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EDITORIAL

The President’s Fly-In has special significance for Jan and I as it is our
wedding anniversary. In fact back in 1986 it was the first stop of our honeymoon. Last
year we made special arrangements for our 10" and Jan and Mitch went commercially.
Unfortunately Kathryn and I failed to make it in time for the anniversary as we had to
turn around due to weather. That prompted me to upgrade COI to IFR. The story of
that upgrade is itself a saga and best told by Alan Wood. Suffice to say it stretched out
because | tended to say, “Alan, while you’re at it could you also.......”.

Alan returned COI a couple of weeks before the Parkes weekend and that
was to be our first major trip afterwards. On the first leg, MCY-GDH, we entered
cloud at 1,500 ft and saw the ground again three hours later about 500ft above the
minima for the NDB approach at GDH. That was also the first serious NDB approach
in 16 years of IFR flying! Thanks Alan for your work and your patience, not only did
the IFR upgrade enable us to make it to Parkes but the extra fuel tank enabled us to
meet the 60 minutes holding required at GDH.

On arrival at Parkes there were then four aircraft, 3 IFR and Hector and
Wendy Blemings who arrived the day before.

On a different subject, many of you are aware that 1 work in Hong Kong but
over the last two years I have been based in Australia. I have had to move again to HK

(Continued on page 24)

Cover Photo: Jane and Andy Morris in DDZ. 1t might be a 100 but it’s IFR and is
seen at all the Fly-Ins.

Disclaimer

The views expressed are those of the contributors and not necessarily those of the
Publishers, the Airtourer Association or the Airtourer Co-Operative Ltd.
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PRESIDENT’S FLY-IN 1997

Bill Pennell & Lorraine Howson

-

After a hectic two weeks at Oshkosh
and points west, the anticipation of a
relaxed weekend at Parkes (with only 30
or 40 aeroplanes to look at) seemed like
heaven. XVV had the new Oshkosh turn
and bank fitted and a new 24v battery on
board since the original one was getting
tired after nearly four years use.

Friday dawned with cloudy sky and rain
showers and extensive suspect weather
between Brisbane and Parkes. We lined up
for fuel at 0630 with the Kelly Gang in the
Debonair sniffing the air and hoping for
better things.

The intrepid XVV set forth an hour
later to “go and have a look”. Tracked to
abeam Toowoomba via Esk under low
ceilings and were forced into a 180 degree
backtrack by rain and clouds to ground
level. Some more valley flying found us at

Kingaroy where we landed and topped off
the fuel. A phone call to our fearless
leader in Parkes produced some

encouragement, viz; “ceilings at 3500,
some sunshine”. Back into the saddle and
we were forced ever westwards by the low
clouds, passing over Chinchilla and
Goondiwindi to arrive in Moree around
12.30. More fuel and a change of pilots
got us to around Wee Waa, only to
encounter more rain squalls and a line of
impenetrable  cloud. Another 180
whereupon the 30 knot tailwind became a
headwind and it took us almost 1.5 hours
to get back to Moree. Ittook a couple of
bottles of wine and dinner to relieve the
tension! (Note - One of the really good
things about 2 pilots flying together is that
when one pilot panics the other usually

doesn’t).

Next morning out to the field and the
weather presented a slightly better
outlook. Following recommendations from
the CFl at Moree Aero Club we headed
west towards Coonamble and managed to
achieve VFR on top to Narromine, then
down a hole (known as the Howson Spiral
Manoeuvre) and to Parkes at 2500’
arriving at 10.30 Saturday. (Prize for the
most deviate route??) There were only 4
Airtourers on the grass when we arrived.

However, things improved by dribs and
drabs through the day, ending with the
following attendees:-

MVI  Stuart Krichauff

MWR  Hugh and Maureen Knox

CND  Mike Fisher

RVC  Pat and Kath Kelly, Ashley and
Elsa Willmot - Beech Debonair

MRL  Col and Marg Taylor

MTP  Jack and Colleen Murray

MRF  Lindsay and Beryl Marshall

EUN Clin and Ashton Martin and
Barbara Pearce Cessna 182

COl Jan and John O'Halloran

YVV  Hector and Wendy Blemings

MTI  Gerry Lawson

XAF  Doug and Fran Beckwith

CKE  Frank and Jean Murray

WAR  Robert Bingley-Pullin

DDZ  Jane and Andy Morris

MKL  lan Donovan

CTM  Doug and Sue Stott

CRK  John and Doreen Treble

MTL  Stan and Bonnie Tilley

AGH  Paul Cary

XVV  Lorraine Howson and Bill Pennell

ECI Roger and Jonathon Merridew
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Peter Roche and Hugh Knox - looking too serious for an Airtourer Association
Fly-In!
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TPY Harry Couzin and Ralph Emery
EQA Tony and Liz Matthews
Seminole Russell and Gayle Lucas

CAR: Peter and Marjorie Roche

Alan Wood

Bob and Pat Peak

Ron Steibel and Denise

Stu Hilsberg

Graham, Nickie and Rowan
Wood

George Penfound

A further wing of weatherbound fliers
arrived by car to receive the usual great
welcome at Parkes Aero Club. It seems
that Hector and Wendy who had arrived
on Thursday were sitting at the Aero Club
on Friday waiting for arrivals and by
around 4.00 p.m. were starting to wonder
what it would be like when only four
people would be sitting in a restaurant
booked for 60. Fortunately, the Tilleys,
O’Hallorans and Morris’s came IFR and
several people decided discretion was the
better part of valour and arrived by CAR.

Believe about 40 turned up for Dinner.
Great effort.

As usual the Aero Club excelled
themselves in the provision of comfort and
food over the week-end. Bet there’s not
another Aero Club in Aus. that goes out of
their way to be such excellent hosts so
often and so consistently. A heartfelt
thanks goes to all those members who
really put themselves out for us each year.
Saturday passed by with improving
weather, odd bits of formation flying,
aerobatics and general aviation talk and

inspection. (Thanks to Stan and Tony for
taking us up for some formation flying and
a few quiet aeros. Lorraine is totally
hooked although next time she’ll leave her
handbag on the ground and will make sure
the seat belt is adjusted tightly so she
doesn’t spend aerobatic time glued to the
canopy.)

Dinner at the Club was delicious and
those who missed the last bus to town
were apparently parties to some sort of
hydraulic supper, which resulted insome
sore heads next morning at breakfast!!

We decided on Sunday morning to
chicken out of flying-in to Timaldra being
mindful of some stone chips already
appearing on the three-pronged prop. and
instead travelled on the bus. We felt better
after lunch when it was necessary to dig a
couple of craft out of the ‘soft stand’.
Lunch at Timaldra was excellent as usual
and again our sincere thanks goes to our
hosts John and Adele who manage to
outdo themselves every time we go there.
The new extensions are very impressive.
How lucky we are to have such fellowship
in our Club. We really appreciate the
friendships we have made and it probably
explains why most of us go through thick
and thin to get to an Airtourer Fly-in.

P.S. Col and Margaret are hoping to
arrange a wedding for Ron and Denise and
Ron hasn’t said he won’t turn up.

Stu Hilsberg - Change of Contact Details
Stu advises that he no longer works at the Aviation College at Tamworth and
hence his work phone and FAX details are no longer current.
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Top Left: Liz Matthews
trying to address the
crowd on Friday night.

Top Right: Stu Krichauff
keeps up the tradition of
enjoying a glass of wine
at a Fly-In.

Left: Bob Peak celebrates
selling MRE at last.
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A closeup of DDZ during the formation on Saturday - Jane looking a little concerned!

Stu Hilsberg trying to dig himself out of trouble with Sue Stott. Earlier in the evening
when Beryl announced that Sue had recently turned 40, a voice similar to Stu’s was
heard to say, “The only thing 40 about you is your bra size”.
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Top Left: Jane Morris describing the formation earlier during the day, note the
terrified expression. ( See photo on previous page.) Top Right: Andy Morris
obviously enjoyed the formation, or was it the wine?

Below: Another tall story being told, L to R Frank Murray, Alan Wood and Stan
Tilley
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Top: Denise, Margaret and Col Taylor, Bill Pennel and Lorraine Howson
Below: Jonathon and Roger Merridew. Jonathon flew ECI to Parkes as one of his
navigtion exercises.
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Left: Graham Wood with
children Nikki and Rowan
displaying the prize in the
raffle; a set of novelty
coffee mugs.

Below: Ron Steibel and
Denise - See the Post
Script to the article

.

e
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West of Parkes

While most attendees at Parkes had to
return to jobs to pay for their hobby Hugh
Knox led some others westward for
another couple of days. He had organised
stays at two properties that offer holidays
with an experience of outback farm life.

The first one was Keewong station
about 60 NM south west of Cobar. This is
sheep country but the drought has forced
most families to supplement their income
in other ways. In this case catering to the
tourist market. There was limited motel
style accommodation but our group
exceeded this and some were put up in the
main homestead. An historic building in
it’s own right. The O’Hallorans were the
last ones to claim a bed and ended up with
an old shearers hut, (see photo over).
While basic, no running water or

electricity, it was clean and provided a
good nights sheep. Unfortunately it was
about 100m from the nearest toilet!

After arriving we were treated to a
country afternoon tea before a quick look
at the property. The first stop was a dam
where we had to catch dinner; yabbies.

Although the outback can be very hot, as
the sun went down so did the temperature
and we welcomed the blazing fire and huge
BBQ for dinner. This included fresh
yabbies in BBQed in garlic and vinegar.

The next morning after a huge breakfast
and a quick look around including the
modern shearing shed we were on our way
again.

Refuelling was planned at Cobar and we
began to smell a rat when Hugh Knox gave
the Kelly’s, who did not need fuel, an
envelope with instructions not to open it
until over Cobar. As we were about to taxi
to leave Cobar our worst fears were
realised, Hugh had organised a nav trial to
the next stop at Urisino Station.

The next leg took us north west along
the Cobar to Lough road and about as far
again to Urisino. Hugh, with a bit of
general knowledge and a WAC chart
devised a set of questions such as the
number of salt lakes between Cobar and
Louth. This was a trick question as there
were none and even if there were the
recent rain would have filled them.
Another trick question was the number of
verandah posts on the Louth pub. I was
initially concerned as to how we could stay
legal and get low enough to count them.
No problem, Louth is so small that you can
fly a 30 degree bank circle and remain
outside the town thereby legally staying at
500ft and trying to count the posts on a
verandah that didn’t exist!

Earlier in the trip Maureen Knox was
describing a car rally where the crew
relations in the Knoxs’ car deteriorated to
the point where the map and instructions
were thrown out the window. After we
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landed at Ursino Wendy Blemings was
complaining about the canopy on the CT4,
unlike the Airtourer it cannot be opened in
flight, but at least Hector still had his
maps.

Later that night Maureen and Hugh
presented prizes including the last prize of O’Hallorans.

a portable toilet pack!

Urisino’s history goes back over 100
years and it was owned at one stage by Sir
Sidney Kidman who used it to rest his
cattle on their way to sales further south.
Unfortunately the drought and general
rural decline has taken it’s toll. It’s well
established as a tourist stop with the
particular attraction being camels.

The first day was a general look around
and a visit to the dam for more yabbies.
That night was a huge dinner in the main
dinning room of the old house. The
combination of good food, good wine and
good company led to a rowdy night. It
didn’t take long before Jan O’Halloran and
Pat Kelly were singing at the top of their
voices. At least there were no neighbours
to complain.

Next day we were introduced to to the
camels, some of whom were not interested

in taking us for a ride.
Eventually all who
wanted to try the ‘ship
of the desert’ were
taken for a ride.

Unfortunately we
couldn’t stay the extra
~ day with everyone else
so dinner that night
was probably quieter
with Pat having to sing
= on his own. Thanks
Hugh for organising
another  interesting
“diversion  for the
Airtourers.

The lineup: Maureen and Hugh Knox,
Jack and Colleen Murray, Pat and Kath
Kelly with Ashley and Elsa Willmot, Doug
and Fran Beckwith, Hector and Wendy
Blemings, Jane and Andy Morris and the
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Opposite Page. Top: The O’Hallorans in the ‘Honeymoon Suite’ at Keewong.
Below: Kath Kelly, the hairdresser, with the shears in the shearing shed at Keewong
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Above: Hugh Knox agreeing with the camel that he will stay off it’s back if it stays
out of his aeroplane. Be/low: Jan O’Halloran and Pat Kelly making up for the lack of
television. Opposite Page. Top Right: Fran Beckwith has more luck than Jan in
getting the camel on it’s feet. Below Right: The team waiting for a wagon ride but
the camels were not to be seen.
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Top Left: Jan O’Halloran wanting a
ride but the camel has other ideas.
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AIRTOURER FLAPS.

Some or our Airtourer friends were
missing from Parkes due to health reasons,
and quite a few for weather reasons, so we
look forward to seeing you all at the AGM
at Griffith. Some unable to make it for
health reasons were Merle Wood with the
'flu, Pam Lawson after feet surgery (Gerry
has had her running after him too much!),
Peter Bons from a Model Aircraft accident
- we're thinking of you Peter. Glad to
hear Ray Abernethy is improving after a
back problem.

Spot the mistake. Overdue Memership.

Ed. please note! (Fd.: Unfortunately their

may be a few moor sinse Jan wont be
- checking my speling in HK!)

Is it true that Mike & Wendy like planning
Victorian Fly-Ins without help from
'Interested and Informed' Members?

Beryl being told to be quiet when she
wasn't even talking//

Stuart Hilsberg tried to keep "quiet" about
turning 50, so when he was 'exposed' he
tried to turn the attention to 'young' 40
year old Jane Morris!, but not so

successfully. Happy birthday you two

‘oldies'.

Mr.X "Are you going to Oshkosh next
year?"

Mrs.Z "No."

Mr.X "I'm trying to persuade my wife to

g0, but she's not keen."

Mrs.Z "Well let me give my husband a
biscuit, then I'll come back and

we'll negotiate"!1?7?

As this will be the last Newsletter for 1997 our
President Tony Matthews would like to thank the
committee and other members of the Association
for their enthusiastic support during the year and

to wish you and yours a

Merry Christmas, Happy Rew Year and sale
flying.

Page 16



Airtourer Association Newsletter

November 1997

Engine Break-In

This article is reprinted from the internet with the kind permission of AVWeb .
For those of you on the internet point your browsers to www.avweb.com .

Iew powerplant-related subjects are more controversial than the best procedure for
breaking-in a new or freshly-overhauled engine. Ask a dozen A&Ps and you'll get a
dozen different recommendations. John Frank explains the principles behind proper
break-in, and provides a proven step-by-step technique for achieving good ring

seating every time.

This article first appeared in the Cessna Pilots Association magazine.

by John M. Frank (jfranki@avweb.com)

With a new, remanufactured, major
overhauled or top overhauled engine
utilizing proper break-in procedures is
critical to avoiding high oil consumption
and its related problems. The main purpose
of break-in is to seat the compression rings
to the cylinder walls. Let me explain what
ring seating is all about.

While a new steel cylinder may look
like a smooth surface inside, it really isn’t.
A stone hone has been used to give the
surface microscopic grooves.. peaks and
valleys so to speak. Each tiny groove acts
as the oil reservoir holding oil up to the top
level of the groove where it then spreads
over the peak surface. The piston ring
must travel up and down over this grooved
surface, and must “hydroplane” on the oil
film retained by the grooves. Otherwise,
the ring would make metal-to-metal
contact with the cylinder wall and the the
cylinder would quickly wear out.

However the ring will only ride on this
film of oil if there is sufficient surface area
to support the ring on the oil. When the
cylinders are freshly honed the peaks are
sharp with little surface area. Our goal
when seating the rings on new steel

cylinders is to flatten out these peaks to
give more surface area to support the
rings, while leaving the bottom of the
groove intact to hold enough oil to keep
the surface of the cylinder wet with oil. See
illustration (taken from Sky Ranch
Engineering Manual by John Schwaner).

Conventional chrome-plated cylinders,
generally referred to as “channel chrome”,
are not honed because they already have
tiny channels (or cracks) in the chrome
surface created during the electroplating
process. However, the same flattening of
the peaks must be accomplished. Because
chrome is much harder than steel, this
seating process can take substantially
longer with channel chrome cylinders than
with steel ones.

Ceramic-impregnated cylinders such as
Cermicrome, Nu-Chrome and CermiNil
work a bit differently. The cylinders have a
porous surface that retains oil. Only a brief
period of time is required during break-in
for the piston ring to smooth the surface
area to provide sufficient area for the ring
to be supported on a film of oil. These
cylinders break in very quickly.

You sometimes hear about cylinders
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becoming “glazed’ if break-in isn’t done
properly. When glazing occurs, oil oxidizes
in the tiny grooves or channels on the
cylinder walls, causing the grooves to
become plugged with varnish. If the
grooves get plugged, they can’t do their job
of maintaining a consistent oil film on the
cylinder walls. The result is usually high oil
consumption and blow-by.

Things you should know

As the owner or pilot, you need to do a
couple of things to assist this ring seating.
First, you should use straight mineral oil
during the initial break-in period, because it
has less lubricity than normal ashless
dispersant oil and therefore provides
increased friction to aid in this seating.
Second, you should operate the engine at

- high manifold pressure during the initial
break-in period, in order to push the rings
out against the walls as hard as possible to
aid in the seating.

Try to keep ground runs to an absolute
minimum. This is most important with
engines that have not been run in a test cell,
and will be run for the first time on the
aircraft. All factory new and factory
remanufactured engines will have been run
in the factory test cell for 30 minutes to 2
hours. Some large overhaul shops also give
their newly overhauled engines a test-cell
run before shipment, but most shops don’t.
So be sure to ask if your engine was run
and for how long.

All ground running should be done with
all cowlings and baffles in place. A
decowled engine receives very little colling
air, so running without the cowling could
damage the new cylinders.

Preparing for the first run

Fill the engine oil sump to rated capacity
with straight mineral oil, preferably 40
weight. We find 40 weight is better than 50

weight as the lighter oil will flow a little
faster and carry off heat a little better.
Dissipating heat is a major concern during
break-in. You should use 50 weight oil if
the ambient temperature will be above 80F.
However, hot weather isn’t ideal for break-
in.

Remove a spark plug from each
cylinder, preferably a bottom plug. Hook
the aircraft up to an APU and crank the
engine with the starter motor for a period
of one minute. This will allow the engine’s
oil pump to distribute some oil throughout
the oil galleys of the engine. If the engine is
equipped with a turbocharger, remove the
oil discharge line from the turbo and make
sure there is oil flowing out of the
turbocharger.

If the aircraft is equipped with an
electric boost pump use it to pressurize the
fuel system to look for leaks. Run the pump
on “high” or “emergency” speed with full
throttle and mixture at idle cutoff.
First run (30 to 60 seconds)

Keep this run to minimum
necessary to complete task.

Start the engine and run at 1000 RPM
or less for approximately 30 seconds to one
minute. Inmediately after startup, make
sure that oil pressure starts rising and goes
to the upper part of the green arc. If it stops

time

in low green or lower, shutdown
immediately and determine source of
problem.

Check that idle RPM is approximately
correct (usually about 600 RPM at
minimum throttle), that both mags work,
and that idle manifold pressure is in the
vicinity of 12 inches (if the engine is
equipped with a manifold pressure gauge).
Check idle mixture at shut down: as you
slowly pull the mixture control, you should
get a slight RPM rise before the engine
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quits.

After shutdown, check for oil leaks and
make adjustments to anything that is
grossly in error. Let the engine cool down
completely.

Second run (1 to 2 minutes)

Keep this run to minimum
necessary to complete task.

Start engine and allow to warm until oil
temperature needle comes off of peg. Do
normal but brief run-up, checking mag
drop. However, do not cycle the prop at all.

If the engine is equipped with an electric
boost pump, make sure that it will boost
pressure, even to the point of starting to
flood the engine. If the aircraft has a two-
speed boost pump controlled by a throttle
switch, it may not be possible to get high
boost at idle throttle position, but even low
boost should bring up the pressurea bit.

With the throttle pulled back to idle
check for correct idle speed -- 600 RPM for
most engines but consult your manual in
advance to be sure. Slowly pull the mixture
out to shut down the engine, there should
be about a 25 to 50 RPM rise if the mixture
is set correctly. A greater rise indicates to
rich an idle mixture, a lower rise or no rise
at all indicates to lean an idle mixture.

Shut down and check for leaks, make
any indicated adjustments. Let the engine
cool down completely.

First flight (30 minutes)

Pick a time when you will be able to taxi
right to runway and take off. If necessary,
make prior arrangements with tower. Start
engine, taxi out, do a normal runup but do
not cycle prop. If everything appears
okay—oil pressure high in the green and oil
temperature off of peg—initiate takeoff on
longest runway available.

On carbureted aircraft without an
engine-driven fuel pump, watch for any

time

indications of mixture problems which may
cause a rough-running engine. On aircraft
with engine driven fuel pumps (including all
fuel injected engines), monitor fuel pressure
or fuel flow closely, If too high (way
beyond red-line), reduce to red-line with
mixture control. If too low (two gallons-
per-hour short of red-line or less), abort the
takeoff and determine the reason.

Closely monitor RPM. If it doesn’t get
within 100 RPM of red line and there is
sufficient runway available, abort the
takeoff. There could be a problem here if
the tach calibration is off to the low side,
which is where most mechanical tachs are.
Some have suggested doing a tach check on
the second ground run with a digital tach
checker such as the Cardinal tach checker.
However, I prefer to avoid getting RPM up
in the 2000+ range during the ground runs.

If the aircraft is equipped with a multiple
probe EGT and you are is able to monitor
EGT in addition to the above-mentioned
items, abort the takeoff if any single EGT
exceeds 1500 degrees.

Also abort the takeoff if anything
sounds, smells, or feels unusual, even if you
can’t quite “put your finger on it.” You
should be “spring-loaded” to abort this
takeoff, continuing only if everything seems
very close to “just right”. This is a good
rule for all takeoffs, but especially the first
takeoff on a new engine!

After takeoff, make a shallow climb and
maintain the highest climb airspeed with
which you are comfortable. Once you get
to a safe altitude, you should make your
climb very flat—around 200 to 300 feet-per
minute. The goal is to keep as much cooling
air flowing over the engine as possible.
Circle above airport for 30 minutes (just to
be on the safe side). For a normally-
aspirated engine, do not get much above
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pattern altitude so that power output
remains high.

On fixed pitch propeller aircraft, keep
the RPM at the top of the green. On
controllable pitch aircraft keep MP at the
top of the green or higher and high RPM as
well. If you have cowl flaps, keep them
wide open. Use maximum rated continuous
power if that can be done without over-
temping the engine, otherwise, reduce
power only to the extent necessary to keep
cylinder head temperature and oil
temperature in the green. Use full rich
mixture to help keep CHTs down.

After 30 minutes make normal landing,
carrying as much power as possible during
approach. Taxi as quickly as prudent to
parking and shut down immediately.

Holding this first flight to 30 minutes
" over the airport just above pattern altitude
is a concession to safety. The first flight
would be better extending for a couple of
hours, but I have been surprised too many
times by problems to stay up very long or
get very far away from the airport.

Un-cowl and closely inspect the engine
for any signs of problems, leaks, cracks,
etc. Pay close attention to those things that
might have come loose such as clamps and
fittings. 1 have been amazed at how many
things can get loosened up after the engine
starts providing some vibration. Make
adjustments dictated by flight test results.
Let cool down completely.

Second flight (1 ¥z to 2 hours)

This is a fun one! Take off normally.
Stay low and carry as much power as
possible, especially MP at very top of green
or higher. Use rich mixture to keep CHTs
in line. Staying at low altitude is important
if the engine is normally-aspirated because
this allows for the greatest MP. We have
seen problems with break-in at high altitude
airports.

For me this flight is great fun because it
means | get to whip up and down a
gorgeous section of the California coast at
500 AWL (above water level) with the
airplane balls-to-the-wall.. .an expression,
by the way, that originally came from
having the ball ends on the early throttles
all the way forward towards the firewall.

After two hours, I return to the airport.
If there are no problems found and nothing
that needs adjustment, 1 turn the aircraft
over to its owner. I instruct the owner to
fly the airplane “hard” for the next eight
hours, keeping the MP as high as possible
and (if normally-aspirated) avoiding any
high-altitude flights, preferably staying
below 5,000 feet.

Finishing the job

How can you tell when an engine is
broken in? In the old days, it used to be
when the oil consumption stabilized, which
is still a good indicator. With today’s
sophisticated probe-per-cylinder engine
analyzers [ can often see individual
cylinders seat. When the CHT on any
cylinder drops about 50 degrees in the
space of a few minutes with no change in
engine operating conditions, that cylinder
has seated. 1 almost always see
Cerrnicrome seat within an hour. Standard
nitrided steel cylinders take three to four
hours, and channel chrome a couple hours
more.

At five hours, change the oil and filter,
or clean the screen. Refill the sump with
fresh mineral oil. At ten hours, drain the oil
again, change the filter or clean the screen,
and refill with whatever ashless dispersant
oil you are going to use. I recommend
Aeroshell  100W  unless  operating
circumstances dictate a multi-weight oil.
Give the engine a thorough going-over. Put
a torque wrench on every exposed nut and
bolt and check torque. I am amazed at how
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many loose bolts we find. If anything is
dramatically loose, do whatever is
necessary to check the bolts around the
one with loose torque.

Some recommend going on break-in
procedure and oil for up to 25 hours. My
experience is that if the engine isn’t
broken in at 10 hours, it just isn’t going to
happen. The only possible exception is
channel chrome jugs which might take
slightly longer.

If the engine hasn’t broken in after 10
hours, you either have to put up with the
high oil consumption, or pull the
cylinders, break the glaze with a hone,
check the rings for damage and correct
material (personally I would install new
rings), reinstall the cylinders, and start all
over from scratch.

But if you do the right thing during

those first critical 2 or 3 hours of break-
in, you’ll get good ring seating and low
oil consumption every time.

John Frank is the Executive Director
of the Cessna Pilots Association. He's a
14,000-hour ATP-rated pilot and an
A&P  mechanic  with  inspection
authorization. He owns a 1967 Cessna
1210 that burns hardly any oil.

© 1997 The AVweb Group. All rights
reserved.

AIRTOURER 150
IFR Aircraft which has been fully restored. TT 6112, ETR 1750, PTR (Fixed) 80
Equipment includes : Audio panel, Twin Coms, VOR, ADF, Transponder (Mode C),

Garmin 100 (panel mounted), Extended range fuel tank, ELB (mounted) and Voice |

activated intercom.

100 Hourly done Nov 1997. Always hangared.
Price: $69,950.00
Phone: Peter Roche (02) 9958 4244

VH - MOI

Co-Op News

Plenty of activity at our Hoxton Park Super Store with rebuilding activity in Vic
and a constant demand for various parts from local and overseas owners with advice
always looked after by Alan. We have new fuel cells in stock to suit either centre or
rear fill models, also Canopies and Windshields.

We are about to order a quantity of fibreglass armrests so if you would like to
replace your tatty ones give us a ring and we will make sure you are included in the

order.

Fagh Ruox
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