
fl -

УЛУ
.p

ا;."'

ẫ

‘Щ

٠٠١٠

١^ m

lễ
ا-.ا.دمخ■؛.

к

ị.١.٠٢.ع
٠ي.٠٠>ي■

i :'..5Ỉآليت'4؛ت'::;يدفييهأ'

Í,

w|
،بةةةذ-'ه

٩ة:

ده

ب؛؛[جل

Í

؛ام
ŠTr؟ه.;..I,■؛

ًا.

:,:ا
؛4؛،

'؛^'أآلد'ال
Í

.;ا،:

؟1

42٠SEPTEMBER1991?



si Λ:
ا

.٠١-

İ

PIPER AZTEC

ء|س№

i٢

ه-

I
ÿ[٠r-'Р;у:у٥

ii
s

.:liبع;٠؛أي:■ن
ا؛ثااب:|!تغ-لااا؛

؛؛ة
--

ًا:؛؛؛ل٦

I'
#■'
I j:؛

lat it lacks in stezle, lt makes up
lu au almost complete lack ojkadkaklts.

,..'BYSETHB.GOLBEY

the early days of light

; t١٨d,ns, the Big Three general aviation manufacturers
each had its otwt c'ontender and its 0١ra market

niche. Beech fielded the immense Twin Bonanza,

wdththree-abreast:'؛^ seating and the aura of “class

that has áways been associated wth the marque.

Ces'sna'offered.the 310, whose calling card was sleek
looks'and the high performance that goes ١٨dth that;

٠ it looked fa'st, and it was. Piper, airplane maker for

the masses, souglit simple sales volume. It took five

years of research and development, but In February

1954, the Apache was certified. And it surprised

Piper dealers ,by selling well-even at the

astronomical-for-a-Piper jïrice of $32,500. But after

all, the In Bonanza started at $75,500 that year;
PHOTOGRAPHY BY MIKE FIZEU
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the اه31 almost $50,000 when it was

introduced a year later.
By the end of the decade, however,

it was clear that the market wanted

something bigger and faster out of
Piper, and Piper wanted something
that could compete in passenger and
baggage space as well as performance,
even thouglr the Apaclie had gained a
fifth seat in 1955. Thus was boi'n the

Aztec, with six-cylinder, 250-horse-
power Lycoming 0-540 engines re-
placing the Apache's four-jug, 160-hp
0-320 mills (early models had 150-hp
engines), and a stabilator, borrowed
from the Comanche, in place of tire
Apache's horizontal stabilizer and ele-
vator. Otherwise, the airframe changed
little and therefore shared the same

model designation—PA-23-but now
with a -250 extension.

In fact, the original five-seat Aztec,
introduced in 1960, looked much like

the Apaclie except for a larger, swept
vertical fin. The last Apaclie model,
produced with 235-hp 0-540 engines
from 1962 to 1965, shared the same

tail, so a close look is necessary to dif-
ferentiate the two models. (The Aztec

also cost considerably more than the
Apache, so the Twin Comanche was
introduced in 1963 to hll the low-cost

twin niche.)
As the Aztec's sales literature made

plain, the growing use of airplanes as
business tools was not lost on Piper:
"No other means of travel can provide
transportation that's so quick, easy,
and convenient for the majority of
business trips. . . . All progressive
cities and towns have airport facilities
and more are being built. Such conve-
nience of landing places and complete
flexibility of scheduling means private
air transportation is often the fastest
way to go-and so much more restful.

. . . Little wonder that modern Indus-

try considers the business airplane a
wise, sound investment." The well-

heeled private owner was not entirely
ignored, either: "For pleasure travel,
the Aztec is equally alluring."

The Aztec B, Introduced in 1962, es-

tabhshed the Aztec profile most pilots
are familiar with, adding a sixth seat
and a long, blunt nose housing a sec-
ond baggage compartmeirt. (Piper was
to make much of the volume of tire

two compartments-over 40 cubic
feet—but each was forever limited to

150 pounds.) The B was one of the first
GA airplanes to feature a modular in-
strument panel, alloWng instruments
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and avionics to be removed and re-

placed much more easily tlian before.
Tlie B also had removable skin panels
in the nose to ease access to the area

behind the panel, the battery, "brake
valves," and hydraulic fluid supply.
The window on the left side of the sec-

otid seat row was modified to serve as

an emergency exit. The B was tlie first
Aztec to be available with turbo-

cliarged engines, allowing a 75-per-
cent-power cruise speed at 25,000 feet
of 235 mph true (204 KTAS).

The c model, which came along in
1964 and would be produced in the
greatest numbers, added fiberglass
landing gear doors and borrowed the
Twin Comanche's streamlined “Tiger
Shark" engine nacelles. Fuel injection
and dual alternators came standard

on the c (tliey had been optional on
tire B). The suggested retail price of
the airplane that year was $54,990, but
avionics and operational packages (in-
eluding propeller and wing deice and
oxygen) added from $5,565 to $28,405,
depending on the equipment selected.
In tIrose days, gas cost 43 ceirts a gal-
loir, and Irourly operating costs were
said by Piper to be $19.34. A nornrally
aspirated c Irad a top speed of 218
mph (189 knots) and cruised at 208
mph (1,81 kt). At tire long-range power
setting, endurance was nearly 8 hours
and range was 1,300 statute miles
(1.,130 nm) with iro reserves. In reality,
at a "normal" cItrise powei' settiirg
(about SO-percent power), firel would
last about 4 hours and 830 miles with

no resemes.

In the D, wlrich eirtered production
in 1969, Piper finally standardized (in
a conventional T configuration) what
had Ireen a scatter-shot instrunrent

panel. Power controls received differ-
ently shaped kirobs for misure, props,
and thiottles. Ram's horn control

wlreels improved the view of the
panel. Ignition and starter switches
migrated to the left side wall. The nor-
mally aspirated model gained a couple
of knots of airspeed, and the turbo
version sped up to 250 mph (217
KTAS) at 24,000 feet. The cabin was re-

fined to add to the already luxurious
accommodations, including remov-
able armrests for the middle and front

seat rows.

Tire load-carrying ability of the
Aztec had always Ireen one of its sell-
ing points, and it truly was prodigious:
You could fill the tanks, seats (with

170-pound FAA-standard people), and
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baggage compartments and still not
reach tlte maxhniim certificated take-

off weiglit of 5,200 pounds in the nor-
mally aspirated (and minimally
equipped) D (the earliest models had
a 4,800-pound MTOWl. Tlie straight D
had a useful load of 2,267 poundsًا the
turbo, 2,077 pounds.

Tlie E model, intr'oduced in 1971 at

a base price of $69,990 (turbocharging
added $10,125), liad a stretched,

pointy noise with a recessed landing
light. The stretch cut useful load by a
little over 100 pounds. The nose bag-
gage compartment grew by a foot (but
retained its 150-pound weight limit),
and moving tlie lartding liglit opened
up space to accommodate optional
weatlier radar. Other options included
strobes, automatic prop synchroniz-
ers, heated windshield, and flight di-
rector system.

By this time, tlie Aztec's low Vmc of
80 mplr (70 KIAS), superior sltort-field
performance (820-foot takeoff roll,
1,250 feet to clear a 50-foot obstacle,

1,250 feet to clear the same obstacle

coming back, and 850-foot landing
roll), rate of climb (1,490 fpm fitlly
loaded for the nornrally aspirated E;
1,530 fpm for the turbo), and 1,600-
pound cargo payload Irad made it a fa-
vorite both at home and abr'oad in

mail, car-go, atrd air ambulance appli-
cations, as well as air taxi and clrarter

work, and Piper- pursrred these mar-
kets witlr vigor. By 1974, gas was still
only 52 cents a gallon and operatirrg
costs ran about $25 an Irour, accord-

ing to Piper.
Tlie last Aztec, the F, was built from

1976 througlr 1981 and sported
squared-off wing tips and a rectangir-
lar- stabilator. Art automatic flaps-to-
stabilator-trim interconnect was

added to counter-act the airplatre's
only bad liabit—its cliaracteristic
pitch-up as flaps are deployed. Pilots
didn't like the new stabilator, though,
atrd Piper returned to tlie traditional
one itr 1980. If yolt found the foitr 36-
gallon witrg fuel tarrks the Aztec Irad
used to this point to be insufficient,
the F could be Itad witli 20-gallon tip
tarrks, which allowed a l,300-nm

range with 45-minute reserves (1,145
nm for tlte turbo). The F lost a little

takeoff performance btrt offered a
slrorter accelerate/stop distance than
its pr'edecessors (1,985 feet). A full set
of copilot irrstruments was an option.
Tire four front seats got new backs like
tire ones orr tire Navajo; tire fuel filler
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- " -٠ ports and caps likewise came from the
Navajo. fWith the F, too. Piper finally
began marking the airspeed indicator
in knots and documenting perfor-
mance accordingly.!
Wten it was introduced, the F had a

standard price of $99,600, but by 1981,
tire price had ballooned to $165,960,
and avionics packages could increase
that by ًا$34,000 the "turbo group" of
options added another $39,580. Fuel
was now $1.75 a gallon, and operating
costs liad risen to $80 an hour for the

normally aspirated F and over $95 an
liour for the turbo. A fully equipped
Aztec could cost over a quarter of a
million dollars: The turbo F featured

In a December 1979 Plloiarticle car-

ried a price tag of $247,988, not cliick-
en feed then and equivalent to about
$420,000 today (but still quite a bit less
than a new Beecli Baron).

Almost 5,000 Aztecs were built dur-

ing the airplane's 21-year production
run, and more than 2,500 renrain reg-
istered with the FAA today. Many have
headed overseas to satisfy foreigners'
insatiable hunger for American air-
planes. A well-equipped 1981 F model
will run you about $94,500, with the
turbo costing about $110,500. An aver-
age 1968 c model would go for around
$38,500, with the turbo version run-

niirg about $42,500, according to the
Aircraf.t Bluebook-Prlce Digest.

Tire Aztec was incrementally re-
fined over the years, but it never really
c!ranged much in any big way. Aside
from the wildly disorganized instru-
ment panels foiitrd oir pre-D irrodels,
tire systems irr one are pretty much
like tire systems in arrother.

Flaps and landing gear are Iry-
draulic, driven by a pump on tire left
engine. Thouglr later models Irad one
on tire right engine as well, marry older
airplanes have been retrofitted with
an auxiliary electrically powered hy-
drairlic pitmp. Should both fail, trranu-
al gear (and flap) extensiorr can be
easily accomplished using a Iratrd
pump that telescopes from irnder the
,power qrradrant: 30 to 40 strokes are
required to raise or- lower tire gear
(about a dozen for tire flaps), Irut the
leverage is excellent. Most models also
were equipped with a C02-powered
blow-down system, activated by
pulling a ring under the pilot's seat in
case of hydraulic system failure. Tire
flaps and landing gear irarrdles are re-
versed from today's standard, wdth tire
flap Irandle on the left and the gear
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I

deed, without retrimming. Power-off
stalls are unremarkable; you'll feel the
buffet through the control wheel well
before reaching the 68 mph (59 KIAS)
stall speed. Nose it over to accelerate
through Vmc before adding power;
this takes a moraerrt in the draggy
landing configrrration. Departure
stalls are similarly bland; lower the
nose and let the airplane accelerate.

Under the hood, you will find the
airplane stalrle and predictable, even
with the critical engine featlrered. One
irote here is that Aztecs with 120

pounds of fuel in each aux tip tank
tend to dutch-roll a bit itr turbulence,

so standard practice is to bum off the
outboards first.

Engine failures are easily coped
with. The yaw is overcome with mod-
erate pedal pressrrre, and a swipe of
the trim crank relieves tlrat. The trim

controls are overhead and consist of

an outer crank for pitch and an inner
crairk for yaw. After a couple offliglrts,
you become acclimated to the proper
directions to turn them. This is impor-
tant Irecause, as noted above, the air-

plane exhibits a moderate pitch up
with flap extension and pitch down
witlr flap retraction. Most of tire pitclr
change comes with the first quarter
flaps, whiclr is no big deal on pattern
entry or downwind, where you'd rror-
nrally first deploy them. The clrallenge

handle on the right.
Tire fuel system is straightforward.

Inboard or outboard tanks are select-

ed, for either side. If tire 20-gallon aux-
iliaries are fitted, these drairr automat-

ically into the outboards with no pilot
interveirtioir. (Some airplanes have
Ireen retrofitted with nacelle tanks, tire

coirtents of wlrich generally have to be
pumped into tire wing tanks before
the frrel can be used.) The cotrsole be-

hveen tire front seats housing fuel se-
lectors, crossfeed control, and cowl

flap levers is a model of ergonomic ef-
ficiency. Crossfeed is eitlrer on or off
and is getrerally unnecessary unless a
long distance irrust be flowtr on one
engine; frrel can be pumped from any
tank to either engine.

One tiring to Ire wary of, particularly
on older airplanes tlrat dorr't fly nruch,
is the rulrber frrel tank Irladders, wlrich

cair dry out and crack if not kept full,
allowing fuel to drain irrto the wing.
An. airwortlriness directive was issued

in 1988 requiring iirspection of fuel
caps and doors. Loose caps will allow
water into the tanks, so it's important
that tlrey be carefully checked before
flight. Another AD tlrat would have re-
quired expeirsive alteratioirs of fuel
tanks was rescinded shortly after it
was issued in late 1990. Tire FAA is

currently studying whether any addi-
tiorral rulemakiirg is needed.

Climbing into an Aztec for the first
time, you'll notice steel tubes exterrd-
ing from the corners of the windshield
down to the instrument panel. The
Aztec's skin is wrapped around a tu-
Irular steel cage, a throwlrack to the
days when Piper plantred to produce
the Apache with a fabric frrselage. By
the time tire decision was made to go
with metal, reengitreeritrg tire ftrselage
was deemed too expensive.

The Aztec's docile handling charac-
teristlcs make it an ideal multiengirre
trainer. If it seems to handle like a

giarrt Cub, that's becattse it shares tire
earlier airplane's witrg cross-section.
The Aztec accelerates briskly at a fight
training weight to a rotation speed of
Vmc plus 10 percent, 88 nrph (76
KIAS), and therr on through VysE, 102
mph (89 KIASl, to Vy, 120 mph (104
KIAS). (These speeds are for a c model
Irut are typical.) In high derrsity alti-
trrde condltiorrs, the recommended

cruise climb speed of 135 mplr (117
KIAS) results in a very leisurely climb
rate. Visibifity over the nose is not Irad
at 120, atrd tire cowl flaps do a good
job of keeping cylinder head tempera-
trrres in thegreeir.

In cruise, the flight controls are typ-
ically heavy of a high-speed airplane
in roll and yaw, a Irit lighter in pitch.
Steep turns can Ire accomplished
wdtlrout any straining or sweating-in-
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comes on the go-around, when the
fuU-power/flaps-up drill requires con-
siderable back pressure on the wheel
until you get retrimmed. There is little
if any trim change with gear extension
or retraction.

Quarter flaps can come dowm at 160
mph (139 KIAS), but there are no de-
tents; there is a flap-position indicator
on the panel, but it's more efficient to
learn how long to hold the flap lever
down or up to reach the desired set-
ting. Gear can be emended at 150 mph
(130 KIAS). The gear handle, in the
shape of a tire, is clear plastic; if a
throttle is retarded with the gear up, a
red light in the handle starts flashing.
If both throttles are brought back
below about 12 inches of manifold

pressure, the gear horn sounds. The
gear handle is equipped with a me-
chanical latch to prevent inadvertent
gear retraction on the ground (there's
also a squat switch).
A smooth power reduction over the

numbers, accompanied by a slight
nose-up attitude, and the airplane
touches down gently just as the throt-
ties hit the stops, the arrival cushioned
by big oleo struts. The gear is beefy
enough to absorb clumsy landings or
unimproved landing sites, and, if
proper speed control is exercised, the
airplane stays planted; when that wing
stops flying, it stops flying. Nosewheel
steering is heavy, as might be expect-
ed. Even at idle power settings, the air-
pla,ne will build up speed in the taxi.
Avoid riding the brakes. Instead, take a
tip from the airliner cockpit: Let the
airplane speed up on its own, then
apply the brakes to slow to walking
speed. Cycling the brakes in this way
helps keep them cool.

The Aztec was never the fastest

light twin, nor the one with the great-
est payload, nor the most powerful.
But in terms of cabin space, load-
hauling ability, fuel economy, range,
٧MC, short-field performance, durabfl-
ity, and accelerate/stop distance, it
matched or beat its rivals handily.
What it lacked in panache, it made up
in good manners. Today, more than 30
years on, it continues to provide com-
fortable personal transportation and
to labor honestly in the vineyards of
commercial aviation. Ferhaps more
important, it offers many students
their introduction to the challenges of
multiengine flight, where, like any
good instructor, the Aztec is a gentle
and reliable friend.
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The Aztec E ht the photos accompanying
this story sees daily use in air taxi opera-
tlons, where it continues to provide safe,
comfortahle, and escient transportation.
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1971 Piper Aztec E
Base price: $69,990

Current market value: $48,000

'-mi

Max demonstrated crosswind component 12 kt
Rate of climb, sea level

Single-engine ROC, sea level
Max level speed
Cruise speed/endurance w/45-min rsv, std fttel

(fuel consumption, total)
normal cruise

4,000 ft
intermediatecruise

6,000 ft

economy cruise
6,400 ft

long-range cruise
10,200 ft

Sendee ceiling
Single-engine service ceiling
Landing distance over 50-ft obstacle
Landing distance, ground roll

Limiting and Recommended Airspeeds

Vmc (min control W/critical engine
inoperative

Vx (best angle of climb)
Vy (best rate of climb)
VxSE (best single-engine angle of climb) 83 HAS
VysE (best single-engine rate of climb)
Va (design maneuvering)
Vee (max flap extended)
Vle (max gear extended)
Vlo (max gear operating)
Vno (max structural entising)
Vme (never exceed)
Vsi (stall, clean)
Vso (stall, in landing configuration)

1,490 fpm
240 fpm

188 kt

Specifications
Two Lycoming IO-540-C4BS,

250 lip ea @ 2,575 rpm
2,000 hr

Hartzell constant-speed, fitll-
feathering, two-blade, 77-in diameter

31ft2in

10 ft 4 in

Powerplants
182kt/3.4hr

Recommended TB٥

Propellers
(204 pph/34 gph)

181kt/4.4 hr

(162 ppli/27 gph)
177kt/4.9hr

(150 pph/25gph)
169kt/5.9hr

(126 pph/2!gph)
21,100 ft

6,400 ft

1,250 ft

Length
Height
Wingspan

Wing area

Wing loading
Power loading
Seats

37ft2in

207.6 sq ft
25.05 IbZsqft

10.4 IbZhp
6

Cabin length
Cabin width

Cabin height
Empty weight
Gross weight
Usefttlload

Payload w/full fttel

Max takeoff weight
Max landing weight
Max zero fuel weiglit
Fuel capacity, std

8 ft 6 in

3 ft 9 in

4ft2in

3,042 lb

5,200 lb

2,158 lb

1,318 lb

5,200 Ib

4,940 lb

4,400 lb

144 gal (140 gal usable)
864 lb (840 Ib usable)

850 ft

64 KIAS

89 MAS

104 MAS

89 MAS

131 MAS

108-141 MAS

132 MAS

132 HAS

175 MAS

221 MAS

61 MAS

55KIAS

Fuel capacity, wZopt tanks 184

(180 gal usable)
1,1041b (1,080 lb usable)

oil capacity, ea engine
Baggage capacity

12 qt
300 lb, 46.7 cu ft

Performance

Takeoff distance, ground roll
Takeoff distance over 50-ft obstacle

Accelerate-stop distance

Ah specifications are based on manufacturer's
calculations. All performance ifgures are based on
standar,d day, standard atmosphere, sea level,
gross weight conditions unless otherwise noted. تًا

820 ft

1,250 ft

2,220 ft□

AOPA PILOT .49
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Riots are refitting that Top Prop'''' ỊXíiíormance profiler convenions
shorten take-offand landingdistance, increaæ climband Improve

ap۴arance.All Wth si^lficantlyreduced
noiæ and vibration. It’s itals same level of

۴rfonnance that helps to make Halil

props standaid equipment on brand new

aircraft fiom Aerospatiale, B^hcraft,

Glasaft,Ra^o,Pl,۴rand Rtts,tonarne

just a few. So consider mstig the prop

select^ by the world’s ^ord setting

designen and pilots as well as the world’s

finest aircraft manufactttren. Phone the Halil Factoty Settee Center

talay at l-80)-942-PROP (7767) for more Information.

1๚

TOP PROP
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PERF.RMANCE

CoNVERSIONS

HíulTell Fattoi^, Schice Center
Handling Top Prop convenions as well as factoiy

- . quality piirts, seivice, overhauls and exchanges.
Piqua Olrio Aiqxirt, Tel: (s 13) 77Χ42() I
Fax:(513)7784202
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7 Bwlng Condor
World aldtude recordfor piston powered
۶ght(66١908۶). Two high petfomtance

Hartjetl propellers.

Pond RacerVoyager
2,1 horsepower Burt Rutari desigted
aicr. that will challenge the piston
powered speed record. Two high
pe^ormartce Hartnell propellers.

WRtTE IN NO. 32 ON READER SERVICE CARD

Firs,t nonstop, inrefueled
circumnavigation of the globe. Two high

pertonince HartLell propellers.
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SPECSBEET

1974 Piper 7urb٠ Az.ec E
Price new: 666.500

Current market va.ue: $108,000

ture. 17,000 ftSpec١flcat!ons
Powerplants ..Two 250-hp Lycoming TI0-54OC1Ą
Recommended TBO ......

Propeller	

Length	

Height 		

Wingspen	

Wing area	

Wing loading ....................

Power loading ..................
Seats...............................

Standard empty weight ....

إ Empty weight, as tested
Max؛ ramp weight..............
Max takeoff weight ..........

؛ Zerofuel weiglit................
ا Max useful load ................

Max useful load, as tested

¡ Payload w/full fuel ...........
Payload w/full fuel, as tested

Max landing weiglit..............

Fuel capacity, std..................

204 kt/856 nm

(38 gph)

ę 70٥/ΰ power, best economy mixture, 8,000

168 kt/H02 nm

(25,7 gph)

............30,000 ft

............30,000 ft

............15,300 ft

............18,700 ft

................2.000 hr

Hartzell HC-E2YR.2

............31 ft 2.6 in

...............10 ft 3 in

...............37 ft 2 in

............207.6 sqft

.............25 lb/s٩ ft

.............10.4 Ib/'hp

ft

Max operatifig altitude........

Service celling ....................

Single-engine service ceiling

Absolute ceiling ..................

landing distance over 50-ft obstacle 1,620 ft

Landing distance, ground roll ,850 ft6

3,229..........lb

..........3,591 lb

..........5,200 lb

..........5,200 lb

500..........4٠,lb

..........1,971 lb

..........1,609 11ว

.............843 lb

.............481 lb

..........4.950 lb

gal؛140, usable

840 lb)usable)

.188 gal usable

(1,128 lb usable)

150 lb, 25.4 cu ft

150 lb. 20.2 cu ft

Limiting and Recommended A.rspeeds
Vr (rotation) ...............
٧x (best angle of climb)
٧Y (best rate of climb) .
Vmc (min control w/critical engine inoperative)..

...........69 KIAS

٧XSE (best singl&englne angle of clinh) ..82 ftlAS
VysE (best single-engine rate of climb) ....90 KIAS
٧д (design !naneuvering) .....
VpE (max flap extended).......

(max gear extended) .....

٧L0 (max gear operating)
Extend	

Retract	

٧N0 (max structural cruising)
Vne (never exceed)...............
ν$ι (stall, clean) .................
Vgo (stall, in landing configuration)....70 ftlAS

74 KIAS

-84 KIAS

100 KIAS

130 KIAS

109 KIAS

130 KIAS

Fuel capacity, w/opt tanks
130 KIAS

130 KIAS

,172 ftlAS

,216 ftlAS

..76 ftlAS

Baggage capacity, nose؛

Baggage capacity, aft ..

Performance

Takeoff distance, ground roll
Takeoff distance over 50-ft obstacle ..1,250 ft

Accelerate-stop distance ....

Rate of climb, sea level.......

Single-engine ROC, sea level

Cruise speed/range w/45-min rsv (fuel con-

sumption) @ 92% power, best power mix-

820 ft

.4// specifications are based on manufacturer's

calculations. All performance figures are

based on standard day, standard atmosphere,

sea level, gross weight conditions unless
otherwise noted.

....2,220 ft

1,530 fpm

...265 fpm



Max E. Shauck, a Baylor University
professor who pioneered the use of
ethanol fuels in aircraft, was awarded the

prestigious Harmon Trophy for 1991 for
his researcli into alternative fuel teclinol-

ogy. An accomplished aerobatic pilot and
aviation record holder. Shauck joins past
recipients including Charles Lindbergh,
Amelia Earhart, and Howard Huglies.
The award was presented to Shauck by
Vice President Dan Quayle.

Tire New England Cliapter of the
Ninety-Nines will sponsor an air rally on
October 5 to celebrate the group's fiftieth
anniversary. Open to all pilots, tire rally
will test flight-planning proficiency, in-
cludiirg timing and fuel consumption. The
FAA is cosponsoring tlie event. A 215-
nm course will begin and terminate at
Northampton Airport in Northampton,
Massachusetts. It is the first New Eng-
land Air Rally since 1981. A rally kit,
witlr rules and an application, may be ob-
tained by sending $5 to New England Air
Rally, c/o Margaret Davidson, 21 Crest-
view Drive, NoTtli Haven, Connecticut

06473. The entry deadline is September
14. For more information, contact
Michelee Cabot at 508/464-5443 or Mari-

lyn Biagetti at 401/568-3497.

Dominic Del Rosso, lias gone into the hurnstorming business. Del Rosso, of
Marlboro. New Jersey, recently began giving sightseeing rides in two 1943 Steurnrans.
Flights around tlie Statue Liberty'و0 and up the Hutlson River to tlie DSS muse-
um are theieatured attraction, along with sliorellite sojourns. Scenic rides itt a 1946 J-3
Cub also are available. For mor.e Information, cotituct Del Rosso at Marlboro Airport,
908/591-0412.

PiLOT SEMINARS 1951 FAIL SCHEDULEÍN TWO DAYS

At: BirminghamMobiVeg
AR: Little Rock
AZ: Phoenix

lASSTMEFAA
WITH PSA

26-27Oct

9-10Nov

5-6Oct

26-27Oct

23-24Nov

9-10Nov

16-17Nov

30-1Nov

14-15Dec

7-8Dec

14-15Dec
7-8Dec

24Nov-ت2

5-6Oct

2-3Nov

7-8Dec

28-29Sep0c27-؛؛؟
30-1Nov

12-13FL: Ft. Lauderdale Oct
14-15Dec

7-8Dec

26-27Oct

2-3Nov

12-13Oct

16-17Nov

14-15Dec

19-20Oct

23-24Nov

30-1Nov

28-29Sep
19-20Oc؟
9-10Nov

30-1Nov

23-24Nov

7-8Dec

14-15Dec

5-6Oct

2-3Nov

7-8Dec

9-10Nov

9-10Nov

7-8Dec

2-3Nov

5-6Oct

VVe Do Seminars For Croups
At Your tocafion - CaW For Information

lA: New Orleans

MA: Boston

Dec 7-8

Sep 28-29
Oct 19-20

Nov 9-10

Nov 30-1

Nov 2-3

Nov 16-17

Dec 14-15

Oct 5-6

Nov 23-24

Nov 16-17

Dec 7-8

Sep 28-29
Oct 26-27

Nov 30-1

Oct 12-13

Nov 9-10

Dec 14-15

Nov 23-24

Ort 19-20

Nov 30-1

Dec 14 15

Nov 23-24

CA: los. Angeles
Oakland
Ontario

San Francisco

San Jose
Santa Monica

Van Nuys
CO; Denvei

CT: Hartford

MD; Baltimore

Ml: Detroit

MO; Kansas City

St. louls

MS: Jackson
NC: Charlotte

Raleigh
PILOT SEMIN٨RS OF ٨MER!C٨
PROFESSIONAL ٠ COST EFFECTIVE ٠ EFFICIENT

Dear Fellow Pilot,

٠ We understand your training needs.
٠ We offer ground school training for the Private, Commercial,

Instrument and CFIIFAA exams.

٠ With our weekend seminar, you will pass the FAA exam or your money

back. You can even take the exam in our classroom Sunday evening.
When it comes time to get down to business... you won't find a better deaf.

٠ GUARANTEED EVERYDAY LOW PRICES.

$175 Private / Commercial Seminar
$195 Instrument/CFll Seminar

٠ PASS THE FAA TEST OR YOUR MONEY BACK!

If you don't pass, re-attend wftbfn one year and if you don't
pass again we wfff refund your money 100% on request.
DOITRIGHTTHEFIRSTTlMEANDMAKEITTHEONLYTIMEi

TO REGISTER PLEASE CALL TOLL FREE 1-800-552-4044

30-044 FAX: (305)-78

DC; Washington

NH: Manchester

N,؛ Morristown

Ft. Myers
Jacksonville
Miami
Orlando

NY؛ Albany
White Plains

OK: Oklahoma City Nov 'آي16-17 У

Nov 16-17

Oct 19-20

Nov 23-24

Nov 30-1

Nov 16-17

Oct 12-13

Dec 14-15

Oct 19-20

Oct 5-6

Nov 16-17

Sep 28-29
NOv 2-3

Oct 12-13
Nov 2-3

Dec 7-8

Oct 26-27

Nov 9-10

Nov 2-3

Dec 14-15

Tulsa

PA: Harrisburg
PhiladdpLTampa

W. Palm Beh.

CA: Atlanta
Pittsburgh

SC: Charleston

Columbia
Greenville

TN: Knoxville

Memphis

Nashville

Savannah
IA: Des Moines

II: Chicago
IN: Indianapolis

TX: Dallas

KS: Witchita

KY: Lexington
Louisville

IA: Baton Rouge
New Orleans

Houston

San Antonio

VA: Richmond

WRITE IN NO. 174 ON READER SERVICE CARD


