rules of
formation flight — always hold the same
bank as your leader. This way, the wing
ship remains in the same turn radius as the
lead ship, because rate of turn is propor-
tional to degree of bank.

| finished off the flight by telling him to
hold a straight and level course into the
sun, and | would maneuver the camera
ship where | wanted it. | was able to slide
ahead and shoot back, with the sun full on
the nose cowling, turning the propeller
into a beautiful disc and lighting up the
pilot, until he began to overrun. | broke off
in disgust and returned to the field.

The Super Cub pilot had broken another
fundamental rule of formation flying —
make quick power changes as necessary
to hold position. There's a lot of lead and
lag in holding position, due to the inertia of
the aircraft. To close in, use a burst of
extra power, until inertia is overcome and
the gap starts to narrow, then reduce
power sharply to avoid overrun. When
things look right, settle down.

Preflight discussion of exactly what you
intend to accomplish is essential to a good
formation flight, with complete under-
standing by all parties involved as to what
voice or hand signals will be used, and
what maneuvers will be flown.

Military training is very precise in this
regard, and a lesson can be learned by
referring to USAF Regulation 60-15 (Stan-
dard Formation Signals for Daytime Com-
munication): Use visual signals for daytime
communication wherever possible. Pilots
in formation will relay visual signals; the
leader must allow enough time for the
relay of each signal after it is given. Typical
USAF signals are: i

e START ENGINE: Extend arm over-
head and make a circular motion with the
hand.

¢ RUNUP ENGINE FOR TAKEOFF:
Make a circular motion with vertically
extended index finger. :

e READY FOR TAKEOFF: After runup,
leader looks at wingman. Wingman nods
yes or no as appropriate.

e START TAKEOFF ROLL: Leader
places head back toward head rest. Leader
nods for brake release.

e GEAR UP: Make an upward motion
with closed fist, thumb extended upward.
Wingman nods head.

e GEAR DOWN: Make a downward
motion with a closed fist, thumb extended
downward. Wingman nods head.

e LEVEL OFF: Make a horizontal motion
with the open hand, palm down.

e FLAPS UP OR DOWN: Hand flat
fingers forward, downward motion of
hand from wrist to lower flaps — reverse
motion to raise flaps.

Preparation tor any formation flight also
covers hand signals to be used when
assuming different formation positions,
and these may vary from service to ser-
vice. In general, extending the left arm
outward, fist clenched, raising and lower-
ing arm at elbow is a signal either for a left
turn, or for assuming a left echelon forma-
tion, with the right arm used similarly for
right turns or echelons.

| have found that simple hand move-.
ments work better than radio calls in
requesting a wingman to move in or out
(similar to a lineboy’s hand parking sig-
nals), but any special position or attitude
changes should be ordered by voice as
well as by visual signals.

Thus, by prearrangement, | frequently
instruct a pilot on a photo mission to “rock
your wings'’ while holding position, either
in straight-and-level flight or in a gentle
turn, in order to expose both top and
bottom wings to the camera. The result
gives the photographer more opportunity
to shoot simulated “'peeloffs” and “inter-
cepts.”

A more difficult formation maneuver is
sometimes used to achieve a head-on shot
of the wingman’s ship — by prearrange-
ment, call for him to “SKID LEFT!" if he is
flying the left echelon position. Position
him at least two wingspans out for safety
(to page 56) : 49



ARMY AIR CORPS FLIGHT JACKEI

This is your opportunity to own an exact copy
of the jacket worn by WWII Army Air Corps pilots.

No-nonsense pilots find that this jacket more
than lives up to its reputation as a rugged, warm
garment with classic styling.

Made from genuine steerhide, the Air Corps
jacket holds its shape and retains its attractive
appearance even after years of abuse. It can
only improve with age.

Cozy quilted lining provides superb
insulation. Knit cuffs and waistband plus
snapfly over the zipper keeps cold air out
and warm air in. Roomy two-way patch
pockets with flaps snap shut. Shoulder
epaulets follow original styling.

ORDER NOW! This enviable flight
jacket is in great demand but short supply.
Available in dark brown only. $74.95 —
sizes 34 to 46 $79.50 — sizes 48 to 50.
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I George Adams Company
Box 5721, Ocean Park, Ca. 90405

§ Please ship me ___ Army Air Corps

§  Flight Jacket(s), size(s)

|

|

+« Satisfaction Guaranteed i
Only U.S. orders. 0
California residents add 6% sales tax.
[l Enclosed is a check or money 1
order for $ . i

NAE. ...ovviveieiiiiiieiieiieeses [ Bill my BankAmericard i
AR b ot B ttRc e e CJ Bill my Master Charge |BANKAMERILAR :
#
(S Gaonamaoms R e s sty e s S e e T [— v
s et . Expiration date

h-----------------------------J

[HA-AN
SUNGLASSES

...the ultimate in quality

There are many fine aviation
sunglasses but Ray-Ban sunglasses,
designed by Bausch & Lomb, are
absolutely unsurpassed. These
impact-resistant sunglasses are
made with distortion free lenses of
the finest optical quality. Their

neutral gray color protects against
harmful ultra-violet and infra-red
rays. The frame is gold colored
metal with paddle-tipped temples
for comfort. Sturdy case is
included. Only $22.00.

Please rush me____ Ray-Ban Sunglasses Name
for $22.00 plus 50c for shipping costs.
Enclosed is & Aeddlre
Charge to my City
O BankAmericard [ Master Charge State Zip.

Acct. # oz =iy T
Interbank #__ i5h, Exp. Date___
Please, only U.S. and Canadian orclen

WINDOM SUPPLY CO.

Box 24484, Westwood Village, Ca. 90024

WITHOUT A FLIGHT PLAN
(from page 29)

took to get to your airport. It's smart to
make use of every resource when prepar-
ing for a flight, including pilots’ reports and
civilian weather reports. But don’t neglect
your prime resource, the flight service
station.

Recent proposals by the FAA call for the
elimination of most flight plans. Under the
new proposal flight plans would be filed
only for flights over mountains, lakes,
swamps, and for air taxi and flights outside
the U.S. The flight plan has never been
mandatory. It has always been just an
extra bit of insurance that the private flier
could count on. If he didn't reach his
destination on time, someone would start
looking for him. And they would have
some idea of where to start looking.

The private pilot today often counts on
his required Emergency Locator Transmit-
ter, or ELT, to take over much of the
function of the flight plan. He may not
realize that the ELT system, too, has short-
comings. It takes only about an extra
minute to file a flight plan. It makes sense
to use it as extra insurance whenever
possible. As long as you can file a plan,
continue to do so. Should the plans-be
eliminated for most flights, continue to file
your flight plan for those flights on which
you can file.

Have your flight plan ready before you
make your initial call to the FSS. If, after
hearing the weather reports, you decide
that you can make your flight safely, you
can go right on with your flight plan. Flight
service stations prefer to take flight plans
in person or over the phone, leaving more
radio frequencies available to the airborne
pilot who needs FSS information. You can
file flight plans in flight by radio when
necessary. However, your accompanying
weather briefing can be more complete if
given while the pilot is still on the ground.

It's better for the pilot to file on the
ground, too, because the first moments of
any flight are pretty well occupied with
takeoff, watching for traffic or following
air traffic control instructions, and getting
the navigation started. Instead, file your
flight plan on the ground and make one
brief call to FSS after takeoff to activate
that plan. If you're not sure how to
activate it in the air, ask the FSS how you
should reach them at the time you file over
the phone. Sectional charts give this infor-
mation above the heavy line FSS box.
Frequencies 122.2, 243.0 and 255.4 are
normally available at all FSSs and any
additional frequencies are given above the
box.

If you are out of range of the available
FSS frequencies, the blue VOR and VOR-
TAC boxes also give frequencies you can
use to contact the FSS through the nearer
omni facility. For example, departing from

(to page 52)



PoweswsCHRISTMAS GIFTS=wowy

PILLOWS

Featuring a colorful montage of famous
antique aircraft. Perfect for sleepy passen-
gers in your airplane or automobile. A
decorative addition to your den, bar or
game room. Choice of white or beige back-
ground. Sizes: small, medium or large.

MEN'S TIES

Guaranteed not to go unnoticed. These
ties, displaying the same brightly-colored
aircraft pattern, will add a zesty touch to
any sport outfit. Give one to your favorite
pilot. Available with either a white or beige
background.

HEAD SCARF

Hold your hair in place at windy airports
and keep prop wash out of your coiffure
while staying in character with your avia-
tion surroundings. Available with either a
white or beige background.

TOTE BAGS

Ideal for plane travel or anywhere you
would like an attractive yet durable bag to
carry loose belongings. Comes with either
white or beige background, is washable,
and measures a full 14 inches in height.

N SEIRTS

Let your friends know where your heart
and mind are. Wear one of these casual
and comfortable T-shirts displaying either
the ““PIPER” logo or the ‘‘PRIVATE
PILOT"” emblem (for the latter, designate
either high or low wing). All emblems and
logos are expertly printed on durable
athletic shirts for long-lasting quality.
Colors are white with red trim and
graphics. Available in men's sizes: small,
medium or large.

Order one for yourself, a pilot friend, or
the T-shirt girl in your life.

W |
INSTRUMENT PLAQGUES

Fine detail and unique graphics characterize these
sought-after collectors items. Basic flight instruments are
pictured in high contrast reproductions with a touch of
color. They are permanently sealed by a special plaquing
method on black, Y2-inch thick hardboard and trimmed
with silver borders. Measuring approximately 10''x13",
the plaques are ready for framing or can be hung just as
they are.

Purchase them individually or as a complete set.
Included are: artificial horizon, vertical speed, turn &

bank, compass, air speed, altimeter.
”I”I’””””’”IIII””””«

George Adams Company |0 Large Pillow $14.95
30’5__5?2@, Ocean Park, Ca. 90405 [J Medium Pillow $ 9.95

) Small Pillow [ white $ 5.95
master charge Please_ send me the [] Men's Ties [ beige $ 6.95
@@l following merchandise: S?ead Scarf $ 6.95
e o ote Ba 6.
- ; ; g % $ 6.95
EANEAMGRICHAD All orders are shipped postpaid. Califor- | “Piper” T-shirt $ 6.95
BT nia residents add 6% sales tax. [ “Private Pilot” T-shirt  $ 6.95
Total remittance enclosed $ (low wing)
[J “Private Pilot" T-shirt  § 6.95

BankAmericard and Master Charge accepted.
Card #
Exp. Date Interbank #

(high wing)
[ sm [J med O] Irg

p [J Instrument Plaques (set) $60.95
Name [J Artificial Horizon ~ $12.95

(] Vertical Speed $12.95
Adofass O Turn & Bank $1205 \
City IFJ_]I(L{‘ompas(si $12.95 \
5 [ Airspee $12.95
State Zip O Altimeter $12.95 ’
(L LLLLL P PP PP P P22 P 2272222222722 277
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FORMATION FLYING (from page49)

sake, and when he kicks hard right rudder,
his aircraft will skid away to the left, as the
nose yaws right, toward the camera. Left
aileron must be used simultaneously by
the wingman, to prevent the sudden yaw
from inducing a right bank and the danger
of collision (due to different banks of the
two aircraft).

| had the extreme pleasure of formation
flying with an exceptionally skilled pilot,
Joe Geiger, president of Performance Air-
craft, Inc., to get head-on shots of a 1975
Mooney Executive. The result was start-
ling, looking right into the Mooney's spin-
ner from a few feet away, in complete
safety.

It was similarly satisfying to fly forma-
tion with a former Navy pilot, Giff Hamil-
ton, an FBO at Van Nuys Airport in Califor-
nia, who positioned a Grumman American
Tiger so precisely on my left wing we
could have slapped wingtips. Later, Giff
made a few quarter-stern intercept passes
(by prearrangement on radio) to amuse his
passengers, and | felt no qualms at all
when he shot past my nose on recovery
pullups.

The need for precision in formation
flying is quite obvious, witness the tragedy
last summer when four Spanish Air Force
Saeta jets collied during a practice session
over San Javier Air Force Academy, killing
five officers. In 1963 a similar tragedy took
five lives when three French twin-engine
bombers collided at 7,000 feet over Bor-
deaux during a formation flight, and the
year before that four West German Air
Force pilots died when their fighter craft
collided while formating.

The FAA is tough on pilots who like to
play games, chasing other airplanes a-
round the sky without preflight formation
safeguards being mutually discussed.
Under FAR 91.65 we read:

(a) No person may operate an aircraft so
close to another aircraft as to create a colli-
sion hazard.

(b) No person may operate an aircraft in
formation flight except by arrangement
with the pilot in command of each aircraft
in the formation.

{c) No person may operate an aircraft,
carrying passengers for hire, in formation
flight.

In the good old days of the barn-
stormers, no air show was complete with-
out at least one formation flight, usually
with a couple of wing riders perched atop
a Jenny's wing, waiting for the second
ship to swoop down and pick them off.

But barnstormers were a hardy breed of
skilled daredevils, who carefully rehearsed
their acts over and over, so many times
they could do them with their eyes shut,
and sometimes did. They lived a hard and
fast life, with one basic philosophy — you
make a mistake only once.

So whenever you get the urge to make a
formation flight out to Deer Park or some-
place with your old buddy, think twice
before you try it. Get some dual from an
experienced CFl first, and then go enjoy a
new sensation in flying! °



AIRGRAFT GOVERS

THE NEXTHBEST THEINGHEIG) HANGAH I:’I:!DTEC.TICJN

PRO-TEC:PROP

Is hangar space a prob!em? Is your plane at the mercy of
sun and weather? Protect your costly investment the
best way you can. Shield your plane with durable

Over 2(5;000 fw’ro-TéE—Prop covers in service.

Pro-Tec-Prop vinyl aircraft covers.

RUDDER LOCK

Wind is not the only damaging
reason for rudder locks. Jet and
propeller blasts from other air-
craft can have the same effect.
Secure your plane’s tail control
surfaces with this rudder lock
designed to fit any conventional
tail configuration. Our rudder
lock provides the best protection
available. Just $26.95 complete
with “caution” FLAG.

TRAVEL CHOCKS SET

Anchor your plane where tie
down materials may not be pro-
vided. These chocks are made
from fiberglass and fit all tire
sizes. Chocks may be purchased
separately or in a kit which in-
cludes steel tie down cable and
stakes. Set of four chocks: $6.95.
Complete kit: $15.95.

WINDOW COVERS

Retard the fading effects of
sunlight on your upholstery and
instrument faces. Shelter your

PROP PROTECTORS

Shield your propeller blades
against costly corrosion, sand
storms, freezing rain, etc. These
prop covers are available in
either two-blade or three-blade
versions and are made from the
same weather-resistant vinyl
material used for the window
covers. Two-blade: $15.95. Three-
blade: $22.95.

PITOT TUBE PROTECTORS

Prevent foreign matter and
dampness from fouling your
plane’s pitot tube whether your
plane is stored in a hangar or tied
down out-of-doors. Saves unne-
cessary overhaul. Only $3.95.

DUST PLUGS

These handy devices help to
maintain a clean engine compart-
ment. They not only inhibit dust
from entering your plane’s vent
holes but also keep out ice, snow,
water and bird nests. Plugs come
complete with flourescent “cau-

AIRCRAFT WINDSHIELD  WINDSHIELD/ plexiglass from the damage ion” flags. Sold i Bwaif

MAKE ONLY SIDE WINDOW caused by blowing sand and sun; ;"?;95 Agss SOICHIN SEle Ol ORLOY

BEECH: keep your windows clean for =N

Bonanza*, Debonair*, Musketeer* quicker preflights. Add years of WHEEL COVERS
Travelair*. $26.95 $39.95 life to your radio and gyro bear- The sun’'s harmful rays com-

Bonanza** (sm wind), Debonair**

(sm wind)}, Musketeer**, Travel-

air** (sm wind). $26.95 $44.95
Baron, Bonanza** (std wind), Debonair

** (std wind), A-36**, Musketeer (4

ings by decreasing interior tem-
perature. Discourage vandalism
— potential thieves will not
bother to steal what they can't
see first.

bined with pollutants in the air
cause rubber to crack and deteri-
orate. Protect your plane's tires
from these elements as well as
simple dirt and grime with wheel

wind), Travelair** {std wind). $26.95 $49.95 All window covers are custom covers. Also, double the life of

A-36 (4 wind), Twin Bonanza. $29.95 $59.95 tailored to fit any make of aircraft the brake pucks by limiting disc
and are available in either wind- corrosion. Either $10.95 for the

CESSNA: shield or full windshield/side- main gear set, or $18.95 for all
120, 140 $22.95 $31.95 window models. three gear.
150 $2295 $34.95

150, 182 rear window only $10.95 USE THIS EASY OR DER FO RM
170, 172 (1956-62), 182 (1956-62), N S D S D G 55 05 @D 0D ED 6D S N S e e

175, 180°, 185" $26.95 $36.95 “Tl"l)‘,‘l SIJl)l)l ‘T (‘(' '
172 (1963-), 182 (1963-), 177, l 4

180**, 185**. $26.95 $44.95 P.O. Box 24484 Westwood Village, Ca. 90024 i
195, 205, 206, 210, 310*, 310** i 5

(smwind), 336,337, $26.95 $49.95 ] PLEASE .SHIP the following items |
310%* (Ig wind), 320**. $26.95 $54.95 0 W!ndsh!eld Cover Aircraft make |

3 . [0 Windshield/Side-window Cover Model Year
Sl RS 2Rl . [J Prop Protector (3-blade) No. & size of windows l
] [J Prop Protector (2-blade)

;?Jgg,bf‘\yark 21, Ranger. $26.95 $30.05 I [J Pitot Tube Cover Location-o.a.t =
Executive, Statesman. $26.95 $44.95 l [r] Whee: Covers (main gear) poocodis s
Mustang. $26.95 $54.95 d ‘guh::“m(u-'z:e” (all gear) Or charge to my |
PIPER: l () Rudder Lock [ BankAmericard [] Master Chargel
Cub, Tri-Pacer, Colt. $22.95 $31.95 B O Travel Chocks Set # ]
140, 150, 160, 235" $26.95 $36.95 o alaval Chocl il Interbank #
180**, 235**, Arrow, Comanche 250*. $26.95 $39.95 l
Cherokee (1972-), Comanche 260**. $26.95 $44.95 l UEREIEIEITD  BANKAMERICARD Exp. Date l
Cherokee Six, Apache, Twin Comanche* $26.95 $49.95 ] o et B o ‘
Aztec, Twin Comanche** $29.95 $54.95 " e hlepse, onlyaUoijandiCanadiantorde |y
NEARLY EVERY OTHER MAKE OF AIRPLANE IS OFFERED INCLUDING SOME I l
ANTIQUE AND SURPLUS. WRITE FOR SPECIFIC PRICES. Address 0

State Zip
* Two window model ‘ ; 3 ; : : l
#* Three window model (size of third window often varies with model year) IAH orders will be shipped postpaid. Calif. residents add 6% sales tax.
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