CESSNA 172 SKYHAWK

SAFETY HIGHLIGHTS
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INTRODUCTION

The worlds mwost popular alrplane, von surpristnghy, hes o
proal safety recond. [0 this booklet, Cessng 172 Skt
Safety Highlighis, the ADPA Alr Safety Foundation com-
pares 2406 Skvhawk accidents 1w 2,364 comparable
single-enpgine, Oxed-pear aiemafl accidents during  the
years T9A2- 1993, With 24,000 Skvhiswks m the Heet, thiat's
A poi] record. bot it is sobening 1o think that every vear
about 200 Skvhawks are jpvolved in reponehle acci
dents—thats aboul four per week, Happily, most of the
aocidents resaldi in lile o nio I||i|||} (o e owce L [IRLT S,

The Cessna was compared to other light four-place air-
craft that make up the bulk of the traiming and
entry-level transportation fleet. included in the compar-
ative group are the Beech Muskeieer senes, the
fixed-gear Cessna Cardinal, the Gulfstream Amercan
AAS Traweler, the Piper Cherokes, and the Asmospatiale
TE-10 Tobagm.

Thir Skyhawi's safely reoord s good and
miast Bocicdmis rasult in U1t or no indury,

[ termes of overall sccidents per 100 alrereft o the fee
and per 10000 hours of Dight, the 172 had & very slight edge
e the compararive sireraf. The FAA estimeates anml fiy
irtg hiosirs froems (e smual GA A [I'..'i'l:'. amd Avinnics Suirvesy
that includis repors from 20,000 alreraft owners of Dving
tirme, lendings, fuel consiampion, lifetlme alrmme hours,
avionecs, and ergine hors

e Skyhawk has fewer senous accidents than the come
parizon group of aircraft—possibly becase of its extensive
use @5 a training airplime. Flight lessons for bath primany
and instrument students are vpcally given in good westh:
er, =0 the average siudenis exposure o marginal visual
copditions or instrument meteomlogical conditions (TMVC)
i5 mdnimial A% o resuln, nstnictional Gldas have relatvely
few wenther-relabed aecidents. [infortn |i1E|_'|‘3.'. becatse of
thiis lack el exposire Lo poor weather, Doth neswly certifics
ed pilos and new instrument-rated pilots may e
unprepared for fght in detedorating weather canditions

Accidents per 100,000 hours
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SERIOUS ACCIDENTS

When studving the pllots of accident flights. one sees
SOMTHE imteresting facts emenge. Farty percent of all serious
pocidens occur i Uee first 2060 hooes of otal dme

Frast aafter piloss olsain their private certificates, e acci-
dent inpoleerment poes up signiffoantly, This 5 0ot unlgue
tor the 172 and indicates that as new pilots begin o enjoy
the freedom of their certificates, they also encounber somie
situations that exceed their experience level

COverconfidence s subtle and dangerous. Get as much
training in diverse situanions as |l||*-h||'-|1' i l"-.[:-l-ilrl' thie
ey veorlid of fght canrousiy, A private pilot cenlificate is
pon the end of lerribng, i miher the beginning.

A& T2-hour VPR (visual flight rules) Skyhawk miot was
advised during the weather briefing that VFR Right was
not recommended due to low cetlings and visibility just
east of Panama City and along the Guif Coast
Approximately 28 miles southeast of the destination,
the pilot contacted Eglin Approach Control and was
advised that the waather was IFR, Thene were no Turther
communications with the pilol. The aircraft then
appeared o be in an orbil. and a fow minutes lEter,
radar contact was lost Tha pilal and two passengers
were killed. The 55-year-old pilot had received his pilot
cerlificate two weeks earlier

Total pilot flight time: Serlous accldents
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Pilot time in type: Serious accidents
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Parcant of accidoents
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Hall the pilots ivobaed in serious accidents in both the Cessna
] cormpeirison sdremdi bad feveer thnn 100 hours n Gy

[hie unformunate pilot in the secident above attempred o
flight well bevond his skill level, Ivis likely be had linle o
no exposure o Aving in manginal VR, and he probabiy
had not fown in acteal IFR with his instrocorn, The com-
hination of no actieal weather expecience amd very poor
judgment in his disregand of VER weather minimums cul-
minated in the loss of three livis Pilos should either
restrict their solo cross-country activites until they have
maore time in various weather conditions, or the check-
outs need o be mare rigorous. A combination af the wo
is the most destrable solution. Several Nving clubs nsist
that mew pilots have at beast Tive hours solo before tking
passengers, i Uue pllol bas less than 100 hours total ome
This may seein to negate the reason for checking put in
the aircralt in the first place, but it provides for fower dis-
tractions and allows the new pilor 10 sharpen the basic
afreraft handling skills that the accident récords show are
needed, These Mying clubs will also pay close amention (o
wirather before dispaiching the new pilol.

WEATHER

Most weather-related accidents are proventable Weather
forecasting and weather information dissemination has
improved imemeasarably over the past few years. 11 b8 nol a
guarantee, however. that once in Might, the acmal weather
will match the forecast. Obtain 2 weather briefing and
monitor weather epors en nouce, Do mot continue into
bad westher Every flight should include an altermate
course of action in case the forecast is worse than expected.
This advice is life saving. Tt is easy to say but mech harder o
put into action due to the desire to complets the trip.

NIGHT

Flyving @t night increases the risk of an accident, The rea-
son is simple—ir's harder (o see where you're going. Other
factors compound the challenge. If vou are owver 40 years
of age, your vision probably isn't as sharp at night as it
used to be, Visual acuity also diminishes with tatigue and
altitude. Many Skyhawk cockpits are poordy lit with dim

everhiead Hghts and like of po Bight sation lighting for
map reading. While dim lighting preserves some of the
eyes ability o adapt (o the darkness outside, it is not
bright enougrh to read chares clearly, so0 you aften have o
jujeele & loshlight into the work load. Add IMC o this sce-
pario and the risk of an accident incredses,

“Since any degres of dark adaptation ks lost within 8
few seconds of viewing o brght light, pllots shouid
close one eye when using a ight to preserve some
degree of night vision.

Cessna Plol Safely and Waming Supgdements, 1585

Pilois who fy cross-country at mdght should be well
veresd i airport lighting and publications such as the
Aeranautical Information Manual (AIM), which not only
describe the lighting available, but tell bow o activate
ruttwny Hghting ot nonsowered aimpons 1T you e anfa-
miliar with the destinaton alrpor, wmke time w aCquaint
yorursell with the airpar approach lighting and surround-
ing obstructions,

Accident dati suggest that instroment talning and cur-
rency would greatly improve the safety of night VFH
operations. The numther of poadstremient-rated - pilozs
invedved in nighr accidenss is mone than three times thar of
fhsergmeni-rited pitois This indicates that spatial disori-
entation may be a factor in night accidents. The wse of
published instioment depanures and approachies at night
ensures lerrabn and obstruction cleamnee, Use the VAL
and 115 glideslope. Avold short romeiays and small unfa-
miliar airports altor dark.

When descending tossnd a distang ciny, keep i shairp eve
on the lghts at the edge of the city closest 1o the akreraft,
Should any of these fights disappear, then somithing such
as & ridge has risen 10 block the view Stant climbing
immediately uniil the lights are once again visible. As long
as these lights remain in sight. the aircraft s above all
€1l roule Errin

Dtriin A weather boefing aod ipdate weather regorts an ke




The owner, @ CFI, was in the right front seat and a private
pilot with no instrument rating was in the feft front seat
of thie Shyleswbe Tha nlgh ight was from Flonda to Esler
Regional Alrport In Louisiana. There was no flight plan
o Eslor Roglonal Asrport; however, the FSS and unicam
had closed earler that night, and current weather obsor-
vations were not availabde. At that time, the England AFB
waather was chear, visibility 3 males with fog. At about
0300, they elected to make an approach to “see what it
looks like.” During the ILS approach, the aincraft collided
with trees about 40 feel above grownd level. Both pliots
were kibed. Weather at the time of the accident was 600
feet overcast, partial obscuration with fog. The CFI had
been awake since 0400 of the previous day and had con-
tinued the tip 1o get back to work,

Fiving m MO when fatigied impairs even the besi pilot’s
fudgmient. Add to that night, and the pressure of "having o
gt there, ™ and von have a fHght plan far disaster,

INSTRUMENT METEOROLOGICAL
CONDITIONS (IMC)

The 172 B Involved ln IMC accidents about two-thinds as
often as the other light singles.

Mhese accidents include noninstrument-rated pilots who
comtinued Dight into instrement meteorlogical conditions,
s well as instrument-rated pilots on TFR flight plans

At 0555 EDT, this VPR, 130-hour Skyhawh pilot obtained
a weather brefing for a flight from Limington, Maine, to
Pawding, Mew Yok, AL that tme, he stated he was unsure
when he would depart; it depended on the weather, The
birlefer athisad thal VPR flight was not recommended and
that the pilot should obtain another briefing befors
departing. At 0900, the flight departed with an &n route
fuiel stop at Concord, Mew Hampshire. The route of fight
was (o the soutiwest along Victor 93, When the aircrafl
was determined to be overdue, o sesfch was infiated.
Later, it was found where it had crashed near the top of
Mount Monadnock at an elevation of 2,900 feet. A wit-
NEss in the wicinity saw an aircrafl matching its description
ftying below a broken layer at about 2,000 feet msl. He
staterd that hi could see an overcast above the beoken
layer and that Mount Monadnock was obscured by clouds
mast of the day.

IMC accidewts per 100,000 iMC howrs
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Of the 155 accidents occurring in IMC, 64 percent
involved noninstrument-mated pilots. The Skyhawik is the
first cross-country airplane for many pilots, The high e
of VFR-into-IMC accidents indicates relatively inexperi
enced pilots are launching cross-country withou an
understanding of the weather and & plan o escape if
exceeds (heir capability,

Ubiaining an insmment mting greatly increases the
pilots chiamees for & successful Hgh when IMC tonditions
are encountensd. 1ris the best single investment a palot can
make o mprove trp completion—more =0 than any piece
ool ppudprmvend vord coulld add 1o the instrument panel, Once
ratid, e pibot has the responsibility to maintain curmency
and proflciEmoy imd s obfain an IFR clearance befom sndior-
ing MO comitions. Tt is recommended tha parial-pane
training be included in the pilor’s cumency requirements

STRUCTURAL ICE

Skyhawk pilos need o avoid jce. The Skvhawk s not
upproved for Rightinicing conditions, and rmost of ks air-
craft have only a heared pibog wbe. Although e forecasts
are notoriously brogd amd, in some cases, Inaccunte. the
piot needs i hve an escape route i ce s encowmiered. The
ACIPA Alr Safery Foundation's Safery Advinor Aserat Ieing,
discusses both structural and carburetor icing, and how o
fly sufiedy when icing conditons. ane fomecase

CARBURETOR ICE

Accident summaries contain many reports of unexplained
prver loss, At least some of thiese may be attribubed o cir-
buretor ice. At the [rst indication of carburetor lce
(unexplained engine mughness or power foss), apply [ull
carburetor hest and leave it on, Partial heat should not be
sl The engine misy run rougher ws the fee melts and
poes through the engine, but it will smooth oul again.

A 106-hour Skyhawk pilot reported that the engine began
to run rough and lost power as the airplane climbed
through 9,000 feet msl. She then switched fuel tanks and
moved the mixture to full feh, but the engne continsed
to lose power. Carburetor heal was not used at any time,
A forced landing was subsequently made in e field, whems




the aimpiane collided with o ulility pole and landed in a
ditch. An examination of the engine mevealsd no esdence
af prewisting mechanical failure or malfunction. An icing
protsability chan reveasled that the reported weather con-
ditions in the ama were favorable for the fomation of
moderste carburetor bcing 8l crulse power. The Cessna
172M owner's manual notes that a gradual loss in rpm
and eventual engine roughness may result from the for-
mation of carburetor ce and prescibes the use of
carbumetor heat o chear the ioe,

LOW-LEVEL MANEUVERING FLIGHT

Cessna 172 pliots have mone ow-bevel maneavering acci-
dlents than pilots of simiflar alrerai. The praph shinas: this
I7 peercent of all sedous Skvhinwk acciders occurmed whille
mareuvering compared fo 11 peroent in te compasitive
gresti Agmiin, Lhis bas Givtle o do wath the amplane and mone
to o with the average low experience level of 172 pilots.

Al airplanes handle differently with a full load than they
do with a partial joad. Mosg primary Dight training is dong
with just the student and instructor on boand-—rarely is it
done with the aircraf fully loaded. Moy Syhaud piloes
eppureierce thiesd ofifferent fuirli Fij chracieriznies for g
Jirst-tirne when Joading thelr airpdianes Wil possengers,
Bieiggeege, cirvid fired soon after teeer chieck rides As the welght

Weagiha

Taksoll =l LR TTRE Sy
changes, so does the cemter of gravity [CG). This affects the
stall charmoreristics of the alnplane, as well as the amoum
of rumway needed for fakeof ancd landing. A fll-Toad
checkout is highhy recomimendd,

Mikny mishaps Involve Teww-bevel fieht imterrupied by
errsin, obstacles, or water. While Nying close 1o the
ground may give a great sensation of speed, the sudden
stop that frequently ensues is usually lethal.

A TOO-hour piot and his passenger were Tving low over
a sailboal regatta 1o photograph the boats, The weather
was estimated at 700 feet overcast, 3 milas visibility with
light rainshowers and fog. As the pilot maneuvered for a
photograph, he throttled back and banked the aircraft in
a steep bank. Subsequently, the aircraft stalled, and
there was insufficient alttude to mecover. The aircraft
impacted the water in a lefl-wing kw, nose-down attitude

and sank aimost immediately. The possenger escaped
with senows injunes, but the pliot's iInjuries wore fatal,

APPROACHES

Study the appropriate chart o identify the alrport eleva
tan and any obstacles or terrain along your route of flight
and, in visuasl conditons, keep a sharp eve oul the win-
dow, Do not descend oo soon, especially at night
Colliding with wires and descending into termin couses
fatalites every yeor.

VPR approaches should be planned so that descem
from: cruising alifude resulis 0 airport arrival a1 peiiern
aititude. Begin the ianding checklist belore pimmern entry
When in the patiem, be alert for other tralli

Mot midair collisions pocur within en mibles of an nir-
port. Op approschowmd [n the pammern, don' rely an st the
radbs to fell vou whers the tealfic. s, LOOK for it
Remember that pot all alrplanes have radios, ard oot all
pllivis use the radios they do have

Thie Skyhik s high wing must be lifted 1o cear for traffic
before tuming. Look around the struds o bath sides of the
airplanic and shift your position to see around the frming in
thecockpil. Ty Seyvhunsyk has a rear windosy, tum o
and ook behind you, 17 is difficalt- o ses, Tl Teoking may
hetp, Mamy midairs occur when o fster diremfl overtakes i
slower one in the: maffic pattern—ofien oo base or finol
When using the - Skyhiowk for instrumient training, be sune
that vouer instructor Iooks ouiside while yow @ne on the
Eiges

A Shyhawk and a Mooney were invobed ina colliskon while
both gircraft wene landing at & nontowened airporl. The
pilots of the Cessna were in the pattem, practicing touch-
and-go Endings. The Moonesy aircrall was returning on a
straighl-in approach after an instrument training flight. The
Mooney wak abave and overtaking the Cessna. The calli-
sinn aeeumed while both aircraft were in the landing flares.
The Mooney's propeller severed the empennage of the
Ceszna. The Cessna nosed up and struck the taill of the
Mooney before crashing on the runweay. The Mooney made
B safe landing. The Mooney was high, scconding to the

Remembar—ihe paglane hndles differently with @ full losd than
when it s light.




pilot, o they shipped the aircraft for the majority of the final
approach. The Mooney pilols did not nobe the announced
position of the Cessna in the traffic pattem or a waming
from another pilot that there were two aircraft landing.
Fartunatey, all four peopla aboard the two aircraft eeehed
only minor injures. it would have been much safer to enter
upwind or downwind and complete the traffic pattem.

Critical phase of fligt—approach

¥R I

In addition o being & promery raining airplane, the
Skyvhewk 5 used extensively [or instrument raining
usually in VPR conditions. (n a nice weekend at busy
noniiwered airports, VIR trafTic will mix with instrument
students Aying simuolated 1FR approaches. This comhbina-
ton of stralght-in appreaches with standard maffic
paitern procedines regiaires exi vigiliinee toomaintain
soife distance from other alrceaft. Instructors muest divide
their attention between the student and the outside envi-
ronment, and students shouid keep their ears open o
potential traffic conflicts announced on the radio.

Instructors should show their VER students the instmg-
e approdch books and exgpain where the fxes are in
relation to the alrport, This will help primary siudents and
niwly certificated pilos visualize the location of an alr
phine at one of these Mxes,

sorrme fight tralnbngg oceurs in margioal VPR conditions,
Primary studenis, both dual and solo, may take advantage
il the typrbcally Bghver ralfic, when the weather s marngin-
al. (o pracdce In the pattern. These pllols must be
particularly alert to approsching IFR traffic when on base
and final—or on climbout and eroasswdnd if the winds ane
such that approaching instrument  pilots will circle 10
land. High-performance singles and business jets fiy refa.
tively fast final approaches, and in marginal conditions,
there is ot much time to react 1o a sudden appearince of
aluminum. VFR and IFR pilors can help avoid the surprise
by liseendng io both the CTAT and approach control

For safe mountain oparations, double the required unway
distance for takeoffs and landings. If the tempersture &
hot. allow even mare distance.

TAKEOFF

It requires mare distance o tike off than 1o land. But how
much more? The pikots opetating handbook (POH) states
that the takeoff distance requdred fora Skyhawk at 2300
pounds, zero wind. sea level, and 59 degrees Fahrenheit is
ABS feet, but it can land and roll cut inonly 520 feet. 5o i
fakes aboai 40 percend more distonce to fake off e o
fand, Umaary pikors have skilliotly landed their airplanes
in tight quaners, only o find they didnt have enough
rodim o take off agiin

I'hi pumbers in the POH are accurate only under per-
fect clreumstances, They are based an a new alrcrafi
encellent test pilor, and Dawless performance. Takeol over
a 50-foot obstacle is measured with an optical measuring
device, not 8 50-feot brick wall

DENSITY ALTITUDE

High elevation airpors, high temperatures, high gross
weight, and high humidity all degrade aircraft perform-
ance. The rakeoff distance doubles when the same
girplane mentioned above takes off from &n airport with
an elevatlon of 7.500 (eer when the remperatune is 57
degrees Fahrenheit, Although mosi new pilois have
learned about density aldtude, the almplanes compro-
miteed performance s often unanticipated

[he 172 has four seats; but unless the foed load is ght.
thir odds are that the abreralt will be overloaded when the
seats are fillesd—unless you are carrying small children.
Climb perdormance is anemic at sea level undier this load
condition, let alone at high density altitodes.

An BOO-hour pilot with neary 700 hours in the Siyhank
took off with three passengers on a warm, clear May after-
noon in Escalante, Utah, The 5,000-foot numway is 5,740
foel msl, and the temperature was 70 dogroes Fahrenhest,
According to the NTSB report, the density altitude was
about 7,500 feet. The adrraft wing tanks were full. The
pilod stated that the aircraft would not climb over 50 feet,
The stall waming sounded, so he put the wheel forward
and the aiplane touched the end of the runway, skipped
over a gully, and hit the side of a hill. Fortunatedy, no one
was imjured. Dersdty altifude was certainly a factor in this
pociient. The aimlans was Hkely over gross, as well,
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WIND

Poorly flown, windy-day takeoffs result in damaged air-
planes but. fortunately, nod many injunes. Before atfempting
to takoe ooff, thve pilot shoubd ensure that—considering aircrmft
pedormance, wind direction and speed, rumway lengsh, and
ohstructions—the takeod] can be made safely

The POH recommends that for postiive sareeilt contmol,
pspecially in 8 crosswind, controls must be positicned
propely and power applied judiciously. Keep the airplane
on the ground wuntl it reaches o slightly higher than nor-
mal speed. Then lift it into the air positively 1o avoid
seefiling back io the ramsay, Make o conmdinated tom inio
the wind to correct for drift

LANDING

More acoidents oceur during Euinding than ay edher phase of
flight—the magority af them caused by pilots’ inebility 1o
control the airplanes in windy condidons. The Skylhanwk’s
high wings and big flaps have been said 10 be more ol a chal

lenge in wind than low-wing airplanes. Trcitional wisdom
savy that kny wings handle wind better becatrse it s bess like

by 1o et undermesitly the wing and the center ol gEiviry. is
bonwer. Statistically, this hasnt been proven, Cessna bullt tens
al thousands ol high-wing machines in Kansas, where the
winds are amythimg but gemtle, There were no particular il
effects, but Cessna st pilots also knew i do iy

Landing Accidents
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Crosswinds are @ particular challenge o all pilots (nod
jizst Skyvhawk pilots], sooounting for about 8 percent ol
the wind difficulties. Demonstrated crosswind component
& & Fivorite test question for exuniners tooask, It is the
highest wind ohserved during certification testing of the
abrplate; not what it is theoretically capable of handling, 1L
is ot Himdtation governing the alrceaft's operation. As a
puideline, though, partcukarly for new pllots, consider b
limiting. Thie Skvhanedk POH states thar “with average pilot
technigue, direct crosswinds af 15 knols can be handled
with safety” The MIH also recommends that when land-
Ing in a strong crosswind, the minimum Hap setiing
peguired for the Hebd lenggth shoald be used,

Lioss of control during the landing rollogt accoumnts Tor
mumerous accidents, Align thie nose with the romvay cen-
peerdine il toucheosn and then maintiin a strsight course
with ruddder, steerable nosewheel, and for brakes, if neres-
sarry, swhile hobding the alleron control into the wind, Wail
wntil the mollowt is complete and the alrplane is clear of the
potive nemway 1 complets the landing checkhist

Praclice Eo-arounas fragquaently,

Cro-arpunds are anoiher grea where problems ocour &
ritle of thumh that has been around for a long dme is still
vakbe, "I o atre o din safely in the first thivd of the
Ay, Bo artsirid i fanely” RL'_L'hn'u'n'h\ have Rt
tiopally effective Daps—some models allow for flap
deflection up 1o 40 degrees, This claracierkstic accomimio:
dates tipht patterns and steep inal approaches bur also
mandates that the pilot retract the Baps 0 no mone than
M1 degrees on & missed approach. The airplane will nm
climb with 40 degrees of faps down, [n an attempl (o sim-
plify go-armund . procedures and meduce the number of
batched go-armunds, Cessna reduced 1the maximam: Rap
diefllection o A0 deprees 1o 30 degrees on later models;
Go-arounds should be practiced frequently




C-172/SKYHAWK TEST QUESTIONS

The purprose of this spen-book test is 1o familiarize the pilot with the Cessna 172/Skvhawk and its corresponding
POH. There are many variations in the models, The 1977 Model C-172N was chosen as the test almpline; ansvwens (
given pertain to that alrcraft. Befer to the POH for your aircraft as you complete the test.

L. What is the total fuel capacity? _ gallons  Usable? patlons
With long-range anks, total? _ pallons Usable? gallonsg

2. What is the approved fuel grudeis|? Colorisi?

3. Where are the Tuel drains located? When should they be drained?

4. How should the fuel selector valve be positionied when refueling?
Whyt For takeofT? fFor landing?

5. What is the prescribed oil quantity for normal flights of less than three hoors?
For extended Mights? Minimum for flight?

i, What is the proper type of oil for wse after engine break-in?
What ks the proper grade for OAT berween 30 degrees F and 90 degrees 17 Above 60 degrees

7. What is the empty weigh? Manimum certified gross welght? Liseful Inad?
Payload with full fuel? iRefer to your weight and balance papers.)

8, How much fuel can you carry with a front seat payload of 340 1b, rear seat, 300 Ih, and 80 Ib of baggage?

9, What is the masimum demonstrated erosswind velociny (akend or landing ! (

10, What |s maneuvering speed [Va) ar 1950 [h
What airspeed should be maintained when penetrating turbulent air? Whyt
Henw dioes Va vary with gross weight?

11, What is the recommended sirspeed (KIAS) for 12. List thie following airspeeds:
FLAPS AIRSPEED

Normal takeofficlimb: — Up Best rate of climb (Vy) @ sea level

Morrmal landing: Up Best angle of climb (Vi) & sea level

Normal landing Down Maximism flap extension [Viel

En route elimby, sei sl Up Siall speed, clean [Vsi____

Short-field takeofl/ climb: Up e B Stall speed. full flaps (Veo)

Short-field landing: Up Best glice speed

Short-field landing: Down Maneuvering speed, gross weight (Val
hever exceed (Vne)

11k What is the range in zero wind, & 65% power-at 4,000 feet, standard temperature with 40 gallons usable fuel and
15 minutes resere?

14, Whiat is the hourly fuel consumption (lean mixture) at 4,000 feet pressure altitude, standard temperature and 75%
S L

15. What is the airspeed for maximum gliding distance? _ KIAS  Flap setting? ('




Nuter For questions 16, 17, and 18, refer to POH Section 3, Emergency Procedures.

16, Howw' des vou deteet carbaretor foe?

17. How do you prevent carburetor icel

AT carburetor ice is suspected in flight, what is the proper procedune?

149, What is the indicition of altermator matfunction?

20, How wold vour resstone electricil power?

21. What would you do if unable to restore the alternato?

22 In the event the vicuwm pump failed (oo backup systeris), what fight instruments would be los?

21, 1n the event the electrical system Failed, what flight instruments would be lost?

24 Where i the altermate static source [iF installed) locared?

25. What light instruments would be lost i the static system was plugged up and there was no altemate static
soce?

26. What Is the power setting, fuel consumption, and TAS at maxdimiim gross weight at 8,000 feet, 75% power, stan-
dard temperature? RPM Fuel consumption TAS

27, Whiit is the procedure for engine failure immediarely after 1akeoff?

28, Why 5 it important (o lock the engine primer after use?

29. The folliwing questions shoukd be answered by referring to the Right manual supplement pertinent to the Atitopi-
It installed in vour aircrafi.

Operating limititons
List all the ways o disengage the autopilot.

30. What alrcralt documents must be on board during Might?

31 List the procediire for a balked landing {go-around).




ANSWERS TO C-172/SKYHAWK TEST QUESTIONS

Note: Answers given here are from the pilot's operating handbook (POH] for the 1977 Cessna/Skyhawk Model C-
172N, Because the C-172/Skyhawk has been produced in several models over the vears, pilots should consuly the
owrers miankal or POH with supplements for their particular aircrafi

1, Tioral el capacity Is 43 gatlons, usable 40 gatlons With long-range tanks, the total fuel capacity is 54 gallons, usable
50 gallons. Refer w the POH, Section 2, Limitations, and Section 8, Handling, Service & Maintenance,

2. Approved fuel grade(s) and color{s): 100LL Aviation Fuel (Blue); 100 (formery 100/ 130) Grade A Aviation Fuel
iCereen), Hefer to POH, Section 2, Limitations.

3. Fuel drain locations are beft wing, fght wing, and engine. Sumps shoubd be drained on preflight and after refueling.
Refer to POH, Section 4, Prelight Inspecthon.

4. Duering refueling, the fuel sefector valve posiion is Left or Right 1o prevent crossfeed and ensure madmum fuel;
during takeofl and landing, the position is Both, Refer 1o POH, Section 2, Limitatons,

5. The prescribed ofl quantity for normal fiights of ess than three howrs is 5 quans, for exctonded lights 6 quarts (fullh,
stnd minimum for flight 4 quarts. Refer to POH, Section 8, Handling, Service & Maintenance

&, The proper oil type and grade for use after engine hreak-in is ashless dispersant: for use between 30 degrees F and
40 degrees F SAE 40; and for use above 60 degrees F SAE 40 or SAE 50, Refer 1o PO, Section 1, Descriptive Data.

7. Smndard empty weight ks 1,379 Ib; maximum certified gross weight (Normal category) 2,300 Ib; useful load is 921
Ity; and pavioad with full fuel (s 881 1. Refer o PO, Section 1, General, and weight and balance papers for your

aircrafl.

8. Allerwalibe fuel Iniud with passengers and baggage is 33.5 gallons. Refor mo POH, Section &, Weeight & Balance, and
wesight and balance papers for your aircraft,

8, The maximum demonstrated crosswind velocity (takeoff or landing) is 15 kt. Refer to POH, Section 4, Speeds for
Normal Crperations.

10. Manewvering speed [Val at 1,950 [h. is 88 K1AS, Va is urbulence- penetration speed used to avoid overstressing the
airplane in rough ait Vi decreases as gross weight decreases, Refer to POH, Section 2, Airspeed Limltations. anid
Section 4, Specds for Normal Dperations,

11. Recommended mirspeed (KIAS) for; 12,V speeds. KIAS unless otherwise indicated:
Wy Best mtis 0 sea level T3
mormal takenfd ! climhb: Rotate @ 55, climb @& 70-80 Vi Best angle 8 sea level: 54
Normal landing, flaps up: B o T Wi Max. flap exi. B5
Mormal landing, laps down: 55 1o 65 Vs Seall, clean: 53 KCAS
En route climb, sea level: 70 to 85 Wao Srall, full Naps: 47 KCAS
Shiort-feld takeoff! climb, flaps up: 549 (until clear) Best ghde: 65
Short-field landing, Naps up: G o 71 Va Maneuvering: :
Short-field landing, Daps dowi: G0 (unnil Dared Vive Never exceed: 164

Riefer to POH, Section 4, Marmil Procedures.




13. Range @ 65% power: 521 nautical miles, Refer ta POH, Section 5, Performance.

14. Hourly fuel consumption: B.4 gallons. Reder 1o POH, Section 5, Performance,

15, Maximum gliding distance: 65 KIAS. Flaps: Up. Refer to POH, Section 3, Emergency Procedures,

16, Carburetor ice; Loss of power [HPM/MAP/ engine roughness), Refer to POH, Section 3, Carburetor feing.
17. To prevent carburetor ice, use carburetor heat, Referonce, same as number 18,

18. Proper procedure in event of ice: Apply full hest, reset mixtere. Relerence, same as number 18,

19, Alternator malfunction: Overvoltage warning light On. Refer to POH, Secdon 3, Flecirical Power Supply Svstem
Malfunciions,

20, Attempt to reactivate ths alternator system by turning both sides of the master switch off, and then on, again.
Refer to POH, Section 3, Electrical Power Supply System Malfunctions.

21. Unable ro restore alternator: Terminate fHght as soon as possible. Reference, same as number 22,

22 Vacuum pump failure would result in the boss of the attitude indicator, directional indicator, and suction gauge.
Refer w POH, Section 7, Vacuum Svstem and Instruments; Pitot-State System and [nstruments.

23. Blectncal system faihure would result in the loss of the autopilot, redios, transponder, fued, oil, and carburetor
gauges, tum and bank coondinator, wing flaps, interior and exterior lights, and pitot heat. Refer 1o POH.
Section 7, Alrplane Systems and Descriptions

24 Alternate statie sovree: Located next 1o the thronle, Refer 1o POH, Section 7. Pitot-siatic System and Instruments.

25. If the static system was plugged up, the alrspeed indicator, rate of dimb indicator, and altimeter would be lost
Refier to POH, Section 7, Alrplane Systems and Descriptions.

26. Power setting/ fuel consumption: 2,650 rpm, 8.4 gal /hr, TAS 122 ki Refer (o POH, Section 5, Cruise Performance,

27. Engine failure procediere: Establish 65 KIAS glide, avoid obstacles, flaps as required. Befer to POH, Section 3.
Engine Failure Immedintely After Takeoff, and Amplified Procedures.

28. Lock primer after use 1o avaid possible engine failure from excessively rich mixture. Refer to PO, Seéction 7,
Carburetor and Priming System.

29, Autopilot: Dperating limitations—None: disengage (1) AP On/OFF Switch—OFF (23 Pull AP circuit hresker,
Refor to POH. Autopilat Supplement.

30 Required documents: Airworthiness certificate, registration certificate, welght and balance papers, equipment lis1,
Refer 1o POH, Section B, Airplane File:

1. Balked landing procedure (go-around): Throttle—full; carburetor heat—eold; wing laps—20 degrees (immediatetyi;
climb speed—35 KIAS; wing flaps— 10 degrees until obstacles cleared. Refer to POH. Section 4, Balked Landing.



G-172/SKYHAWK TRAINING COURSE OUTLINE

INTRODUCTION

This outline is & raining guide for pilots and flight instrictors. Because of variables involving pilot experience and prof-
ciency; the training shoukd be flexible. Pilots should perform all tasks 1w prectical test standards (F15), At the satisfactiory
cunciuston af maining, the pilot should receive a light mdew endorsement and, if instrument rated, an instrument profi-

chency chisck.

I'his tradning course outline is divided into four blocks of instrection, The frst block concentrates on the Skehawlks svs-
tems i pllot procedures. The second block reviews normal and emergency VFR procedures and elementary [FR
procedures. The third block reviews instrument flight operations, and the fourth block concentrates on cross-country flight.
e time required to comiplete this mralning will vary with pilot proficiency and the training outline should be modified as
neeided. Average time o complete each block is indicated below:,

BLOCK 1: GROUND ORIENTATION

Ihe pllot will review normal and emegency operations, and
calculate weight and halance, takeofl and landing pedorm-
ance data. All documents covering aircmft and electronic
modifications will be pevdmaoed

GROUND: 1.0 HOURS
Airplane and Systems
* Imsrrurmserits and svionics
* Brakes! landing gear
¢ Bears, doors, and windomys
* Engine and enging instruments
* Projpecller
* Fuel system
* Electrical sysrem
» Lighiting systents
* Hearwentilation
¢ Pliot-static sysiem
* Flight instruments
¢ Wiciuim system

Alrcraft Inapections and Servicing
* Recpuired inspsections
= Cirotarsd handling
el il
* Transponder
= Pliat-stabhc system
# EL]
® Aririi] s 100 His
v AD= and service bulletins
= Hecommended service inlerviils
» Preflight line inspection

Performance Charts
Weight and Balance

Limitations
# Adrupeeds
* Powverplant
® Fual sysdomm
» Instrument indications

12

Normal Procedures
s Predligght inspection
= Envjgine start and rurp
» Speeds for normal operation
» Normial, short-field, and crosswing takenfTs
= Mormeal and masimum peformance climbs
= Marrreal, short-feld, and crosswind landings
= Halked londings and go-aroumds

Emergency Procedures
= Engiiie failuine
» Precantionary landings
= Fina
= locing
= Vacuwm, pitod, and siatic svsiem failures
* Electrical sysiem maliunctions
* Diiar opening in flight

Troubleshooting
= Autopilot and dectne mm o malunctions
» Relationship of vacuum failures 1o antopilod operation
» Electrical sysbem and what to do if charging system fails
» Load shedding and estimated time of usable batnery i

BLOCK 2: GENERAL
FLIGHT OPERATIONS

Thee pilot will review instruoment regulations, reguirements,
and local approach procedures.

GROUND: .5 = 1.0 HOURS

Weight and Balance

Review of Normal and Emergency Procedures

FLIGHT: 1.5 - 2 HOURS
Preflight Operations
= Takenff, climb, lapding perfunmance caleulations
= Preflight line check
= Srarting
Mol
st
Exteroil Proswisr
* Humup and chocks



Takeoff Dporations
= Rpgmial
* Rejecied
® rogswing
*® [nsimiment
# Shart fedd
» Seaft field

Alrwork
= Sl Migght
= Stalls
» Sleep s
* Approsch Tanding configuration

Instrumeani
o Tums, climbs, descernts
® Slow (gt

* Lnusual atfitude recovery

Emergency Procedures
= Engine Failure
= Fire in Mhight
* Altermiator fadlumne
s Vacuwm promg Faillne
= Emerpency checklist use

Departure
* Heading and altitude
# Rostste inferception
# Amended clearance

Holding
* Alreraft configuration
* Entry procedune:
* AT reporting

HDB Approach
= Approach clearance
= {onfiguration

= Tracking, orientation, alviiwde, MDA

* [nterception of bearings
* Theriing, MAP
= AL conrdinarion

Missed approach
# L limb, Beading, altitude
* Conrrse Intercepton
= Climb checklist
* ATC. and CTAF

DME Arc
* Arc intetcoption

Landings * Orientation
* Narrrial » Hadial identification
* Crossiind * ATC and CTAF
= Noy flap
= Short field VOR Mpr“r_-_h
= Soft Geld = Approach dearmnce
= Balked (Co-around)
Aireraft Configuration
* Tracking, orientaticn
BLOCK 3: IFR OPERATIONS il
The pllot will review equipment requirements, chirts, 2 r'_“_“_" identification
it adrcraft-spedific procedures, * AIC and CTAF
GROUND: 1.0 HOURS GPS Approach
Requirements for Instrument Flight * Approsch clearance
» Pilost—Certificates, ratings, and currency * Appridich programming
» Afrcrafi—Hequired equilpment certilication = Approdach arm
RNAV/Lorin/GPS * Missed approach
Autopilot Circling Approach
= Altitude
Prefiight Briefing * Distarce from airport
* Tradffic avoidance
FLIGHT: 1.5 HOURS * MAP procedure
Clearance Copy, Accurate Readback * ATC and CTAF
Avionics configuration ILS Approach
Pretakeoff * Approach clearance
» Checklist * Alrcraft configuration

* Tracking, orientation
= Algitudes;, DH

* MAP procedure

= ATC and CTAR

» Clearance copy and readback
* Instruments

* Avionics

* Chiarts




Partial-Panol ASR or Aternate Approach
= Approach clearance
= Configuration
& CIriennation
= Altimides, MDA
+ MAP
#* ATC anil CTAF
» Unusual Artitudes

inoperative Equipment

= Lost communications: route and altimade, position

reporting approuch, holding

* Lost navigatonal equipment: Bevised mindimurms,
ATC report, altemative actions

* Altermator fallure: load shedding, Right plan revision

Flight Planning and Navigation
* Fuel; Wind and ATC mutings
» Mavigation
» Charts
» Navaids
* Planned descents

Emergancy Oporations
# In-kgha fire
« Turbulence
» Thunderstorms
o Jop

FLIGHT: 1.5 HOURS
Proflight Briefing

*AIC

¢ Line check
# Chaans, documents

Emergency Procedures v Checklist use

* Engine (ailure
= Afrframe ice

# Clearance copy and readback
o [ Mepuriure

= Vacuumi pumjy gvro faikicre

= Magnetic compkiss orentation Climb
= Electrical system failure » Checklist
* Fire
«ATC Cruise
s Checklist

* Poawer setting

BLOCK 4. CROSS-COUNTRY ~ *""
UFR/IFR OPERATIONS g ST

The pilot will demonstrate proficiency in VER and/or IFR
Cross-country operations.

v Alternator failine
» Load shedding
* Flight plan change

GROUND: 1.0 HOURS » AT coomndination

The Flight Environmant

v In-Might fire
¢ Checklist use

* Airspace
* FAR Paurt 91 Desceat
¢ Plamnimg
) » Foging emperature
* The atmosphere « Adrspecd
* Winds and clear air turbulence
* Clouds and thunderstorms Approach and Landing

= [cing

s Weather products and services available for pllof use

s Checklist use

s

I
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Safe Pilots. Safe Skies.

AOPA Air Safety Foundation

Chartered In 1950, thwe AOPA Ajr Safety Foundation i the nation’s
kirgest nonprofit organization providing aviation safety education and
programs o the general aviation community.

The mission of the Foundation is to save lives and promote accident
prevention through pilot education. To serve the nation’s 622,000
general aviation pilots, the Foundation:

* Malntains a national aviation salety database that contains NTSE
reports on general aviatlon accidents since 1982,

* Performs accident-trend research to focus Foundation resources on
the principal causes of accidents.

* Produces and disseminates aviation education and training videos,
pamphiets, books, and newsletters to increase afety awareness.

* Conducts specialired aviation training courses lor students and
imsbrucios,

* Provicdes tree public-senvice aviation safety seminars.
Where the RS —
Gifts to the Fuunltiun qualify for the federal charitable deduction

and take mamy forms, including cash, appreciated stock. insurance,
pledges, real estate, and personal property.

B Aviation Courses

I Public Ed./Development
B Safety Seminar Programs
O Endowment; Investment

[ Safety Database
[ Administration

All pilots who contribute $50 or more each year will receive the
Safety Advisor serkes on an annual basis, Contact ASF to take advan-
tage of this latest opportunity in safety education and awaneness.

An annual report is readily available by writing or calling the
Foundation at:

ADPA Air Safely Foundation
421 Aviation Way
Frederick, MD 21701
Bn/'638-3101

WWW.aopa.org asi




