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OPERATING CHECK LIST

One of the first steps in obtaining the utmost performance, service,
and flying enjoyment from your Cessna is to familiarize yourself with
your airplane's equipment, systems, and controls. This can best be done
by reviewing this equipment while sitting in the airplane. Those items
whose function and operation are not obvious are covered in Section II.

Section I lists, in Pilot's Check List form, the steps necessary to
operate your airplane efficiently and safely. It is not a check list in its
true form as it is considerably longer, but it does cover briefly all of
the points that you should know for a typical flight.

The flight and operational characteristics of your airplane are normal
in all respects. There are no "unconventional' characteristics or opera-
tions that need to be mastered. All controls respond in the normal way
within the entire range of operation. All airspeeds mentioned in Sections
I, II and III are indicated airspeeds. Corresponding calibrated airspeed
may be obtained from the Airspeed Correction Table in Section VI,

BEFORE ENTERING THE AIRPLANE.

(1) Make an exterior inspection in accordance with figure 1-1,
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CIRCUIT BREAKERS AND FUSES.

Most of the electrical circuits in the aircraft are protected by '"push-
to-reset' circuit breakers mounted on the right side of the instrument
panel. Exceptions to this are the battery contactor closing (external pow-
er) circuit, clock and optional flight hour recorder circuits all having
fuses mounted near the battery., The landing gear circuit is protected by
a push-pull type circuit breaker on the right side of the instrument panel
and the cigar lighter has a manually reset type circuit breaker mounted '
on the back of the lighter socket.

' Wh.en more than one radio is installed, the radio transmitter relay
(yvhlch is a part of the radio installation} is protected by the navigation
11gh}s circuit breaker labeled "NAV LIGHTS'". If a malfunction in the
navigation lights system causes the circuit breaker to open, de-activating
the lights and transmitter relay, turn off the navigation light switch and
reset the circuit breaker, This will re-activate the transmitter relay
apd permit its usage. Do not turn the switch on again until the malfunc-
tion is corrected.

LIGHTING EQUIPMENT.
EXTERIOR LIGHTING.

Conventional navigation lights are located on the wing tips and top of
the rudder. Landing and taxi lights are installed in the nose cap, and a
flashing beacon is mounted on top of the vertical fin. Optional lighting
includes a strobe light on each wing tip and two courtesy lights, one under
each wing, just outboard of the cabin door. The courtesy lights are
operated by a switch located on the left rear door post. All exterior lights
except the courtesy lights, are controlled by rocker type switches on the ’
left switch and control panel. The switches are "ON' in the up position
and "OFF" in the down position.

The flashing beacon should not be used when flying through clouds or
overcast; the flashing light reflected from water droplets or particles in
the atmosphere, particularly at night, can produce vertigo and loss of
orientation.
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The two high intensity strobe lights will enhance anti- collision pro-
tection. However, the lights should be turned off when taxiing in the
vicinity of other aircraft, or during flight through clouds, fog or haze.

INTERIOR LIGHTING.

Illumination of the instrument panel is provided by four red flood
lights on the under side of the anti-glare shield, and a single red flood
light in the forward part of the overhead console. The magnetic compass
and radio equipment have integral lighting. Two rheostat control knobs
on the left switch and control panel operate the interior lights. One knob
is labeled "PANEL LIGHTS" and controls the lights in the glare shield,
overhead console and compass; the other knob is labeled "RADIO LIGHTS"
and controls the integral radio lighting. Both knobs rotate clockwise to

increase light intensity.

A cabin dome light is located in the aft part of the overhead console,
and is operated by a switch adjacent to the light, To turn the light on,
move the switch to the right.

The instrument panel console may be equipped with an optional cour-
tesy light, mounted at its base, which illuminates the forward cabin floor
area. This light is controlled by the courtesy light switch on the rear

door post.

An optional map light may be mounted on the bottom of the pilot's
control wheel. The light illuminates the lower portion of the cabin just
forward of the pilot and is helpful when checking maps and other flight
data during night operations. To operate the light, first turn on the "NAV
LIGHTS'" switch; then adjust the map light's intensity with the knurled
disk type rheostat control located at the bottom of the control wheel.

LANDING GEAR SYSTEM.

The retractable tricycle landing gear is extended and retracted by hy-
draulic actuators powered by an electrically-driven hydraulic power pack.
The power pack assembly is located aft of the rear baggage compartment
wall. Mechanically-actuated wheel well doors are provided for the nose
gear. They are open when the nose gear is down and closed when it is

retracted.

An over-center mechanical linkage provides a positive mechanical up
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and down lock for the nose wheel. The main gear utilizes electro-mech-
anical downlocks and hydraulic pressure for positive uplock. Main gear
uplock pressure is maintained automatically by the power pack assembly.
If pressure drops below that necessary to retain uplock pressure on the
main gear, the power pack will automatically compensate.

Two position-indicator lights, mounted to the left of the stabilator
trim control wheel, indicate that the gear is either up or down and locked.
Both the gear "UP" (amber) and gear "DWN" (green) lights are the press-
to-test type, incorporating dimming shutters for night operation. As an
additional reminder that the gear is retracted, a warning horn sounds in-
termittently whenever the throttle is retarded below approximately 12
inches manifold pressure (master switch on) with the gear up or not down
and locked.

LANDING GEAR POSITION HANDLE.

The gear position handle, mounted to the left of the engine controls,
has two positions (above center for gear up, and below center for gear
down) which give a mechanical indication of landing gear position. From
either position, the handle must be pulled out slightly to clear a detent
before it can be repositioned; operation of the landing gear system will
not begin until the handle has been repositioned. After the handle has
been repositioned, hydraulic pressure is directed within the system
to actuate the gear to the selected position. The gear handle will remain
in whichever position has been selected.

During a normal cycle, the gear locks up or down and the position in-
dicator light comes on indicating completion of the cycle. Landing gear
extension can be detected by illumination of the gear "DWN" indicator light
(green), absence of a gear warning horn with the throttle retarded below
approximately 12 inches manifold pressure, and visual inspection of the
main gear position. Indication of gear retraction is provided by illumin-
ation of the gear "UP" (amber) light. Should a gear indicator light fail
to illuminate, the light should be checked for a burned-out bulb by press-
ing to test. A burned-out bulb can be replaced in flight with the bulb from
the compass light.

A safety switch, actuated by the nose gear, electrically prevents
inadvertent retraction whenever the nose gear strut is compressed by the
weight of the aircraft. Also, a switch type circuit breaker is provided
as a maintenance safety feature. With the switch pulled out, landing gear
operation is prevented. After maintenance is completed, and prior to
flight, the switch should be placed in the on position (pushed in).
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EMERGENCY HAND PUMP.

The landing gear emergency hand pump is located on the floor between
the front seats and is used to manually extend the gear in the event of hy-
draulic pump failure. When not in use, the pump handle is retracted and
stowed beneath a hinged cover marked with a placard outlining emergency
operation procedures. Refer to Section III for emergency operation of the

hand pump.
HAND PUMP PRESSURE RELIEF VALVE.

When the emergency hand pump is used to manually extfand the land-~
ing gear, it activates valves within the hydraulic system 'to isolate and.
direct hydraulic pressure for manual extension only. This creates a dif-
ference in pressure between the emergency and normal 5ystems. There-
fore, a manual pressure relief valve is provided to eqya.hze system pres-
sures after using the emergency hand pump for extension.

The pressure relief valve knob, located directly under the forward
end of the hand pump, must be pulled up for approximately 5 seconds to
equalize pressure prior to retracting the landing gear.

CABIN HEATING, VENTILATING
AND DEFROSTING SYSTEM.

The temperature and volume of airflow into the cabin can Re regulated
to any degree desired by adjustment of a single "CABIN HEAT knop and
two "CABIN AIR" knobs. When partial cabin heat is desired, blending _
warm and cold air will result in improved ventilation and heat distribution

throughout the cabin.

Tront cabin heat and ventilating air from the main heat and ventilating
system is supplied by two manifolds located above and fOI‘V{aI‘d of the
pilot's and copilot's feet. Rear cabin heat and air is supplied by ducts
from both heat manifolds, one extending down each side of the cabin to a
floor level outlet at the front door post.

Windshield defrost air is supplied from the left cabin manifold; there-
fore, the temperature of the defrosting air is the same as heated cabin
air. A push-pull control knob labeled "DEFROSTER" regulates the vol-
ume of air to the windshield. Pull the knob out as necessary for defrost-
ing.
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Four separately adjustable overhead ventilator indivi
. R s supply individual
alr., two are n.aounted in a console above the pilot and co-pilot, and two
optional individual ventilators may be mounted in the rear cabin ceiling.

Additiqnal ground and flight ventilation is available through an open-
able vent window in each cabin door. These windows can be opened at
speeds up to 120 MPH by rotating the crank located below the window.

SHOULDER HARNESSES.

Shoulder harnesses are provided as standard equipment for the pilot
and front seat passenger, and as optional for the rear seat passengers.

) Each front seat harness is attached to a rear door post just above
wmdqw line and is stowed above the cabin door. When stowed, the har-
ness is held in place by two retaining clips, one above the door and one at
the top of the forward door post. The optional rear seat shoulder harness-
:iaare atttzzched adjacent to the lower corners of the rear window. Fach

T seat harness is stowed behind a retaini i
oo of the ot aie iowe etaining clip located at the bottom

To use the front and rear seat shoulder harnesses, faste j
the seat belt first. Remove the harness from the stow,ed psotsintizﬁd 2?11111“
lengthen as required by pulling on the end of the harness and the r;arrow
re}ease strap. Snap the harness metal stud firmly into the retaining slot
adjacent to the seat belt buckle. Then adjust to length by pulling down on
the free end of the harness. A properly adjusted harness will permit the
occupant to lean forward enough to sit completely erect but is tight enough
to prevent excessive forward movement and contact with objects during
sudden deceleration. Also, the pilot will want the freedom to reach all
centrols easily.,

) Releasing and removing the shoulder harness is accomplished by pull-
ing upward on the narrow release strap, and removing the harness stud
from the slot in the seat belt buckle. In an emergency, the shoulder har-
ness may be removed by releasing the seat belt first, and pulling the har-
ness over the head by pulling up on the releage strap.

STARTING ENGINE.

) In coh:i weather, the engine compartment temperature drops off rap-
idly following engine shutdown and the injector nozzle lines remain nearly
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full of fuel. Cold weather starting procedures are therefore relatively sim-
ple with highly predictable results. However, in extremely hot weather,
engine compartment temperatures increase rapidly following engine shut-
down, and fuel in the lines will vaporize and escape into the intake manifold.

Hot weather starting procedures depend considerably on how soon
the next engine start is attempted. Within the first 20 to 30 minutes after
shutdown, the fuel manifold is adequately primed and the empty injector
nozzle lines will fill before the engine dies. However, after approximately
30 minutes, the vaporized fuel in the manifold will have nearly dissipated
and some slight "priming” could be required to refill the nozzle lines and
keep the engine running after the initial start.

Should the engine tend to die after starting, turn on auxiliary fuel pump
temporarily and adjust throttle as necessary to keep the engine running.

Weak intermittent firing followed by puffs of black smoke from the
exhaust stack indicate over priming or flooding. In this event, turn the
auxiliary fuel pump "OFF," open the throttle from 1/2 to full open and
continue cranking with the mixture full lean. When the engine fires,
smoothly advance the mixture control to full rich and retard the throttle

to desired idle speed.

If the engine is underprimed (most likely in cold weather with a cold
engine) it will not fire at all, and additional priming will be necessary.

After starting, if the oil pressure gage does not begin to show pres-
sure within 30 seconds in the summertime and about twice that long in
very cold weather, stop the engine and investigate, Lack of oil pressure
can cause serious engine damage.

NOTE

Additional details concerning cold weather starting
and operation may be found under “COLD WEATHER
OPERATION" paragraph in this section,

TAXIING.

When taxiing it is important that speed and use of brakes be held to
a minimum and that all controls be utilized (see taxiing diagram, figure
2-4) to maintain directional control and balance. Taxiing over loose
gravel or cinders should be done at low engine speed to avoid abrasion
and stone damage to the propeller tips.
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CRUISE.

Normal cruising is done between 65% and 75% power. The power
settings required to obtain these powers at various altitudes and outside
air temperatures and corresponding fuel flow settings can be determined
by using your Cessna Power Computer or the OPERATIONAL DATA,

Section VI.

The Maximum Cruise Speed Performance table, figure 2-5, shows
that cruising can be done most efficiently at higher altitudes because very
nearly the same cruising speed can be maintained at much less power.
The altitudes in the table reflect the maximum altitudes for each power
listed, using 2500 RPM and full throttle. All figures in this chart and in
Section VI are based on lean mixture, 50 gallons of fuel (no reserve),
zero wind, standard atmospheric conditions, 2800 pounds gross weight,
and cowl flaps closed.

For maximum engine service life, the cylinder head temperature
should be maintained below 410°F, or approximately three fourths of
the normal operating range (green arc).

For greater cruising range at a given throttle setting, select the low-
est engine RPM in the green arc range that will give smooth engine opera-

tion.

The fuel injection system used on this airplane is considered to be
non-icing. In the event the main intake filter becomes blocked, an alter -
nate intake valve opens automatically, supplying unfiltered air from the

MAXIMUM CRUISE SPEED PERFORMANCE

TRUE
%BHP GAL/HR ALTITUDE AIRSPEED RANGE
75 10.8 7000 170 785
70 10.0 9000 167 835
65 9.4 10, 500 165 880
Figure 2-5,

lower engine compartment and resulting in approximately a 5% power loss
at full throttle.
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SPINS.

Intentional spins are prohibited in this airplane. Should an inadver-
tent spin occur, the following recovery technique may be used.

(1) Retard throttle to idle position. ]
(2) Apply full rudder opposite to the direction of rotation.
(3) After one-fourth turn, move the control wheel forward of neutral

in a brisk motion. AN
(4) As rotation stops, neutralize rudder, and make a smooth recov- boo

ery from the resulting dive. I

STALLS.

The stall characteristics are conventional and aural warning is pro-
vided by a stall warning horn which sounds between 5 and 10 MPH above

the stall in all configurations.

Power-off stall speeds at maximum gross weight anq aft c. g posi-
tion are presented on page 6-2 as calibrated airspeeds since indicated

airspeeds are unreliable near the stall.

BEFORE LANDING.

The landing gear is normally extended before entering the traffic pat-
tern. This practice will allow more time to confirm that the landing gear
is down and locked. As a further precaution, the landing gear may be left
extended in go-around procedures or traffic patterns for touch-and-go

landing.

Landing gear extension can be detected by illumination of the gear
"DWN" indicator light (green), absence of a gear warning horn with the
throttle retarded below approximately 12 inches of manifold pressure,
and visual inspection of the main gear position.
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LANDING.

Normal landing approaches can be made with power on or power off
at speeds of 80 to 90 MPH with flaps up and 70 to 80 MPH with flaps
down. Surface winds and air turbulence are usually the primary factors
in determining the most comfortable approach speeds. Slips are per-
mitted with any desired flap setting. Actual touchdown should be made
with power off and on the main wheels first.” The nose wheel should be
lowered smoothly to the runway as speed is diminished.

Full down stabilator (control wheel positioned full forward) should not
be used during the ground roll. This reduces the weight on the main
wheels which causes poor braking and increases the possibility of sliding
the tires.

SHORT FIELD LANDINGS.

For a maximum performance short field landing in smooth air condi-
tions, make an approach at 72 MPH with full flaps using enough power to
control the glide path. (Slightly higher approach speeds should be used
under turbulent air conditions). After all approach obstacles are cleared,
progressively reduce power and maintain 72 MPH by lowering the nose of
the airplane. Touchdown should be made with power-off and on the main
wheels first. Immediately after touchdown, lower the nose wheel and ap-
ply heavy braking as required. For maximum brake effectiveness, retract
the flaps, hold the control wheel full back, and apply maximum brake pres-
sure without sliding the tires.

CROSSWIND LANDINGS.

When landing in a strong crosswind, use the minimum flap setting re-
quired for the field length. Although the crab or combination method of
drift correction may be used, the wing-low method gives the best control.
After touchdown, hold a straight course with the steerable nose wheel and
occasional braking if necessary.

The maximum allowable crosswind velocity is dependent upon pilot

capability rather than airplane limitations. With average pilot technique,
direct crosswinds of 15 knots can be handled with safety.

BALKED LANDING (GO-AROUND).

In a balked landing (go-around) climb, apply full throttle and 2700
RPM smoothly, and reduce wing flaps promptly to 20°. Upon reaching
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an airspeed of approximately 75 MPH, flaps should be slowly retracted
to the full up position.

If obstacles are immediately ahead during the go-around, the landing
gear should be left down and the wing flaps should be left at 20° until ob-
stacles are cleared. At field elevations above 3000 feet, the mixture
should be leaned for maximum power.

COLD WEATHER OPERATION.
STARTING.

Prior to starting on a cold morning, it is advisable to pull the pro-
peller through several times by hand to '"break loose' or "limber' the
oil, thus conserving battery energy.

NOTE

When pulling the propeller through by hand, treat it as if
the ignition switch is turned on. A loose or broken ground
wire on either magneto could cause the engine to fire.

In extremely cold (0°F and lower) weather, the use of an external pre-
heater and an external power source are recommended whenever possible
to obtain positive starting and to reduce wear and abuse to the engine and
the electrical system. Pre-heat will thaw the oil trapped in the oil cooler,
which probably will be congealed prior to starting in extremely cold tem-
peratures. When using an external power source, the position of the mas-
ter switch is important. Refer to Section VII, paragraph GROUND SER-
VICE PLUG RECEPTACLE, for operating details.

Cold weather starting procedures are the same as the normal starting
procedures in Section I. Use caution to prevent inadvertent forward move-
ment of the airplane during starting when parked on snow or ice.

NOTF

If the engine does not start during the first few attempts,
or if engine firing diminishes in strength, it is probable
that the spark plugs have been frosted over. Preheat
must be used before another start is attempted.
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During cold weather operations, no indication will be apparent on the
oil temperature gage prior to take-off if outside air temperatures are
very cold, After a suitable warm-up period (2 to 5 minutes at 1000 RPM),
accelerate the engine several times to higher engine RPM. If the engine
accelerates smoothly and the oil pressure remains normal and steady,
the airplane is ready for take-off.

STATIC PRESSURE ALTERNATE SOURCE ‘VALVE.

A static pressure alternate source valve is installed in the left side

of the instrument panel for use when the external static source is mal- L

functioning. This valve supplies static pressure from inside the rear
fuselage instead of the external static ports. An external condensate
drain, located in the alternate source line under the pilot's floorboard,
is provided for periodic draining of any moisture accumulation.

If erroneous instrument readings are suspected due to water or ice
in the pressure lines going to the standard external static pressure source,
the alternate static source valve should be pulled on.

Pressures within the rear fuselage will vary with open cabin ventila-
tors and vent windows. With the windows closed, the most adverse vent
configuration results in minor airspeed and altimeter variations of less
than 5 MPH and 50 feet, respectively. However, opening the vent win~
dows may result in large errors (depending on the sealing effectiveness
of the baggage curtain) which increase with increasing airspeed. For
example, at the placarded maximum window open speed of 120 MPH, the
airspeed indicator and altimeter may read low by as much as 12 MPH and
90 feet, respectively. To avoid the possibility of large errors the win- '
dows should not be open when using the alternate static source. ‘

HOT WEATHER OPERATION.

The general warm temperature starting information on page 2-10 is
appropriate. Avoid prolonged engine operation on the ground.
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EMERGENCY PROCEDURES

Emergencies caused by aircraft or engine malfunctions are extreme-
ly rare if proper pre-flight inspections and maintenance are practiced.
Enroute weather emergencies can be minimized or eliminated by careful
flight planning and good judgemerit when unexpected weather is encounter-
ed. However, should an emergency arise the basic guidelines described
in this section should be considered and applied as necessary to correct
the problem.

ELECTRICAL POWER SUPPLY SYSTEM MALFUNCTIONS.

Malfunctions in the electrical power supply system can be detected
by periodic monitoring of the ammeter and over-voltage warning light;
however, the cause of these malfunctions is usually difficult to determine.
A broken alternator drive belt or wiring is most likely the cause of alter-
nator failures, although other factors could cause the problem. A damaged
or improperly adjusted voltage regulator can also cause malfunctions.
Problems of this nature constitute an electrical emergency and should be
dealt with immediately. Electrical power malfunctions usually fall into
two categories: excessive rate of charge and insufficient rate of charge.
The paragraphs below describe the recommended remedy for each situa-

tion.
EXCESSIVE RATE OF CHARGE.

After engine starting and heavy electrical usage at low engine speeds
(such as extended taxiing) the battery condifion will be low enough to ac-
cept above normal charging during the initial part of a flight. However,
after thirty minutes of cruising flight, the ammeter should be indicating
less than two needle widths of charging current. If the charging rate were
to remain above this value on a long flight, the battery would overheat
and evaporate the electrolyte at an excessive rate. Electronic compo-
nents in the electrical system could be adversely affected by higher than
normal voltage if a faulty voltage regulator setting is causing the over-
charging. To preclude these possibilities, an over-voltage sensor will
automatically shut down the alternator and the over-voltage warning light

LS




will illuminate if the charge voltage reaches approximately 16 volts.
Assuming that the malfunction was only momentary, an attempt should be
made to reactivate the alternator system. To do this, turn both sides of

the master switch off and then on again. If the problem no longer exists,
normal alternator charging will resume and the warning light will go off.

If the light comes on again, a malfunction is confirmed. In this event, the
flight should be terminated and/or the current drain on the battery mini-
mized because the battery can supply the electrical system for only a lim-
.ited period of time. Power must be conserved for later operation of the land-
ing gear and wing flaps and possible use of the landing light during landing.

INSUFFICIENT RATE OF CHARGE.

If the ammeter indicates a continuous discharge rate in flight, the
alternator is not supplying power to the system and should be shut down
since the alternator field circuit may be placing an unnecessary load on
the system. All non-essential equipment should be turned "OFF' and the
flight terminated as soon as practical.

ROUGH ENGINE OPERATION OR LOSS OF POWER.
SPARK PLUG FOULING.

A slight engine roughness in flight may be caused by one or more
spark plugs becoming fouled by carbon or lead deposits. This may be
verified by turning the ignition switch momentarily from "BOTH" to
faither "LEFT" or "RIGHT" position. An obvious power loss in single
}gnition operation is evidence of spark plug or magneto trouble. Assum-
ing that spark plugs are the more likely cause, lean the mixture to the
normal lean setting for cruising flight, I the problem does not clear up
in several minutes, determine if a richer mixture setting will produce
smoother operation. If not, proceed to the nearest airport for repairs
using the "BOTH" position of the ignition switch unless extreme rough-
ness dictates the use of a single ignition position.

MAGNETO MALFUNCTION.

A sudden engine roughness or misfiring is usually evidence of mag-
neto problems. Switching from "BOTH'" to either "LEFT" or "RIGHT"
ignition switch position will identify which magneto is malfunctioning,
Select different power settings and enrichen the mixture to determine if
continued operation on "BOTH' magnetos is practicable. If not, switch
to the good magneto and proceed to the nearest airport for repairs.
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LOW OIL PRESSURE.

If low oil pressure is accompanied by normal oil temperature, there |
is a possibility the oil pressure gage or relief valve is malfunctioning. A
leak in the line to the gage is not necessarily cause for an immediate pre-
cautionary landing because an orifice in this line will prevent a sudden
loss of oil from the engine sump. However, a landing at the nearest air-
port would be advisable to inspect the source of trouble.

I low,or a total loss of oil pressure is accompanied by a sudden rise
in oil temperature, there is reason to suspect an engine failure is immi-
nent. Reduce engine power immediately and select a suitable forced land-
ing field. Leave the engine running at’low power during the approach,
using only the minimum power reéquired to reach the desired touchdown

spot.

LANDING GEAR MALFUNCTION PROCEDURES.

In the event of possible landing gear retraction or extension malfunc-
tions, there are several general checks that should be made prior to
initiating the steps outlined in the following paragraphs.

In analyzing a landing gear malfunction, first check that the master
switch is "ON" and the "LDG GEAR'" and "GEAR IND" circuit breakers
are in; reset if necessary. Also, check both landing gear position indi-
cator lights for operation by "pressing-to-test' the light units and rotating
them at the same time to check for open dimming shutters. A burned-out
bulb can be replaced in flight by using the bulb from the compass light or
remaining gear position indicator light.

RETRACTION MALFUNCTIONS.

If the landing gear fails to retract normally, or an intermittent gear
"UP" indicator light is present, check the gear "UP" indicator light for
proper operation and attempt to recycle the landing gear. Place the land-
ing gear handle in the "DWN'" position. When the gear "DWN" indicator
light comes on, pull the hand pump pressure relief valve up for at least
five seconds, Reposition the gear handle in the "UP" position for another
retraction attempt. If the gear "UP" indicator light still fails to illumi-
nate, an immediate landing is not necessary. The flight may continue
to an airport having maintenance facilities if, after the gear has been
apparently retracted, cruise speed appears normal with no abnormal
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TOP PROP, Inc. AFM Supplement
#14 Minot International] Airport Cessna KEIB oX 177RG
Minot, ND 58701 sTC #:_SA1557GL

Limitations Section

Propeller Hartzell

Pitch: High 30.5 +-0.5, Low 9.2 +- 0.1

at 30 1inch station
Maximum diameter: 74 inches

Minimum diameter:___73 _ inches

Power instruments Tachometer: (normal operating range)

Green Arc: 500 to 2700 rpm

Red Radial:(maximum continuous power)

2700rpm

Placards Aviod continuous operation below 15"
between 1950 and 2350 rpm.

Procedures Section

no change

Performance Section

no change

S4A Approved - Date: 1,29/ 7/
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