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gulting wing heaviness Ciil be alleviated g radually by
turning the selector valve handle to the tank in the "heavy"
wing. The recommendod cruise el nmu'.u',:-nwni -
cedure for extended flight is to use the Left and right tank
alternately.

ELECTRICAL SYSTEM.

Flectrical energy is supplied by a 14-volt, direct-current sysiom
powered by an engine-driven alternator. The 12-volt battery i Loented
aft of the rear baggage compartment wall.

CIRCUIT BREAKERS.

All electrical circuits in the airplane, except the clock circuit, arc
protected by eircuit breakers. The clock has & geparate fuse mounted
adjacent to the battery. The stall warning transmitter and horn circuit
and the optional turn-and-bank indicator circuit are protected by 2 single
automatically resetting circuit breaker mounted behind the instrument
panel. The cigar lighter is protected by a manually reset type circuit
breaker mounted directly on the back of the lighter behind the ingtrument
panel. The remaining circuits are protected by vpush-to-reset” circuit
breakers on the instrument panel.

ROTATING BEACON (OPT).

The rotating beacon ghould not be used when flying through clouds

or overcast; the moving beams reflected from water droplets or particles
in the atmosphere, particularly at night, can produce vertigo and loss of
orientation.

CABIN HEATING, VENTILATING AND
DEFROSTING SYSTEM.

The temperature and volume of airflow into the cabin can be regulated
to any degree desired by manipulation of the push-pull "CABIN HEAT" and
"CABIN AIR'" knobs. Both control knobs are the double-button type with
friction locks to permit intermediate settings.

NOTE :
Always pull out the nCABIN AIR!" knob glightly when the
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STARTING ENGINE.

Set the mix-
several revolutiong with :
. s the
Ve Eoirtiedlcin mf n:-tarter. Repeat the starting proc:tltliiﬂrgﬂ G

— TAXIING

DIAGRAM

o )

USE UP AILERON ON

LH WING AND E
HEUTRAL ELEVATOR

USE UP AILERON ON

RH WING AND
EUTRAL ELEVATOR

USE DOWN AILERON ||
O LE WING AND

USE DOWH AILERON
ON RH WING AND

HOTE

Strofg quartering il winds reguire enution.
Avold sudden bursts of the throftle wmd shurgp
braking when the airplane is in thia attinde .,
Use the steerable nose wheel and medder o

maintain direction.

Figure 2-2,
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void overheating on the ground BT
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t low engine
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be made at 1700 RPM with the Propeller

rst to "R" position and

sl h back tp iti
FJ:-J::::EIII.E? Then move switch to "Ln ;?ot;}'tlignp::&tﬁ Tt et o
] we
en the two magnetos Operated singly shcmlz ﬁmbe :2: diﬁ'
concerning the operation of the ignitign iys-ﬂ 2

may be an indication of faulty
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onfirm whethar
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use for suspicion that the

of the setting

gine operation early in the take-
uggish engine accelera-

e .
gl‘a?&l are eg EClHﬂ har[n.fu.l t-:l
pl (}pellel' t]ps. iFIlE]I tak 01ES nnlst bE ]Ilﬂde over a gI avy El
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Very important that the thrott]
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e be advanced slowly. Thig a1

surface, it ig
lows the air-

plane to start rolling before high RPM is doveloped, amd the geavel will bo
blown back of the propeller rather than pulled inlo i,
Most engine wear oceurs [rom improper opervabion belore tho engloe
is up to normal operaling lemperatures, and operating al high powers and
RPM's. For this reagon the use of maximum power [or Galeoll ahowld e
Whenever poanible, reduea

limited to that absolutely necessary for safety.
take-off power to normal climb power,

Normal take-offs are accomplished with wiﬁg flapﬁ up,  Cow - lapas...
open, full throttle, and 2600 RPM., Reduce power to 23 inches ol -
fold pressure and 2450 RPM as soon as practical to minimize engine wanr,

e e
5’ Using 20° wing flaps reduces the ground run and total dislance over

the obstacle by approximately 20 per cent. Soft field take-ofis are por-
formed with 20” flaps by lifting the airplane off the ground as soon as
practical in a slightly tail-low attitude, However, the airplanc should
be leveled off immediately to accelerate to a safe climb speed,

If 20° wing flaps are used for take-off, they should be left down until
all obstacles are cleared. To clear an obstacle with wing flaps 20 degrees,
the best angle-of-climb speed (B0 MPH, IAS) should be used, If no ob-
structions are ahead, a best "flaps up" rate-of-climb speed (90 MPH, IAS)
would be most efficient, These speeds vary slightly with altitude, but they
are close enough for average field elevations.

Flap deflections of 30° to 40° are not recommended at any time for
take-off,

Take-offs into strong erosswinds normally are performed with the
minimum flap setting necessary for the field length, to minimize the drift
angle immediately after take-off. The airplane is accelerated to a speed
slightly higher than normal, then pulled off abruptly to prevent possible
settling back to the runway while drifting. When clear of the ground, make
a coordinated turn into the wind to correct for drift,

CLIMB.

A eruising climb at 23 inches of manifold pressure, 2450 RPM (ap-
proximately 75% power) and 100 to 120 MPH is recommended to save time
and fuel for the overall trip. In addition, this type of climb provides bet-
ter engine cooling, less engine wear, and more passenger comfort due to
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lywei ilpe loval,

WA s pecesunry to ellimb rapldly to clear mountains or reach favor-
dlale windm at high altitudes, the best rate-of-climb speed should be used

with maxdmum power, Thig speed is B8 MPH at sea level, decreasing
A M for ench 5000 [eol above sea level, |

1 an obst ruction ahead requires a steep elimb angle, the airplane L
gl b Plowen ad the begt aogle of elimb wit jmum |
o wil. hlsg gpoo g -_.f"'}

I Dadieed Lanadingg (po=wround) climb, the wing flap setting should be (f"l
coduced to 207 timedianlely after full power is applied. After all . I

obslacles are cleared and o safe altitude and airspeed are obtained, the '*’
wing) Mlaps should be roleacled,

CRUISE.

Mormal cruising is done between 65% and 75% power. The power
sollings required to obtain these powers at various altitudes and oulside
alr temperatures can be determined by using your Cessna Power Com-
pulir or the OPERATIONAL DATA, Section V.

i kb AIEEEEED 155.?%?5;}
75 6500 162 695
70 8000 160 735
65 10,000 158 785

Figure 2-3.
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assure prolonged engine life.

i , mixture ghoulkd
s in Section V, t!lu, mix ShauEE
e Sm}\:;lrol out until engine brcomvs vouply
e nt, Any change i albibude,
ange in the lean mixlure

To achieve the range i
Fie d this poi
sch mixture slightly beyond
;T;E“:leinr;s carburetor heat will require & ch
¥

getting.

ich the mixture to the
i wull carburetor heat may enri ¢ S0 i
1mﬂ£{p gﬁ;trllznrziu;ﬁess. To avoid this, lean the mixture as
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in the preceding paragraph.

STALLS.

istics a
The stall characteris
vided by a stall warning horn w!
the stall in all configurations.

re conventional and aural warning is h%ﬂ::
hich sounds between 5and 10 MPH2

maximum gross weight and aft ¢.g. position

Power-off stall speeds at indicated air-

resented in figure 5-2 as calibrated airspeeds since
i;ze[:is are unreliable near the stall,

i Should an inadvert-

ik in this airplane.
Intentional spins are prﬂh!.blted in this airp. B o Baan,

i hni
ent spin oceur, standard light plane recovery tec

LANDING.

1andings are usually ma

de .on the main wheels first to reduce the
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COLD WEATHER OPERATION.
STARTING,

'Jll(n |.-” h“ll ill]!—,’ on a CUM mor H-[]lg, lt
i 1h) il["l lhlntl[,’il SGUEIJI tlmES b? haﬂﬂ to‘

the oil, huy conservi
; rving battery energy. In
L extremely cold (0°F
and

lowor) weather, th
W » the use of an ext
Bt ar Reidi powere:ll;ernal preheater (for both the engine and

to obiain positive i
; startin
the eloctrieal s¥stem, i

!::s advisable to pull the
break loose' or "limber*

it ll;’.m-heat will thaw
Will be congealed prior to st i
usimg an external power somi:reﬂn& 4 ext_ i
portant, Refer tg Sectio raite

‘ n VI a
CEPTACLE, for operating détiffmgmph SRRV s

the oil trapped in

Cold wealher starting procedures are as follows:

ith Preheat:

(1) With magne

. fneto switeh "OFF" and throf open prime the
Eenpg;n:na- four to eight strokes as the proj llleu&' -1.-’2", on
: : bropeller ig being turned over hy

NOTE

Use

meLheav_r,r strokes of primer for

After Priming, push primehest e ot

r all the way in and

oN i) —

e S —

A

turn to locked position Lo avokd posaibdlity ol angline
drawing fuel through the primer.

{2) Clear propeller,

(3) Turn master switch "ON."

{4) Turn magneto switch to "DOTH, "

{3) Open throttle 1/2" and engage starter.

(6) Pull carburetor heat on aller engine has started, and lonve an
until engine is running smoothly.

Without Preheat:

(1) Prime the engine six to eight strokes while the propellor 1o
being turned by hand with throttle open 1/2". Leave primer chiryed
and ready for stroke.

{2) Clear propeller.

{3} Turn master switch "ON, "

(4) Turn magneto switch to "BOTH, "

{3) Pump throttle rapldly to full open twice. Return to 1/2" open
position.

{6) Engage starter and continue to prime engine until it is running
smoothly, or alternately, pump throttle rapidly over first 1/4 of
total travel.

{T) Pull carburetor heat on after engine has started. Leave on
until engine is running amoothly.

(B) Lock primer.

NOTE

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. Prehealt must be used before another start is
attempted.

IMPORTANT

Excessive priming and pumping throttle may cause
raw fuel to accumulate in the intake air duct, creat-
ing a fire hazard in the event of a backfire. If this
occurs, maintain a eranking action to suck flames

into the engine. An outside attendant with a fire
extinguisher is advised for cold starts without preheat.
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During o
AN cald wanldlop Uparations, no indication will be apparent
rent on

Al ol tam peratupe g NIRIE
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) 1y high manifold pressure
;}ptfmun_: mixture distribution, and avoid exceam: a0
n Ciduing fates 551ve manual leaning

(4) Avaid sudden th
& n throttle movements during ground and flight opera-
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the 32° to 70° range ing i i
et S ge where icing is eritical under certain atmospheric

Refer to Section Vi fo i
b T SYchEDﬁ weather equipment and operating details

HOT WEATHER OPE RATION.

The general warm tem
: : perature starting i i i
appropriate. Awvoid prolonged engine opera%luf{;;n::c?g;igﬂ P
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Aller u suitable Wil =up period (2 to 5 minuteg at 1000 RPM)

Sect in W

OPERATING LIMITATIONES

OPERATIONS AUTHORIZED.

Your Cessna, with standard couipment as certificated under FAA
Type Certificate No. 3A13, is approved for day and night operilion wndore

VFR. |

Additional optional equipment is available to increase its ulility sl to
make it authorized for use under IFIt diy and night. An owner of a proper-
ly equipped: Cessna is eligible to oblain apprdval for its ‘dperation on single
engine scheduled airline service under VIFR. ¥our Cessna Dealer will be
happy to assist you in selecting equipment best suitedito your needs,

MANEUVERS—NORMAL CATEGORY.

The airplane exceeds the requiremenls [or airworthiness of the
Federal Aviation Regulations, Part 3, scl [orth by the United States
Government, Spins and aercbatic mancuvers are not permitted in normal
category airplanes in compliance with these regulations. In eonnection

" with the foregoing, the following gross weipht and flight load factors apply:

2800 1bs,

Maximum Gross Weight . . . .
-1.52

Flight Load Factor* Flaps Up . . . .
Flight Load Factor* Flaps Down . . .

43.8
+3. 5

*The design load factors are 1507, of the above, and in
all cases, the structure meets or cxceeds design loads,

Your airplane must be operated in accordance with all FAA approved
markings, placards and check lists in the airplane. If there is any infor-
mation in this section which contradicts the FAA approved markings, pla-

cards and check lists, it is to be disregarded.
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