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Greetings from your new Pazmany Newsletter Editor, Jack McCombs. You old hands
may notice a siightly different tyve face, since you now have a new editor (and
typewriter). Let me say that I hooe I can do somewhere near as fine a job as
Dave Panton, my predicessor at this joh, did. You may recall Dave's nlea for
help in the last issue he out out, and PL-2 enthusiast that I am, I wrote to

let him know that he had a willlng volunteer. The only willing volunteer,
apoarently! [ am looking forward to this new task, however, and I anologlze for
taking so long after Dave forwarded materials and mailing list to me to get

my first lssue cranked out.

I plead several excuses, none of which really count for anything, but ! was counting
on putting out my first (and subsequent) issues on a word srocessor rather than

a typewriter. What with finding that {t didn't work when it arrived, sending it
back, receiving it again to find the case on the monitor cracked, etc., well, time
to buckle down to the typewriter and get a newsletter out in any case, rather than
waiting until all the fancy gear has arrived and is working to do it the easy way.

Come to think of it, the way it has gone fo far, maybe the old typewriter is the
easy way.

At the time I took on this assignment I was also, as the exnression goes, "hetwaeen
jobs,” which left me with much more time than I now have. Of course ane allows
for such distractions to one's spare time as making a living, but mvy new job is
somewhat more demanding of my time than most - you see, I now work for the FAA.
After the Convention (July 28-Aug. 4) things will settle down a bit more and I
expect to be able to stick to a somewhat steady schedule.

In fact, this seems to be a good place to list nrices/policies/etc. as your new
newsletter editor. PFirst of all, the original inten: was for the newsletter to
be a quarterly publication, and I intend to stick to at least that schedule. If
I get sufficient inout 1'11 exvand on that schedule. I would reallv like to he
able to turn out an issue every two months, but it all depends on contributions
from you people out there. In any case, I plan on doing enough with my own 7L.2
to be able to crank out a few pages every few months, but that makes for a pretty
dull newsletter. If you want to read about othar aireraft besides mine, dron me
a line and I'11 write it up for the newslatter.

As far as rates go, since the publication schedule is rather loose - the only
promise being my intent to get out at least four issues a year - I cannot set

4 rate based on time. So I'll continue with our previcus editor’s ocolicy of
charging per issue. And I will keep the SAME RATE. NO price increase! How's
that for a deal? Anyway, if you send in your $5, or 510, or whatever, you will
Teceive that many issues. And for you people with subscriptions paid through

a certain number of future issues, relax. Dave sent all the monaey from his news-
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letter account to me along with letters from subscribers, back issues, etc.

So all you old subscribers will continue to receive the number of issues you
originally paid Dave for. The subscription rate may go up in the future (doesn't
everything?), but I doa't anticipate this happening for a long, long time. 1T
would guess that postal costs will have to double before that happens, and that's
a long ways in the future - I hope. Meanwhile, for those of you who are owed
some number of subscriptions, even If I did raise rates, I will continue to send
out the number of lssues you originally paid for. But don't worry about any of
this happening for a long time to come.

Back {ssues: Dave sent me coples of all the older PL newsletters he had when he
turned all this over to me, but that doesn't go back all that far - only through
fssue #62 (Summer, 1979). As for myself, I'm interested in having cooles of as
many back issues as possible, and I'd really avpreciate it if any of vou out there
have older newsletter issues you'd be willing to copy and pass along. I'll take
care of copying/mailing expenses, of course. In fact, I am willing to act as a
clearing house, so to speak, to pass along whatevar back issues I can to those who
would like copiues; same rate, 51.00 per issue. But I say again that I only have
back issues available through #62 at the moment; if that changes, I'11 let you
know in subsequent newslatters. But one thing for sure: I'l1l continue to make
copies of the older issues I have available for as long as I am newslatter editor;
1'11 make sure I don't mail off the last copy of anything I have!

One other thing I want to point out as far as policles go is that the title of this
publication is the "Pazmany Newslettaer.” Note that it 1s NOT limited only to the
PL-1/2 series. Por you PL-4 (or whatever) builders/nilots/fans, I am not olanming

to discriminate against you, but I will need some inout on designs other than the
PL-1 and 2 in order to write anything else up. You have a PL.? owner a8 a newsletter
editor, so that's what you can plan on reading about unlass I get some Iinout on

some of Paz'’s other excellent designs.

Hopefully this newsletter will also serve as a forum to answer some of your
questions also, and for builders'’ hints, aetc. Now, here I am handicavped in that
I didn't build my ®L-2; I bought {t from the family of the original bui lder, now
deceased. However, I have been throughout practically the entire aircraft on
many occasions, readying it for annual insnection, making imorovemnts, ete., so

I am pretty familiar with the aircraft. This doesn't make me a construction
expert, however, so I will have to rely on some of you out there to heln other
less experienced builders along through this newsletter.

Meanvhile, here are some of the things I've done on our own "L-2, sarial #113,
N73PL (you get one guess as to which year it was completed), One of the firse
things I did was to remove the old vacuum operated turn and bank and insrall an
electric T&B indicator. The original builder did not plan to do any 1FR work
with the aircraft, and I still don't have sufficlient radio gear in the airolane
to think seriously about it, but for those of you who are planning your nanels
right now, for gosh sakes, you've spent all that time and money on this nroject
don't try to economize with a bunch of 'WII era instruments! For only a counle
hundred bucks more you can install a modern, standard canel, one that matches
the capabilities of the aircraft. But whatever you do, DON'T put all your eggs

in one basket, so to sveak, In ANY subassembly/system/whatever, by relying on



only one princivle of operation. Obviously this rule is inevitably broken, as
with any single engine airplane, but any sensible designer/builder tries to keeo
such instances to a minimum. What I'm gatting at in this case is that it makes
no sense whatsoever to install gyro instruments which all rely on the same power
Source. If you're going to install a full gyro panel, also install a Vacuum and
an slectrical system for the instruments. 1 have had both electrical and vacuum
system failures in various aircraft 1've flown over the years, but never (so far!)
at the same time. [ haven't heard of a PL-2 yet without an electrical system,

80 you have half of the systems you need right there for your gyros. The vacuum
system 1s relatively simple (well, as alrcraft systems go, anyway) if you have a
psd on the engine to drive a vacuum pump. I'm not insisting that all PL's should
be equipped for IfR, but I am saying that if you plan to go so far as to install
a full panel, go a little farther and make sure you have both electrical and vacuum
pover sources for the instruments. Besides, some FAA insvectors get nicky, v, and
before authorizing IR in your shiny new PL-2 they very well might insist on two
pover sources for the gyros, just like on all those inferior airplanes they build
at Cessna/Piper/etc.

Shortly after modern!zlng the panel, T picked up a couple real, genuine aircraft
seats from a recently deceased Grumman American Trainer. These seats look like
they were made for the PL.2! My wife and I are rather short (about 5'&6" and 5'7")
and the alrcraft as we originally purchased it had only some large foam cushions
made to fit in the well behind cthe main spar carrythrough in the cockelt, 0Oh, thay
ware upholstered and matched the rest of the interior and ware very pretty to look
at,but have you eaver sat on 8-10" of foam rubber? You sink down, and down, and
down until the foam has compressed to about one inch thick, and in the ®L-2 it

was like sitting in a hole. For those of you who have easily removeable seats

or haven't gotten that far in construction, try sitting in the cockpit with maybe
an inch of padding under you and you'll see whar [ mean. The Grumman seats are
much {irmer, which we don't really mind, but mainly they cause you to sit up

quite a blt higher - so high that a person over about 5'10" would probably be
uncomfortable in our alrcraft with the canopy closed. For my wife and I, though,
it fics just fine, thank you. In fact, we both fit just fine even with a counle
of rather big military surplus chutes on for aerobatics, If we slide the seats

all the way back. The limiting factor is tha height, and 1 imagine somecne could
coma up with a neater installation than mine if he ware starting from scratch with
it, rather than adding to a completed aircraft.

And right now I have to admit that our ™.-2 is not alrworthy, Being as how all
tha fuel 1s Iin the tip tanks, its range {s severely limited since I removed the
tanks for overhaul., It seems that over the past couple years, the fuel guages
have gotten less and less reliable, until such time as they would no longer

pass an annual inspection. Aside from that, there was evidence of seepage around
the rivet heads holding the tank halves together, as well as around the overflow
vents. This was causing vroblems with the paint, naturally, and after sitring
out in the weather for all its life with nothing but a canooy cover the naint
was pretty badly weathered. Time to pull both tanks and go to town on them.
First of all, the fuel guage system was the late Ken Arnold's design, and com-
pletely different than anything I've ever seen before. And I've been through

a lot of fuel systems, both on airplanes and cars. DPlease don't misunderstand
me; the Arnold system was a good one while it lasted. But everything wears out
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eventually, and with Ken Arnold gone there didn't seem to be any way to determine
anything about electrical values and ste. concerning these guages, as well as the
sending units In the tanks. So I decided to install something that has been around
for years and will likely be buflt for many more to come, that 1s easy to find
Information on, and relatively chean. [ purchased a courle new fuel guages and
sending units from Stewart-Warner through a local auto parts shop. These sending
units are designed to be installed through the top of the tank rather than on a
bulkhead In the tank, but all that is necessary to make them work in a oL-2
installation is to bend the float wire 90°. Of course, you'll also have to adjust
the length of the float wire for the depth of the tank, but that's true in any
tank installation; these are generic guages, not manufactured for any one specific
application. If you're like me, and adding these to tanks vwhich had a d}fferent
system in them, you'll undoubtedly find that the mounting holes don't match and
will have to fabricate some sort of adapter plate, but that's no big thing. In
any case, make sSure that the sending units in the tank and the guages in the panel
axe compatible with each other; this is the biggest reason for my getting the
whole works at the same time from the same catalog and suoplier. Incidentally,
the part numbers are 383-.8 and 3835.C for the sending units in the tanks (one s
left hand and one is right hand - that's why the two different letters) and 284-M
for the guages. Actually, there are several di fferent models of guage which will
work with these sending units, depending on internal lighting, chrome bezel around
the face, etc., etc. And no, I don't know how well these will work out in an air-
craft installation. But they are approximately the same weight (within a few ounces)
as the old components and have been installed in a goodly number of other types

of vehicles over the years, and 1 would be surorised if there are none in homebui 1t
aircraft out there somewhere. I understand that the reason Mr. Arnold came un
with his system was that the originally recommended system (late 'S0's Ford, as

I recall) seemed to be a bit erratic in turbulence, different pitch attitudes, etc.
This system may very well end up to be the same. However, my rationale iz rthat
one should never put oneself into a spot where he is relying on his fuel guages,
which is why I went ahead and flew the airplane anyway with known problems in the
old system - until 1t just didn’t work at all any more. So readings of + some
large percentage of tank capacity (say, 10-20%) don't particularly worry me, as
long as they're consistent in any given attitude and fuel level. 1 wouldn't
expect turbulence to effect them too much; after all, most cars don't have

guages which fluctuate wildly going over bumps, potholes, etc. Believe me,

here in Oshkosh we have plenty of opportunity to porve that point! Anywvay, 1'11
let you know how all this comes out in a future newslettsr. And by the way,

{f any of you out there have information on the Arnold fuel guage system and/or
have successfully repaired glitches in that system, please let me know so 1 can
pass it along to others who might be in need of such info. Thanks.

As long as T was gutting those two big fiberglass fish, 1 decided also to enlarge
their capacity a bit. The tanks on my PL-2 were built from a kit by Yomebui lders
Alrcraft Associates, according to the tank assembly instructions 1 received with
the plans when I purchased the aircraft. Believe {t or not, with these particular
tanks it 1s possible to enlarge their capacity by aporoximataly 20% with NO ex.
ternal modifications. First of all, the tail cone on these tanks iz only there
for streamlining; it serves no other function and carries no fuel. Or at least,
mine didn’t used to; they will now. I don't know about other tank kits which

may be available, but this is the case with the tanks on my “L.2. The shell for
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the tailcone is thinner (fewer glass plies) than the rest of the tank, but con-
sidering the limited capacity of the tailcone volume (I don't know precisely, but
on the order of 1% U.S. Gallons) the additional welght is not enough to damage

the tank, even at 6g. I suspended over twice that 6g load from the tallcone of

the tank while it was on the aircraft (hung from it myself) and there was no damage.
For those of you who are thinking of modifying existing tanks, as [ did, believe
me, the easiest method of cutting through that rear tank dulkhead into the rail-
cone is to do it from outside, rather than trying flexible shafts, drill extenstions,
etc, Besides, even if you do find a combination that works, you'll likely accidentally
drill through the outside wall of the tank anyway. Guess how I found out. Having
worked with fiberglass before, this is no big deal; any of you who have already
completed your tanks will find this to be a minor modification compared to building
the tanks in the first place. Just cut through the top and bottom (remember, you
won't be able to fill that section unless tha fuel can flow in and the alr can flow
out) of the outer shell where the tailcone bulkhead is installed. I used a %"
drill, and enlarged the cut in the bulkhead with various combinations of knives,
rattail files, grinding bits, etc. Once you have holes through that bulkhead which
will allow fuel to flow, bevel down the multiple layers of glass around the holes
you made in the tank shells and lay up at least two plies of glass over the holes.
After this cures, you can fill any remaining slight depressions with a micro/edoxy
mix and sand smooth. It really is about as easy as the description indicates.

But this doesn't give me my 20% increase - where's the rest of it? ‘'ell, again,
I can't speak for others, but on my tanks the overflow vent was located rather
low in the tanks. I couldn't fill my tanks to within an inch of the filler neck
without fuel spilling out the overflow. As long as | was inside the tanks anyway
I modified the overflow vent lines a bit, There i3 a fair amount of volume

in the space both forward and to the rear of the filler nack, and if one has to
stop filling his tanks an inch or more below the base of the filler neck, one
loses probably a gallon or so of capacity. I cut the existing vent tube and bent
the end so it now is positioned up in the highest portion of the tankforward of
the filler neck. However, it is also necessary to vent the rear portion too.
This entalled another section of vent line from the rear area to the front area.
Now I should be able to fill both tanks right up to the lip of the filler neck
without having them dump fuel out the vent or bubbling it back in my face. As

I said, I haven't tried these ideas out yet, but they should work (he said honefully),
Since one picture is worth ten thousand words, see sketch halow:

. an ww mn ww Yap

OLD VENT LINE
NEW VENT LINE

CUT HOLES
HERE

NOTE: Absolutely none of this is to scale. And to think I used to be a draftsman!
Oh, well, that's what happens when you don't nractice.
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While T was at it, T also faired in the edee of the position light lenses on the
nose of each tank. They had originally been installed with an overlap fit, and
that offended my esthetic senses. So I built up around the lens edges with micro/
epoxy and sanded it dowm to falr in the lens edges with the rest of the tank. I
also countersunk the holes in the lenses (careful when working with plexiglass!)
and will install flush, stainless screws after painting. These little refinements
should show me a speed increase of at least .003 mph. But like I said, I did it
because it looks hetter.

After all this work on the tanks, I flushed them out with MEX and used a Randolph
tank sealant in them. One quart can Is enough for at least two coats in two <L-2
tanks. This should stop the problem of the seepage at the rivet heads and vent
tube outlets. Hopefully real soon I can get them painted. Just primer for now,
until [ get around to getting the rest of the airplane painted - when I find a
hangar for it. Finding a primer that would be (1) fairly weatheroroof, (2) fuel
oroof, and (3) compatible with whatever finish I decide on in a coupnle Vears or
30 pretty much dictated the use of DuPont Corlar, which is used as a primer for
Imron. I imagine any similar type polyurethane type primer/paint will do the
same thing, but this stuff was relatively easy to get in town and has an excellent
reputation as finishing materials go.

Meanwhile, tank capacity has been increased from the original 12% V.3, gals. to
an additional 1% (approx. - tail cone) and 1 (aporox. - relocation of vent tube)
gallons, for a total of approximately 15 gallons U.S. in each tank. I have never
flown this airplane with less than about a 470 minute reserve, but it will be nice
to have almost an hour more fuel on board with the present engine (Lycoming 0-235,
108 hp.) Eventually I have plans to install an 0-320 in the airplane, in which
case the original 25 gals. of fuel would only have given me about 2% hours at 757
power with khr. reserve. Now ! will he able to fly 3 hours and still have 45 min.
Teserve at 73X with an 0-320. Or looking at it another way, 4 hrs. flight time
with yet another hour reserve with the present engine at 75% power.

Yes, I know the 0-320 won't do much for my cruise speed; I'd be bettar off with
aerodynamic cleanups, like wheel fairings, etc. Some day I'11 get to them. The
main thing the 0-320 will do is double the rate of climb, which will be nice

for getting to altitude fast, possibly getting out of jce when IFR - Although I'd
just as soon not put that use to the test - and various other situations. We can
always think of more ways to spend money on our tovs, can't we?

Meanwhile, I hope to hear from a few of you out there as to how your orojects

are coming along and also any modiflcations/imorovements you may have in mind.

One thing I've been looking forward to hearing more about is the rumor that
several PL-1B's were imoorted to the U.3. and were sitting out on rthe west coast
somawhere. You might recall that the ®L-13 is the version of which several

dozen were buile by various Southeast Aslan nations as military trainers. It

is essentially a "L-1 with a 150 hp. Lye. 0=320 engine. As I heard the story,

i1t was impossible to legally license thase aircraft in the 7.5.s Since thay were
orizinally not built as c¢ivil aircraft and the nation(s) building them have no
recprocal agreements with our FAA as to certification standards. e can't license
them as amateur built, since they're not, or avmarently not in any exrerimentatl
category. About all they can legally be used for is parts, from what ! understand,
which is a real shame. If any of you have heard anything more on this, please



let me know.

By the way, I'm sure practially all of you are familliar with EAA's attemots to
save the operators of a good many oroduction aircraft considerable monev by
gaining STCs for the use of auto fuel (unleaded regular) in those aircraft.

I have been involved in this work for EAA - on the fringes, as a vwolunteer -

but have learned a lot about the subject. FEAA initially went after an STC

for auto fuel in the Cessna 150, since that was about the most numerous single
type of training aircraft around, and besides, they had been given one for

test purposes. From there it was easier to continue work towards aporoval of
other Continental engines. All this i{s to explain why they are just now gettring
around to Lycomings, currently in the 0-320 version in a Piper Cherokee and
Cessna 172. Mind you, all these enginaes are 50 octane engines; we're not
talking about the higher octane versions. In any case, although the flight
testing for the STCs is not yet complete, I do know that they have rum into no
problems and that things are going routinely - so it looks good for those of you
who want to use auto fuel in your Lycoming.

I will throw a little cold water on the situation here, however. Honestly, 1
really don't think you have anything to worry about with an 80 octane engine of
any sort - physically, that {s. In fact, I've been using unleaded regular in
our 7L-2 for a couple years and have notfced NO 111 effects. (BRy the way, the
fuel tank seepage problams I mentioned above ware nre-existing nroblems hefore

I started using auto fuel.) Actually, T noticed a couple benifits: Pirst, the
builder of our PL-2 had used some form of gasket cement around the filler neck

in the fuel tanks, and some additive In the 100LL avgas was causing this stuff

to flake off {nside the tank. S$ince using unleaded regular, this problem dronned
to practically nil. Second, I get a lot less plug fouling. The engine does not
tend ro load up at idle, and the plugs loock a lot cleaner at annual time. You
¢an bet that {f the plugs are cleaner, so is the rest of the engine, too. So I'm
s0ld on autogas myself.

But about that cold water: Even though physically I have found no problems, the
legality may be something else. Here in the States, at least, if you fly an
experimental aircraft, you can pretty much try about anything you want with it.

A major modification may require an additional flight test neriod, but that's

about it. However, this only applies to the airframe, not the engine - unless
you're using some non-aircraft engine anyway, such as the 0-290 ground power

unit, VW power, or whatever. Tor thosae of you with certificated aircraft engines
(like me), technically you are invalidating the certification of that engine

and are under the same status as the person using VW or other non certificated
powerplants. As far as the FAA is concerned, nrobably all you'd have to do 1is

fly an additional flight test period as assigned by your friendly neighborhood
inspector, In fact, what with autogas STCs all over the nlace now, he might

even say the hell with {t, go fly just like you always did - T don't care. 3ut
best to check with them anyway, just in case. Another consideration is Insurance.
Some policies may just use your use of autogas to try to gzet out of paying a claim,
if they find that your use of autofuel was not conducted with the blessinss of

the FAA. Not to say that this will happen, just that 1t might., Some states have
regulations to prevent insurance companies from pulling something like this, others

don't. Most companies are reputable, but there is always the nossibility.
Keep in mind also that even if vou have the same type of engine in your PL as



8

one which has been cleared for use with autogas in some type of oroduction alr-
craft, that still does not mean you can legally use autogas in your ’L! You see,
all autogas STCs must be tested not only for the type of engine used, but also
for the type of aircraft. Actually, when you purchase an autogas STC from the
EAA, You arae getting TWO STCs, in effect: One for the engine type, and another
for the type of airframe it is installed in. In other words, although the en-
gine might llke the stuff fine, some idiosyncrasy in the fuel system of the air.
plane may cause problems - gravity feed, fuel pump systems, etc. Since your PL
does not have a TC (type certificate), it is not possible to tssue an STC (supvle-
mental type certificate) to the airframe. So the only way to make your use of
autofuel absolutely legal is to tell the FAA that's what you want to do, and then
abide by any additional limitations they may impose on you. This is true for
every PL out there; each is considered as a separate case, even though you know
a guy who went through this with exactly the same type engine in his FL just last
wesk. The logliec is that no two homebulilts are exactly alike, even though they
might have been bullr from identical plans, kics, etc. There are no standards

to force a bullder to conform to a certain design, as there are with production
aircraft, and a bhuilder can modify any part of the aircraft he desires. Even
something as relativaly minor as a different type of fuel sslector could cone
celveably cause a problem, as could different seals, etc., atc. 50 the Feds

say your PL is different from sveryone elses and it has to go through testing

to make sure your fuel ranks won't fall off, or wvhatever, even though old .Joe
right dosm the strest has been using the stuff in his Pl for years.

So what did I do about all this? wWell, I got a couple five gzallon cans, make a
stop at the nearest gas station, and pour the stuff in my tanks and go fly. Yo,
I haven't told the Feds. Yes, tachnically, I should, I guess. This is a case
of "do as I say, not as 1 do."” I'm really not worried about any physical prob-
lems caused by using autogas, and { have flown with the atuff long enough to
have far exceeded any likely local flight test restrictions the FAA might be
fnclined to place on the aireraft. But just bear in mind that all that I have .
mentioned above 1s the way it's surposed to De done, i1f you want to pick nirvs.

Ona more point: If you're going to use autogas, go to a name bdrand station to
buy it for your airplane. Doesn't have to be a national brand - a major regional
refiner is fine. The main thing is that vou want to make sure that the fuel

you are buying for your airplane has been controlled from refinery to retailer.

A lot of local, cut rate discount operations buy their fuel from any source, as
long as it's the cheavest source at the time. This stuff might have been adulter-
atad with who knows what {(generally alcohol) to make it cheaper - or the retailer
hinself may do it. (Yeah, I know - then why is gasohol more expensive than stan-
dard gasoline? Don’t ask me. 1If I knew the answers to quastions like that ['d
probably be rich.) 1n any case, even a small ocercentage of alcohol in the fuel
can possibly do nasty things to some components in the fuel system - like dissol-
ving seals, plastic carburetor floats, needle seats In the carburetor, etc. I'm
not saying this will happen, only that it's a possibility, dependine on such var-
jabla as how much alcohol is in the fuel, how long have you been using it, what
sort of plastic components do you have in your fuel system, ete. Anyway, vou're
on your own if you try to save a few cents by going to 3mokey Joe's Super Rotgut
instead of to a name brand station. I figure I'm saving 30 much by buying autoeas

as opposed to avegas that an extra few cents for name brand stuff is nothing hy
comparison; it's well worth it,



But onward to other things. As I'm sure you're all aware, "az's designs are
not built in nearly as great numbers as a good many other homebuilt designs.
Because of this, there are a lot of things offered to the bullders of some

of the more pooular (notice I didn't say "better') designs that us “azmany
builders don't see. What I'm thinking of is some sort of embroldered type

of jacket patch to let the world know what sort of aircraft we're building
and/or flying. I haven't priced something like this yet, but if there's a
1ittle interest shown out there, I'11 see about coming up with something.
Meanwhile, anybody got some thoughts on a design for such a thing? Naturally

I lean toward something with a PL-1/2 on it, but all you PL~4 people might
prefer something di fferent. Who knows, 1f I get sufficient response on this,
we might come up with a couple different patches. I'd like to get that much
response, anyway! Assuming that we come up with some minimum number sufficlient
to make it worthwhile to place an order, 1'11 do so and sell them at cost plus
postage. As I say, I really don't know what they would be likely to run; I
imagine it dapends on design comolexity (the patch, not the airplanel) as well
as the number ordered. Give me some feedback on this and I'11 see about getting
it going. e might also think about the same gsort of thing regarding badges,
tie pins, etec., if any of you might be interested in something like that.

One more thing I would like to institute here is a sort of buy/sell/swan/whatever
colum. I'm sure a lot of you out there have jigs/fixtures/spare parts/survlus
equi pment, tools, etc. which you might like to see g0 to a good home 1f you have
completed your PL. I have a stack of letters I received from Dave “anton when he
passed the newsletter on to me, a couple of which indicate & need for a few ltems.
And T have some goodies (?) I'd like to get rid of. I'll divide this uv into a
WANTED and a FOR SALE column.

FOR SALE: &4k" horizon, 3" DG (horizontal card) and T&B - all vacuum powered.
{(these are the instruments I removed to modernize my panel and told
you guys not to use in your PL's!) They seem to want about $50 for
these things at the Oshkosh Convention, but they'll only give you
$5 to take them off your hands. I'll settle for something in betwaaen.
Yes, they all work. Also have an ancient VST (3") which works but needs
adjustment/overhaul (how about $107) and a .125" aluminum panel for
a PL-2 shock mounted flight instrument panel, fabricated to fit the
above instruments plus one. This panel was removed when I fabricated
a new one for the more modern panel, ' If you have agy use for any of
this, give your newsletter editor a call or drop mé& a line at the
number/address on the first page. :

JANTED: PL-2 fuselage and stabilator, completed or narts, possibly jies/fixtures
for the abowve. Have a complete set of rib form hlocks for all flying
surfaces; will swao for needed irtems or sell outright. Contact Leigh
Blake, PO Box 122, Felts Mills, NY 13638.

FOR SALE: One set of allerom push pull tube ends (attach to control stick rod
end bearings). Machined as per drawings, alodined and lightly chromated.
Contact Peta Rarmouche, 9 Cranfield Ave., San Carlos, CA 94070.

POR SALE: Igci (]).-29;)6, 125 hg; Og}%g;‘sptofessional chrome major. 43000 Us.
- and ear th 5. Clevaland wheels, 850 .
Eontact Harsen 3oapes . 1110 Cook St and mmaa.ea 920850 call (619)789-1585.

That's all I have for thi . :
now that the transi?:fonhh:sogzm gggry O e S0 tate with the vant ads; hooefully.

@ to the new newslaettar adito th
3mfgnoutla bli.:'.: Meanwhile, give me a call {f you get into OShkgéh fgrr‘-g?:h:iéclm.
BUE do ey to get In Couch. - Next Rensyotmoc it} hitsteend Vith all you B neoote,

. D etter be aftar ZAA © -
fall issue. T should have lots of zoodies to report on f:‘rm%A themcggg?:?on ﬁ?e
then, and honefully some inout from some of you. More then.



& Jack & Anne McCombs Al
i: 656 Grand St.

% Oshkosh, W| 54901

E 814-126-3731

/ur. Ladl:r/qa pqz.nmny
PO Box £00y5y
San Dlego, CA 92138




