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SECTION Th e P i p e r T ri - P ac e t 

DESIGN FEATURES 

I. Specifications: 

Enf!ine 
HP a nd RP.\ 1 --- __ 

Cro•• Weight Ob•.l ----- --- __ 
Empl~ Wfi~thl ( tandard) (lbs.l 
P•dul load !lb•. l 
Wing ~ ran 1ft. I 
Wing .\ rea I ~<J. ft.) 

length I ft.t _____ -------
Heil,!ht (in.l 
Propt>ller Diameter I max. in.) 
Power Loading 
\~"ing Loading 
Baggage Capacit~' 

Fuel Capat'ity I Standardl --------------
Fuel Capacity t Optionall _ ----- ----
Tire Pre>sure (lb~. l 

Top - peed I \ I PH! 
Crui.ing peed <75% po'• er at rea Je,·el :\!PH I __ 
Optimum Crui!'ing peed ( 75% power, iOOO'. ~!PH ) 
, tailing peed ( .\IPHI _____ _______ _ 
Take-off Run ( h.l _ _ ___ __ _ __ 

T ak<'-<>ff o•er 50' barril'r ( h.) _ _ __ _ --------­
Landing Roll Ht. ) 
l anding Di-tancc O\ff 50' harrier (ft.) 

Be-t Rate of Climb Speed C.\IPH) __ _ 
Ra te of Climb ( h. per min.) ______ _ 
Bt>-t -\nf!le of Climb peed I :\I PH) _ 
Be-t \ ngll' of Climb ( ratiot 
en it'c Ceiling 

.\ b>Oiute Ceiling • • __________ _ 
Fu('l Conoumption { gal./ hr.-7550 power ) _ 
Crui.ing Range _____ ______ _ _ ____ • 

Crui-ing Range IOptional Tank\ -----------------

• Flap. Extended 

PA-22-150 
Landplane 

Lye. 0 -320 
150 at 2700 

2000 
llOO 
900 
29.3 

117.5 
20.6 
100 

71.0 
13.3 
13.5 
100 
36 
l--1 

.\ la in 22 
No!'e 15 

139 
123 
132 

19° 
1220" 
1600" 
soo• 

1280 .. 
84 

125 
70 

l : 11 
15.000 
17.500 

9 
.t92 
600 

PA-22-1.50 
. t>aplant' 

Lye. 0-320 
150 a t 2700 

1950 
1280 
670 
29.3 

I 17.5 
22 

103 
74.0 

13 
13.2 
100 
36 
4-1 

115 
105 
no 
58 

i5 
675 
65 

1:9 
13.850 
16.200 

9 
420 
515 

Performance 6!!"ure- a re for otandard airplane. flown at gross weight 
under standa rd condition, at ~ea level. 
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Th e P i p e r Tr i -Pac e r SECTION I 

DESIGN FEATURES 

I. Specifications: 

Engine 
HP and RP.\1 
Croo' Weight (lbs.) ------------ _ 
Emptr Weight I tandard) (l bs.) 
l1 dul Load t lbo.) 

Wing pan ( ft.) ------- ------
Wing Area ( •q. ft. ) ___________ _ 

Length ( ft .J ----------------- _ ------
Height t in.) __ ----------- -----
Propeller Diameter (max. in.) 

Power Loading __ __ _ -------------
Wing Loading ---------- _ 
Baggage Capacity _ --------------
Fuel Capacity ( tandard) ---------------
Fuel Capacily (Optional ) ___ ____ __ _ _ _ _ 

Tire Pre.sure Clb •. J __ --------

Top peed 1:\IPHl --------
Crui~ing peed (i5% power at sea le.-el :\! PH 1 
Optimum Crubing peed ( i5% power. 7000' . .\lPH l 

taJiing peed (.\IPH J ----------- _________ _ 

Take-off Run (ft.) ---------------------- _ 
Take-off 0\"er so· barrier ( h .) --- - -
Landing RoU (ft.) __ -------
Landing Dista nce o•·er 50' barrier ( ft.l 
Be:.t Rate of Climb peed O IPH) ___ ___ _ _ 
Rate o f Climb <ft. per min.) -------- ------ _ 
Be.t Angle of Climb peed ( .\IPH) _______ _ 
Be t Angle of Climb ( ratio) ___ _ 
' cn ice Ceiling 
Ab~lute Ceiling 
Fuel Con. umption (gal./ hr.-75% po10·erl 
Crui~ing Range _______ _ _ 
Cruising Ra nge !Optional Taok l ---------- __ 

• Flap Extended 

P-l.:!t./60 
Land plane 

P-1-22-160 
eaplane 

L}c. 0-320-B Lye. 0-320-B 
160 at 2i00 160 at 2i 00 

2000 1950 
1110 
890 
29.3 

14i.5 
20.6 
100 
i~ 

12.5 
13.5 
100 
36 
.J.-1 

.\fain 22 
l'io•e 15 

14L 
125 
134 
49" 

1120° 
N80" 
500 

1280 
8-l 

800 
70 

1 : 10 
16.500 
19.000 

9 
500 
610 

1290 
660 
29.3 

14i.5 
22 

103 
74 

12.2 
13.2 
100 
36 
.J.-1. 

117 
107 
112 
58 

i5 
i50 
65 

1:9 
15.300 
li.500 

9 
430 
525 

Performance 6gure are for standard airplane. flown at grO>> weight 
und..-r •tanda rd conditions at sea level. 



I SECTION Th e P i p e r T r i -Poc e r 

II. Engine and Propeller: 

The Tri-Pacer is J>O"ered by a L~ coming engine. )lode! 0-320-
B. rated at 160 Jl P at 2100 RP)[ or ;\lodel 0-320. rated at 150 HP 
at 2700 RP\ 1. The 0-320-B engine has a compre::o ion ratio of 8.5 
tu J and requires 91 octane fuel minimum. 11hereas. the 0-320 ha' a 
I'<Hllpre,,ion ratio of I to 1 and requir~ 80 octane fuel minimum. 
Refer to the engine manual Ior operational detaib. 

,\ stain le::- steel cross-0\·er exhaust ,~stem. incorporating an ef. 
fecti1 e mufller. pro' ides efficient exhaust elimination for the eng ine, 
a 11 ell a· heal for the cabin and carburetor heating ;,~stems. 

:\ thirteen plate oil radiator in the no::-e CO\\ I a~::ure adequate 
oil cooling under the most se,·erc heal condition'. \\ hen outside 
temperature, drop belo11 .JOe F during cold " eathcr operation. the 
oil radiator l>affie supplied "ith each airplane ~hould be in"talled. 
This baffie rai:>es the indicated oil temperature about 30 Lo .JO de· 
gree,. 

The t'arbureto r air hox on the Tri-Pacer j.;; fitted 11 ith a quickh 
remo1 able air fi Iter. Remo1 al of the fi Iter i, accompl i,hcd b}• de­

(, 

Th e P ipe r Tr i- Po ce r SECTION I 

tael.ing an an·e:-;. plate un the bottom co'' I. then pull in" the filter 
from tlw fat·e vf the air ho'\. Thf' filler ... hould loc deaned regular!~. 
at da i I) inh•n al, under , cr~ du'-t~ ctlndit io"'· and lc" f requentl) 
under le::-,.. "-C\Cff' comlitions. a('cnrd in!!: tu in,tru(·tions Ji,tetl in cf'· 

lion I ll . Paragraph \ ' 11. ~ 
\ ScrN!ni1·h metal prCopcller. de::-ign )[71D)I \1 ith a 7 J inch 

diameter and a pitch uf 61" j, :-landard e<Juipmcnt. 

Ill. Fuselage and Wing Structures: 

Tlw fu,<.•lag:e frame uf the Tr i-Pa,·er j .. t'Oll::lructcd of steel tube, 
,,cJdcd Log.t•thcr lo form a rigid ,.trmturc. \ munLt•r· of highl) 
... tre,~·d nwmhcr, are of duo11temol~ hdt•num '-Lcel I I I 30) . Other 
member~ ar{· of 10:25 ... ted. 

Rl•pair,. to tlrr fu-elag€' ean I~ mad1• in the manner approH·d b) 
the te<lc.>ral .h iation , \ gency \lanual \ o. 18. ami repair facilitie 
for I hi, l) pc of ('On,trul'lion are a1 ailahle uni,cr ... all~. 

The fu>-clage i:- madr curro,ion re ... i ... tant b) the applit-atiou o f a 
coal of zinc duomalc. follo\\ed b1 a , ealer ,·oat of nitrate dope. r\ 
third coat of dope-proof lac<JU<'r i, ,pra~ eel on the fu,elage member_ 
'' hereH'r fall ric, come, i11 contact \1 ith tlw :-1 ructu re. If the air­
plane i:. to be u:-ctl in -.alt 11ater area ... , the fu:-t'lage (•an be metall ized 
prior to appl~ ing the .tine chromate and dopr: at the arne time the 
interior of the tuhing is coaled "ith lin,ecd o il to pre1cnl internal 
corro,ion. 

The " ing framr11ork ron:-i,ts of ri1ctcd aluminum rib~ mounted 
on extruded al uminum ;;pars \lith tubular drag and compre:;s ion 
,truls and high trcngth ::-tainll',..~ '-led drag "ire~. \ luminum sheet 
i u,ed to form the leading edge and the ai leron Ial:-e par . • \ n ash 
\ling tip ho11 JH"Oiide~ a light tough mcmbet 11hich can \\ithstand 
con::-iderahle \1 ing tip ,..hol'k '' ithout failing. 

The" ing:: are atta!'hetlto the fu:-elagr at the 11ing: hinge fitting 
on upper fu,efal!e nwmbers, and b) means of tlw lift !'lrut'- "bieh 
bolt to the l011 cr fu,eJagc memloer, and to the "ing spar filling::. The 
lift ::trut::- can be adj u::-ted in length b, turning in o r ou t the forked 
fillings al the lo11er end .... Thi, adju,tment i .. u"Cd to set the rigging 
of the 11ing .... . \ n) lifting of the airplane at tiH' -.lrul:- !'hould be done 
al the C'\treme t'nd of the ::-trut aud nul in the cPnter, to pre1cnt hend· 
ing the "lntb. 

-
I 



I SECTION Til e P i p e t Tti - Poc et 

IV. Landing Gear and Brakes: 

The Tri-Pac-er main gear incorporat~ le' eland 6UOx6 ''heel~. 
~lodd C-:~8500-H. fitted with IH drauli<· Llrake,, )lodel C-2000H-7. 
and -1-pl) 600:\6 tire,. The br~kes are actuated b~ a hand brake 
eontrol locall.•d under the center of the instrument paneL The brake 
handle i::. connected b, a cable "ith a master C) Iinder which is 
mounted under the piloi·.s seaL 

A parking I.Jrake \ahe is attached to the forward side of the 
fire11all "ith the control located on the le ft side of the in lrument 
~ub-pane l. In appl} ing the parking brake. first pull the brake handle 
!Jack, ne'l.t pull out the parking brake l'Ontrol. then re lease the brake 
hantlle. To di,.t'ngage the parking brake simpl~ push in its controL 

\l,o:o iru-orporated in the main gear are h} drasorb hock units. 
con>'i,tin~ of aulomoti\ e I~ pe hydraulic sh()(·k ab~orbers combined 
"ith light ,.hock cord,.. 

The no,.e g<'ar use, a rugged oleo ,trul bolted to the engine 
mount at the fire11aiL The no~e 11heel is the ,ame a U1e main wheeb 
e'l.cept for the ab,enee of a brake drum. and i:.- :\lodel C-38501-H. 

The rHJH' "heel i steerable through a ..JO a rc b~ the rudder 
pedal ... "hit·h actuate :-leering rod, attadwd lo ::teerina arms at the 
top of the nu,.e "hft'lunit. 

Til e P i p et Tt i- Poc e t SECTION I 

V. Control System and Empennage: 

The units which make up the empennage are the fin. rudder. 
,tahilizer and elevator . They are all constructed of tubular steel 
'' ith steel channel ribs. The control surface hinget; ha,·e bronze 
hu!'hing in::erls and !'hould be oiled with light oil occasionallr- Cad­
mium plated steel tie rods brace the stabilizer to the fin and fuselage. 
The tai l brace wires should not be used for lifting or handling the 
airplane. 

Caution must be exercised in using the s tabilizer for lifting or 
lo11e ring the tail of the airplane. The stabilizN adjusting mechani,;m 
i::- easily damaged b) application of excessi\e handling loads on the 
"tabi lizer. 

On the Tri-Pacer, leering during ground handling hould not be 
flone "ith the rudder. which may become di torted if mishandled. 
\ ~leering handle is pro,·ided with each airplane, anchored in the 
barr"a"'e compartment. and should be u_ d for mo\ ing the plane on ce c 
the ground. 

The Tri-Pacer is equipped with com·entional dual wheel flight 
controls. The flap control handle is located between and ahead of 
the front seat~. The flap~ have three po ilion, up, one-half down, 
and full down. The full flap position i used for maximum effect in 
landing and take-off . "hile the half flap position i used when inter­
mediate results are desired. 

The stabilizer adjustment control i located overhead between 
the front seats and is connected to the stabilizer adjustment mechan· 
ism at the ,;tabilizer br an endles cable. permanent!) automatic 
ten' ion adjustment, which consist of an idler pulley held in place 
near the rear main pulley by a tension pring. maintains correct 
tension on the stabilizer cable and prevents cable slippage. The 
~)stem no rmall~ requires no attention except for lubrication and 
in!'pection. 

In the c-ontrol system of the T ri· Pat·er. the rudder pedal are 
connected directh to. the nose 11heel for ground steering. and the 
aileron cables ar~ interconnected with the rudder cables to prO\ ide 
automatically coordinated aileron and rudder controls for simplified 
handling in ·the air. The interconnection incorporates a spring, lo· 
cated behind the baggage compartment. and is arranged so that al­
though in le' el flight a movement of the aileron result in proper 

9 



I SECTION Th e P ipe r Tr i- Pac e r 

rudder action to gi1e coordinated turns. till the control can be 
cro<t d if desired to obtain slips or skids. 

VI. Fuel System: 

T"o eighteen gallon fuel tank located in the "ing pro1ide fuel 
stfJrage in the Tri-Pacer. Both tanks ha1·e outlet lines at the front and 
the rear, pro\ iding po itive flow in aU normal fl ight all ilu<les. The 
tanks are drained indi1 idually accordin~ to the po~il ion of the fuel 
selrctor 1ah e on the left forward cabin wa ll. 

The rear fuel line from the right lank ha, a lo1• point under tlw 
right front seal al which point is located a quick drain ga olator. 
The drain in l11i gascolator. which l'hould be checkrd frequent!) for 
11 ater or sediment, i reached through an opening in the right land­
ing gear belly fairing. 

An electric fuel gauge for earh tan!. i" loraled on the lower 
right , ide of the inHrument panel. 

Hl 

Th e P i p e r Tr i- Pac e r SECTION I 

The main fuel trainer. through '' hich all fuel going to the car­
buretor flo\\s. i located on the lower left engine side of the firewall. 
It is pro1·ided with a quick drain and should he drained regularlr. 

Fuel ~crecn are pro1·ided at tank outlets. in the strainer and at 
the rarburetor. 

The engine primer pump on the right s ide of the instrument 
panel takes fuel from the main !!'a colator and pumps it directly to 
all four C} linders of the engine. To pre1·ent malfunctioning of the en­
gine, the primer mu t be locked in at all time except when in use. 

An idle cut-off i incorporate<! in the mixture control so that 
fu ll ex tension of the control tops the flow of fud at the carburetor. 
'Inc cut-off should ah,·ays be used to slop the engine. 

An eight gallon resen·e fuel lank which fits under the rear seal 
is a1ailable as optional equipment. The fuel from this tank i pumpe<l 
h} an electric pump under the co-pilot's seat lo the fuel strainer for 
the right main lank. From the strainer the fuel passes up the main 
upplr line to the right tank. 

To use the reser\'e fuel supply. fi rst u e the right tank until it 
i at lea t half empty. preferably completely empt}: this must be done 
11 hile ufficienl fuel remains in the left tank to continue to operate 
the engine until the right main ~uppl} is replenished. \\~hen the r ight 
tank is lutlf full or less. witch the selector 1ahe to left tank and pull 
the reserve fuel knob. The resen-e fuel "ill then be pumped into the 
right tank. in a period of about 25 minutes. Then turn the re en ·e 
pump off. 

Fuel l'hould not be pumped from the resenr tank to the right 
main tank while the elector 1·ah·e i_ at the right tank position. 

VII. Electrical System: 
The ma~ter !>witch for the electrical ' tern i located on the 

ma ter 11 itch fuse box under the left s ide of the pilot' seat. In the 
'·up'' position of thi S\\ itch the main fuse is engage<!; the ' 'down" 
position i for the spare fuse. and the central position is '·ofT". 

The starter button is located on the bottom of the ma5ter switch 
fuse box. The starter cannot be operated unless the master s witch 
i on. 

Circuit breakers for the radio, Jjghls and generator are in a 
bracket under the left side of the in~trument paneL Th~ unit' auto· 

ll 
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Tlt e P i p er Tr i- Pac e r SECTION II 

OPERATING INSTRUCTIONS 

I. Preflight: 

The airplane hould be gi,·en a careful vi ual inspection prior 
to flight, covering tires, landing gear. control urfaces, fuel tank caps. 
cowling, propeller, and gascolator. ·pon entering the plane, the pilot 
hould a ertain that all control operate norma lly and are in proper 

po ilion and that the door i closed and latched. 

11. Starting: 
When the engine i cold, (under 40° F. ) prime three to five 

strokes after turning fuel \'ah·e to the proper tank. Pu h mi:~:ture 
control to full rich, carburetor heat off, and open throttle one-eighth 
to one-quarter of an inch. If the engine i extremely cold. it hould 
be pulled through br hand four to s ix time . 

Next turn the ignition witch to .. left .. and, with brake set, 
engage the tarter. lf tlte engine does not start in the first few re,·o­
lution , open the throttle while the engine i turning 0\·er with the 
ignition on. When the engine tarts. reduce the throttle. 

If the abo,·e procedure does not tart the engine. reprime and 
repeal the process. Continue to load the C) Iinder by priming or 
unload b) turning the engine O\ er \\·ith the throttle open. If the en­
gine till doe n't start, check for malfunctioning of ignition or fuel 
y tern. 

When the engine i warm, (o,·er ·-10° F. ) do not prime. but turn 
ignition witch to "both" before engaging tarter. The engine hould 
start after it ha rotated through about four compression troke . 

111. Warm Up and Ground Check: 

A oon a the engine starts. the oil pre ure should be checked. 
If no pres ure i indicated within thirty second . stop the engine and 
determine the trouble. 

Warm up the engine at 800 to 1200 RPi\1 for not more than 
two minutes in warm weather, four minutes in cold weather. The 
magnetoes hould be checked at 2000 RP)I, the drop not to exceed 
125 RPM. The engine is warm enough for take-off when the throt­
tle can be opened without engine faltering. 

21 



II SECTION Th e P i p e r Tri - Pac et 

Carburetor heal should be t:hecked during the warm up to make 
ure the heat control operation i :,ali factor} and to clear out the 

engine i[ an~ ice has formed. It should al,o be checked in llight OC· 
casionall} when out;,ide air temperature are between 20° and 10° 
to ::,ee if icing i:, occurring in the carburetor. In mo l ca:>e when 
the engine lose peed "ithou t apparent cause. the use of carburetor 
beat will correct thi condition. 

IV. Take-off, Climbs, Stalls and Taxiing: 
Before tnke-ofT. it i 1·eq important that the fuel :..e lector be 

checked to make urc it is on U1e proper tank. If the take-off i made 
with fuel flo1\ ing from a nearly empl) tank. engine failure during or 
immediate!) follo11 ing take-off rna} occur. ln U1e e1ent of engine 
failure alter take-off. full power can be regained \\ ithin a few second , 
and norma II r '' ithout lo,.~ of a ltitude, by witching rapidly to the 
opposite lank. In any case of engine failure which could po "ibl} be 
caused by fault y fuel flow, alway change to the other tank immedi­
ately. 

The carburetor heal should be o iJ for take-off. a11d the mixture 
rich unle_ field ele1 at ion requires leaning to obtain maximum 
RPM. 

Take-off in the Tri-Pacer is accompli::hed a follow- : 
I l) et :,tabilizer trim to approximate() neutral 11 ith e'\act 

-t•tting determined b) the loading of the plane. 
t 2 ) pply full throttle. allowing plane to maintain it lelel 

attitude until take-ofT speed 1.50-60 l\JPH ) is approached. then ease 
back control wheel to obtain climbing attitude. 

13) For take-off in heavy gra , sn011. o r in other peed re­
tarding urfnces. drng on the landina gear can be reduced b) rai,. 
in« the nose ''heel ofT of the -ur face during the take·off run by appl) · 
ing back pre:-,ure on the control 1\ heel shortly after the throttle i 
opened. 

t+) The application of full flaps a, take-ofT ,.peed i,. approached. 
wi ll reduce the take-o fT run about 20 percent. Flap- can be pulled 
do11 n before the take-ofT run is started hut ''ill reduce ilie accelera­
tion of the plane omc\1 hat if kept do1\ n throughout the take-ofT. 

(5J Cros:-11 ind tnke-ofT in the Tri-Pacer hould be made imi­
la rl) to those in norma l wind ·. 1\ith directional control maintained 
during and after the take-ofT roll b) use of tlte rudder pedals. lt ma) 
he dt':-:irable to hold tlw no~ 11 heel on tlw ground some11 hat longer 
than usual in trona cro:sSI\ ind,.,. 

22 
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The be t rate of climb air-"pccd at gros,. 11 eight is 8l :\I PH. At 
ligh ter 1\ eiaht:, the best climbing air:-:peed i~ reduced some11ha1. A 
climbing speed of 100 :\IPH is recommended for cl imb, to cruising 
a ltitude,. in order that a good fon1 ard ::peed ma) be maintained 
11 bile reaching the de:-: ired a ltitude efficient( ). 

The gro:-: " eight power-off ,.tailing .. peed 11 itJ1 full flap i 
-19 " IPH : 11 ith flaps up the ~talfjng 'peed increa:-:es about ~ :\I PH. 

Visibility and control in taxiing U1e Tri-Pacer i so impro1ed 
that the usual tendency is to taxi at excessi1 e speeds. The apparent 
peed of the plane on the ground i decei1 ing, o that on a hard sur· 

face a ground .. peed of 60 :\IPH can ea:>ily be reached at about 1500 
RP~I, with the pilot under the impre .. sion that he i, tra1eling much 
more :-:lowly. 1000 RP:\I will e1 entually gi1 e a ground '-peed of 
about -10 :\IPH. and e1en a high idling RP:\1 may result in exc~'i 1 e 
taxi speed,. 

on,iderable care should therefore be taken during taxiing to 
hold down engine HP:\1 and to maintain reasonabl) low taxi ,peed ·. 
High speed taxiing t'ause undue 11 car and train on tire,, brake,, 
and landing gear. and may result in damage from coll ision. up~et­
ting. or other accidents. DO ~OT TAXI f :\ST. 

A lim_i ted amount of directional control during taxiing can be 
effected 11 •th the control 11 heel. If gradual turns are to be made 
during taxiing. o r during the landing roll or take-off run. ,leering 
"ith the wheel ma~ frequent I~ be de,irabll·. 

V. Cruising: 
The crui,.ing speed of the Tri-Pacer i~ determ ined by many fac­

tor including power setting, aJtitude. temperature. and equipment 
on the airplane such a, a ntenna:>. 1 enturi tube,. and fender' . 

The normal crui::-ing power j , 15( c of the rated hof'eptm er of 
the engine or 120 liP for the 0-320-B and 112.5 HP for the 0-320 
engine. The specification cruising :opeed at 75cc of po1, er at ~a 
lel·eL under :-tandard condition;:. are 125 :.\IPH and 123 \JPH re­
' Pec-lilel). For altitude nui,in~ :,peed,., and p011 er t'Uf\f'>- :-ee paf!:e:> 
2.') and 26. 

:\Iaintnining 75' £ of power at a ltitude;: up to 1.000 feet. aoo1·e 
which thi power setting can no loni!er be obtained. re,ulb in an 
increase in true air speed of abou t 1.3 \I PH per thousand feet of alti­
tude 0\er ~ea le1 cl. Indicated a ir,peed 11 ill normalh· decrra~e about 
1 \IPH per thou,and feet if 15<0 po11 er i maintained. If the True 
:\ ir Spct>d at ' en J ~,el at 75(, of po11er i;, 123 \I PH therefore. at 

Z.:i 



. .,. The P i p e r Tri-Pacer SECTION II 

7,000 feet at 75% of power the True Air peed will equal 132 l\IPH, 
while indicated air peed equal 116 .:\I PH. 

With a fixed pitch propeller 75% of power can be maintained at 
a ltitude by incrca ing the RP.:\1 a aJtitude i increased. The maxi­
mum continuou engine speed for all operation i 2700 RP.:\1. 

Fuel con umption during sea le,·el cruis ing i given on the 
chart. The consumption is determined by the variou night conditions. 
At 75% of power at altitude, fuel consumption will be omewhat 
higher than at that power setting at sea level , even with the mixture 
properly leaned. 

orrcct use of the mixture contro l will reduce fuel consump· 
Lion ' c ry appreciably. The mixture should be leaned during crui ing 
Right at all times o \·er 5000 feet and at lower altitude in accordance 
with engine manufacturer' specifications. The mixture hould al o 
be leaned at full throttle at any time at which an increase in RP.:\1 
can be obtained. 

To adjust the mixture properly, pull out the control slowly until 
a decrease in RP.:\1 is noted: then push the control forward j ust 
Pnough to regain the lost RP.:\1. 

cruise- lop is incorporated in the throttle mechani_m of each 
Tri-Pacer. Thi top is set to give 75 % of power at low altjtudes 
under normal condition . If a higher o r lower power setting i de­
sired. it can be obtained by installing o r remo,·ing small pacers in 
the throttle friction lock according to in ! ructions attached to the 
throttle. 

The crui e- top is intended to gi,·e consLtent power setting at 
lower altitudes without reference to the tachometer. It al o provides 
a more or les fixed RPM, the ''arian~'e of which indicate the pres· 
ence of ice or other cause of malfunction. 

To determine the proper cruis ing RP l for 75~ of power. Ay 
the a irc raft as near sea Je,·el a practicable at full throttle until max· 
imum speed is reached. "Xote the RP~1 at top peed , level flight Then 
reduce the ma ximum RP.:\1 b,· 10 '1:- and cruise at 90€( of full RP.:\1. 
The correct crui ing RP;'.I. which i the proper setting for the cruise­
stop. will g ive specification cruis ing airspeed and fuel consumption. 

The continuou use of carbureto r heat during cruising flight 
increases fuel consumption. Unless icing condition in tJ1e carburetor 
a re sp,·ere, do not cruise with the carbu retor heat on. pply full car ­
buretor hPat only for a fe,\ second at inten a ls determined by 1cmg 
seve rity. 
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II SECTION Th e Pip e r Tr i- Poc e r 

VI. Approach and landing: 

The approach technique is as folio'' s: Trim the plane to a 
75-80 \I PII g lide. after flap ha,·e been lo\\ ered at a speed of 95 
\I PI I or lr,.~. \ fixtu re should be full rich. fuel on proper tank. and 
carhuretor lwat ofT unle~s carburetor icing condition pre, ail. Reduce 
th<' sp<'M during th<' Aarl:'out. and toud1 the ground in a ;:t3ndard 
three point posit ion approximate)) at stalling ~ pet>cl t 50-60 \l PH) . 

On the Tri-Pacer. the control "heel should he held hack far 
enough to keep the plane in a nose hi:rh attitude 3S long as po;:sible. 
This •lwrtens Ule landing run by producing ma:..imum drag on the 
"ing!'. As the plane s lo''" do" n. allo" the no,e ''het'l to drop to 
the ground and appl) b rakes. 

In high wind conditions. particular!~ in strong crosswinds. it 
ma~ he desirahl<' to approach the ground in a more m·arly Jc,·el 
attitude at an air:opeed ,,·hich assures ample controllahilil) re:rardles;; 
of gus~. In this r a!'e the ground can be contacted at air:-pceds ap­
preciabl~ higher than in normal landings. and the airplane held in 
a Je, el attitude at all time;: on the ground to reduce "ind e fiect. It 
is ah\3\S best to contact the ooro~nd at the minimum practicable • C' • 

!1pe<'d ronsio:tent "ith landing conditions. 

Crosswind landing in a Tri-Pacer should be approached with 
drift being compensated for b~- holding the windward win:r down 
or b) crabbing into the wind. The airplane should be straightened 
out the instant hl'fMe f!round contact. and then t ontrolled on th<' 
ground with the steerahle nose wheel which should be hdd on the 
ground "'ith forward control wheel pressurE'. 

VII. Ground Handling and Mooring: 

.\Jo, ing of the Tri-Pacer is most easi l~ ac{'omplishe<l with the 
no,.e wheel steering handle pro,·ided with each plane. 

Tie-do" ns are pro' ided at the ' ' ing-strul intersect ions and the 
tail ~kid should be u~red for tail anchoragE'. 

l n "ind~ condition" the Ha p:; should be IO\\ ered full }' and the 
<·ontrol ''heel restra ined "ith a ,afet} helt to pre, c nt the control 
surfaces from )){'coming damaged. 

:lJl 
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Th e P i p e r Tr i- Poc e r SECTION II 

VIII. Weight and Balance: 

Fur " eight and balance clata ,ee the \\ eight ancl balance fonn 
~upplied " ith each a irplane. which gi, e-, the e:~.act weight of the air­
plane and pcrmis~ible center of gra' it) condi tion' . 




