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ignition switch first to R position and note RPM. Next move switch back
to BOTH to clear the other set of plugs. Then move switch to the L posi-

tion, note RPM and return the switch to the BOTH position. RPM drop
should not exceed 125 RPM on either ma
RPM differentia

tion of the ignition system

» RPM checks at higher engine speeds will usu-
ally confirm wh

An absence of RPM drop may be an indication of faulty grounding of
one side of the ignition system or should be cause for suspicion that the
magneto timing is set in advance of the setting specified.

ALTERNATOR CHECK.

Prior to flights where verific
regulator operation is essential (
positive verification can be made by loading the electri
tarily (3 to 5 seconds) with the optional landing light (if so equipped), or
by operating the wing flaps during the engine runup (1700 RPM). The am-

meter will remain within a needle width of zero if the alternator and vol-
tage regulator are operating properly.

. TAKE-OFF.

POWER CHECK.

It is important to check full-throttle engine operation early in the
take-off run. Any signs of rough engine operation or sluggish engine
acceleration is good cause for discontinuing the take-off. If this occurs,
you are justified in making a thorough full -throttle, static runup before
another take-off is attempted. The engine should run smoothly and turn

approximately 2270 to 2370 RPM with carburetor heat off and mixture full
rich.

NOTE

Carburetor heat should not be used during take-off

unless it is absolutely necessary for obtaining smooth
engine acceleration.

Full-throttle runups over loose

gravel are especially harmful to pro-
peller tips. When take -offs must be

made over a gravel surface, it is
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the throttle be advanced slowly. Tk&is;hallo\h;iélﬁv';lflr

tart rolling before high RPM is develop?d, an \N?hgr avoeid-
pile to star he propeller rather than pulled into it. en u i
bt blown back o 11e éjar in the propeller blades, they should be immedi-
::)elley scrgsxl'legte;:{:sa:%pescribed in Section V under propeller care.

very important that

above 3000 feet elevation, the mixture

Prior to take-off from fields RPM in a full-throttle, static runup.

should be leaned to give maximum

WING FLAP SETTINGS.

i in
Normal and obstacle clearance take-offs are performed with wing

- e The Vst of 10° flaps will shorten the ground run approximatel;
aps up.

i i imb to a 50-foot obstacle. There
10%, but this advantage is lost in ,thedcflgxr?]minimum i tans or for

D i serve T
B o fle If 10° of flaps are used for minimumn
- ft or rough fields. "
ﬁ)in?iﬁrirnosm i.iois preferible to leave ttll]liem ex;enfseéi ;r?t:l?; t;}éf_él Zﬁet;‘?an‘
H
i i e obstacle. In this case,

it mfﬂ(;g g}}]}.,r;l{b t?l&;hsoon as the obstacle is cleared, the ﬂa};ismrrt;asypggc

f‘gifgcged as the ;airplane accelerates to the normal flaps-up ¢

of 80 to 90 MPH.

i here climb would be
i ich altitude take-off in hot weather w
I')grainx%i?hh;%" flaps, it is recommended that the flaps not (li)e f:id fo!
Eiz%::)ff Flap settings greater than 10° are not recommended at any
time for take-off.

PERFORMANCE CHARTS.

Consult the Take-Off Data chart in Secti.on VI for take-off c;ir?éa;l;is
under various gross weight, altitude, headwind, temperature,

way surface conditions.

CROSSWIND TAKE-OFFS.

Take-offs into strong crosswinds nozjmally are perfci):;;nrfii :;’ltlf; the
minimum flap setting necessary for the field l.ength tol m e Lodirto
drift angle immediately after take-off. The a1rplz;.1fle ;iua iy to orevent
a speed slightly higher than normal, th?n pul_lefi ol %N'h eﬁ e
possible settling back to the runway while d'rlftmg. N tor moith
ground, make a coordinated turn into the wind to cor
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