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At first Cessna’s model
177 looked great, but it
was a performance flop.
A year later, one of
general aviation’s
prettiest-ever airplanes
was also one of the
most satisfying to fly.

By Bill Cox
Photography By James Lawrence
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may have been for that very reason
that Cessna set out in 1965 to design what
they hoped would be the sexiest, fixed-
gear, single-engine airplane ever built.
Appearance was one of the major con-
siderations in the design of the Cessna
Cardinal, perhaps in a perverse sense to
the detriment of the finished product.
The original Cardinal was swept,
flared and streamlined with a strutless,
lightweight version of the Cessna 210
Centurion’s wing, an aesthetic success
in every respect. The finished airplane
was so sexy, it looked almost Italian.
Cessna’s original intent was that the
Cardinal eventually would replace the
4 Skyhawk, as evidenced by the fact the
new model’s initial designation was 172].
(It was changed to 177 before introduc-
tion.) Trouble was, the airplane wasn't
quite ready in other areas. The stabilator
was overpowered, the engine was under-
powered and full fuel payload was poor,
Still, you couldn’t deny that the Cardi-
nal indeed was a futuristic design. Cessna
labeled the model 177 “The Airplane of
the 70s” and introduced it late in 1967,
Reviews were mixed at best, and those
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earliest of Cardinals earned a repl..ll'atlon
as poor weight-lifters that were tricky to
land. Cardinals didn't fly like co,nven-
tional Cessnas, because they weren't con-
ventional Cessnas, The tail was so power-
ful, pilots used to the more docile _S§<y-
hawk sometimes wound up porpoising
a Cardinal onto its nosewheel and prop.

By 1968, only a year after introductloi'll,
the company recognized the mode' ]
shortcomings and fixed most of them in
one fell swoop. Cessna slotted the stabi-
lator to decrease sensitivity, increased
power from 150 to 180 hp and bumped
up both gross weight and payload over
100 pounds.

The result was an airplane that out-
shone the well-established and best-
selling Skyhawk in nearly every respect.

Card was seven
than the 172, climbed 115
n quicker to a service ceiling that was
Imost 3000 feet higher and carried
nearly 100 pounds more useful load.
Of course, with 30 more horsepower
out front, you might have expected
some advantages, especially in climb.
The O-360 Lycoming and constant
speed prop that replaced the 0-320
engine and fixed-pitch blades made a
big difference. Extra power didn't
explain all the performance improve-
ment, though. The wing was notably
different from the Skyhawk’s. An
NACA 6400 series airfoil (later revised
to an NACA 2400 “Camber lift” design),
it was aerodynamically cleaner, flush.
riveted back to 50 percent of the chord,
and its 174-square-foot lifting surface
was abetted by semi-Fowler flaps that
translated aft as they deflected down.
Sounds like a sure formula for a runa-
way bestseller, doesn't it? Not necessar-
ily. Though sales in the first two years
numbered over 1100 units, subsequent
years saw sales drop to 200 or less fixed-
gear Cardinals. Even introduction of a
slick and speedy retractable version, the
Cardinal RG, couldn't save the model.
It was a case of a good airplane that fell
victim to its early bad press, By 1979, it
was all over, after Cessna had built 2 total
of 2751 Cardinal 177s,
Today, Cardinals newer than 1970 (the

ized ag am
inal 177B) are recognized as amop,
Card];r;:: usegl, high wing, fixed-gear
the os on the market. Atleast, most pilopy
i/u;wgo’ve flown the type agree the |ate,

me of the quickest-han .
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IC ard?iiléc‘satfﬂying Eesensy ﬁ?"d“ced'
mFg;:ank Busch certainly thinks so, A

i ice president and chief of oper.
:‘fﬁf:f gieT%VA who %nce workef:l for
d Hughes, Busch owns a pristine
I1_11)(;‘éwxlxr1odelgCardinal 177B. He bought
the airplane three years ago from
Screaming Eagle Aviation in Santa Paula,
Calif., and he’s been a happy Cardina]
ver since.
ov:;iléreding to Aircraft Bluebook Price
Digest, Busch's ‘76 model is wi)rth today
t the same numerical price it
f)kr’c?;lght new, between $30,000 and

$35,000. (That price obviously discounts
inflation. With the CPI factored in,
$35,000 of today’s dollars equal about
$15,000 in 1976 terms.)

From the moment you walk up to a
Cardinal, you can't help admiring the sim-
plicity and quicklines of the eager design.
The airplane isbuilt low, and windshield
and tail are rakish and swept to give the
impression of high Mach numbers while
the Cardinal is standing still. Predictably,
the cabin represents a series of com-
promises, but for the most part, they're
compromises that work. The doors open
afull 90 degrees to enhance entrance, and
even though those big doors are more
susceptible to misalignment because of
wind gusts, ease of entry is impressive.
You merely pop open the door and sit
down in the cabin as if you were climb-
ing aboard a Porsche,

Well, almost anyway. The Cardinal
employs a full cantilever wing (with a
rear spar that runs from tip to tip), and
the center section carrythrough hangs
down four inches from the roof, intrud-
ing into headroom as you make your
way into the back seat. Once you're
settled into the seats, the situation is
better. Cabin width is 44 inches wide at
the elbows, notably broader than a
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Look,_Ma, no struts! The Cessna
Cardinal was designed to be the
loveliest fixed-single ever.




Details above and right show the attention to swept, uncluttered lines, with lo?s oft :
unrestricted room for ingress/egress. The initial model was easy to overcontrol in pitc
due to a sensitive stabilator.
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OPPOSITE PAGE, TOP: The Cardinal has good landing manners: 65 knots in the
pattern, 55 touchdown is a breeze. LEFT: Screaming Eagle Aviation’s head honcho
Doug Dullenkopf goes along for the ride with Bill Cox. Cardinals love short field
challenges, says Cox. ABOVE: Basic panel shows room for more goodies.




Aircraft Comparison Chart

CARDINAL

Skyhawk or even a Bonanza.

If there’s any compromise with cabin
comfort in a Cardinal, it’s in height. The
airplane’s cabin is only about 42 inches
tall, and if it weren't for the laid-back,
sports car-style seating configuration,
seated headroom would be a problem.

Cardinal pilots and passengers find
visibility excellent in virtually every
direction. There’s no center post to inter-

rupt the windshield, and the forward
side windows fold well back along the
cabin. The pilot sits slightly forward of
the wing leading edge, so even the view
to the top is better than you might
expect. The panel on Busch's airplane is
the later version that spans the width of
the cabin rather than merely the left two-
thirds (with a glove box at far right), a
concession to automotive design that

Aircraft make/model: ngzniisls;;li 19;?;; ‘EI:“ 19;6 SXAASuntm‘
Used price: $31,000 $34,500 $26,250 never reIaHy had a chance of working on
Max level (mph): = oe/152 —L anDael;gi?: f}.\e gross weight increase to
Cranc/R s P L i 15760 2500 pounds, Cardinals are a little shy
Stall (mph): 46/53 49/56 53/61 of payload. The original owner of Frank
59 : 8.7 87 87 Busch’s airplane (like nearly all other
fue £ Gpnl Cardinal 177B owners) opted for the 60
Sest Rete of dunb Gy, = /2 &0 gallon tanks, relegating payload on the
SEICECETin gD, 14,600 15,000 13,800 test airplane to only 516 pounds. Con-
Takeoff over 50-ft obstacle: 1400 1625 1550 sider, th?ugh}'lthét aé;lgle fgc)g sataf, ge;‘;
e e e 1220 = 120 giinkigsruslseeﬁéuianjé plus reserve, longer
| Useful load (Ibs): 1005 1134 1040 than most pilots are willénﬁ%l tosit 1(1; Ortlg
Engine horsepower: 180 180 180 spot without a pit stop. Still, in order
Prog eller type: cs Fixed Fixed carry four full-size folks, you'd have to
: : offload nearly half that fuel and be left
Landing gear type: Tri/Fixed Tri/Fixed Tri/Fixed with only 33 gallons, three hours plus.
Fuel capactlys (gl 6 48 51 This makes the Cardinal a runner-up to
| Seating capacity: 4 4 4 Piper’s Archer in payload.

One area in which Cardinals excel,
however, is short field performance. The
model 177 beats everything in the fixed-
gear, 180hp class off the runway and back
onto it by a handy margin. Unobstructed
1500-foot strips will easily accommodate
a Cardinal if the pilot knows what he's
doing. Short field numbers over the
ubiquitous 50-foot obstacle are similarly
impressive, about 1400 feet at sea level.
With those slick wheelpants installed,

At North American
Institute of Aviation, you
come to be the best. But
| you don’t come to hang
, around. Thirteen
months, not two to four
years, is all the time it
takes to start and finish
our FAA-approved
course in aviation
maintenance technology.
This means we can train

year alone,

make up to $50,000 a year!*

| “Last year I was ou
| good job in a career

you, qualify you, and make
you available for the aviation job market while it's still red
hot—while 8,000 new openings are estimated for next

Current salaries for entry-level A&Pp jobs start from
$8 to $14 an hour, Experienced A&P technicians now

t of work. This year I have a
I'wasn’t even thinking about!”

ey

On-site housing and
small classes also make
it easier for average
students to learn here
and succeed. (And our
location, fifteen miles
from famous Myrtle
Beach, makes it easier
for our students to
recharge their batteries
on the weekends!)

Want more information? Why wait? Call or write us now.
For more information about
sional A&P trainin
1-800-345-6152.

NAIA's 13-month profes-

§ program call now, toll-free,

Our accelerated A &P (airframe and powerplant)
Program combines intense classroom instruction with
immediate hands-on training in our own dedicated hangars
at our own active airport.

North American Institute of Aviation

Conway—Horry County Airport, P.0. Box 680

In South Carolina, call (803) 397-91 11 o o on 3, SC 29526

(803) 626-3434.

*Source: FApA

Circle No, 34 on Reader Seryice Card
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With 60 gallons at 75-percent power, this bird wil] fly for six hours pus reserve, V
2. 10 ca

| load limits redyce fuel capacity to aboyy three houys

rry four people, though,



EMINENT CARDINAL

SPECIFICATIONS
Used Price: $31,000
Engine(s) make/model: Lyc. O-360-A1F6D

Horsepower @ rpm @ altitude: 180 @
2706)@ SL b

Horsepower for takeoff: 180

TBO hours: 2000

Fuel type: 100 ‘

Propeller make/type: McCauley CS, 76 in.
Landing gear type: Tri/Fixed

Max ramp weight. (Ibs): 2500

Gross weight (Ibs): 2500

Max landing weight (Ibs): 2500

Empty weight (std) (Ibs): 1495

Useful load (std) (Ibs): 1005
‘Useful load (equipped) (Ibs): 900
Payload (full std fuel) (bs): 606
Payload (full opt fuel) (gals): 540
Fuel capacity std/opt (gals): 50/61
Usable fuel std/opt (gals): 49/60

Oil capacity (qts): 9 .
Wingspan: 35 ft. 6in.
Overall length: 27 ft. 3in.
Heicht: 8¢ 7in.

Wing area (sq.ft.): 1736 =

Wing loading (Ibs/sq.ft.): 144

Equipped weight (as tested) (Ibs): 1600

/

1976 Cardinal 177B

Power loading (Ibs/hp): 13.9
Seating capacity: 4

Cabin doors: 2

Cabin length: 10 ft. 2 in.

Cabin width: 3 ft. 8 in.

Cabin height: 3 ft. 6 in.

Baggage capacity (Ibs/cu.ft.): 120

PERFORMANCE
Max level speed: 161/185

Cruise speed (knots): Best
Altitude Ecoixg;ny
75% power: 7500
55% Dower: 7500 104
Max range (nm): ;
75% povéer: 7500 ; gﬁ
55% power: - 10,000 .
 Fuel consumption (gph): .
75% power: ; -
55% power: 7:

_ Estimated endurance (65% power) (hrs): 6

 Stall speed (flaps down) (knots): 46
Best rate of climb (fpm): 840
Service ceiling (ft.): 14,600
Takeoff ground roll (ft.): 750

Takeoff over 50 ft. (ft.): 1400

~ Landing ground roll (ft.): 600

‘Landing over 50 ft. (ft.): 1220

hen military pilots fly a
mission that demands precise
navigation, they want an

uldn’t be appropriate for
1 but leave the wheels
g:ﬁ%ﬂ zf;rﬁ'fi bet the atilrptani‘ would do
: ‘ob in the bush.
aanl Cicrfg tffﬁlk? t]i)vo aboard on the day of
m {ests, I saw about 900 fpm on the
V1. Loading the airplane up to gross
would have reduced that number a lit-
tle but I'd bet not a lot. Book specs
advertise 840 fpm at gross, and past
experience in Cardil?als suggests that’s
ark.
noéaf:éiggflst ffa‘r/r; always laid claim to
some of the best handling of any
Cessna, and N604FB provgd the type. is
indeed something special. Despite
Cessna’s detuning of the stabilator in
1968, pitch response is qul.ck an.d light.
Better still, though, roll is delightful.
The airplane has the quickest roll rate
among Cessnas, and I'd bet it would
deliver a smooth, fast aileron roll if that
were legal. The Cardinal is a normal
category airplane, however, so you'll
have to content yourself with steep
turns up to 60 degrees.

I flew Busch’s Cardinal with Scream-
ing Eagle’s Doug Dullenkopf riding right
seat during a photo session, and it was
a refreshing experience. The Cardinal’s

the Cardinal wo

SOME OF THE MOST DEMANDING

Now you can take advantage of the
same technology with Trimble’s new
GPS Navigator? the first GPS receiver for

the specific runway you want to land
on, and the Navigator will put you right

big ailerons easily allowed me to offset
the vortices of the Saratoga SP photo

ship and snuggle up eight to 10 feet out
to photographer James Lawrence’s satis-
faction. That's something I wouldn’t do

n just any airplane, but it worked well

n the Cardinal.

Another nice feature of the Cardinal
1a steep bank is that you can sight right
own the leading edge of the wing at
our reference point. The Cardinal loves
o maneuver, and those pilots (such as
his one) who enjoy light, responsive

handling invariably will be impressed.

If the airplane’s looks and handling
suggest speed, the 177 delivers good per-
formance, though it's not exactly a
screamer. Level at 6500 feet on max
cruise, Busch’s Cardinal scored a
friendly 124 knots. That's hustling right
along on only 75 percent of 180 hp,
though it isn't up to the pace of a Tiger.
It's also arguably not any quicker than
an Archer, though Cessna’s book figures
suggest otherwise.

No matter. Flying a Cardinal is in some
respects its own reward. I've always been
more of a fan of low wings than high
wings, but I've got to admit the Cardi-
nal is a truly impressive airplane in

nearly all areas of comfort, efficiency and
performance. Service ceiling is up
around 15,000 feet, making the airplane
a decent high altitude machine. I'm not
certain I'd be wildly enthusiastic about
challenging Leadville, Colo., (elevation
9927 feet MSL) in summer, but Denver
might be manageable if the load wasn't
too heavy.

Landing a Cardinal isn't nearly the
challenge you might have been led to
expect from early reports. A speed of 65
knots around the pattern, 60 or even 55
knots if you need a super short field
effort, works well. Stall speed with full
flaps deflected is only 46 knots, so 55
knots provides the obligatory 1.2 Vy.

The initial problem with the flare on
Cardinals was the power of the stabila-
tor. On the first airplanes, pitching the
yoke forward before the airplane was on
the ground and fully stalled sometimes
resulted in a porpoise. After Cessna
reduced the stabilator’s power by slotting
the leading edge in the second year of
production, the problem went away, but
the stigma lives on.

Conversely, Cardinals benefit from fly-
ing behind perhaps the most durable
engine in the business. The O-360

range, your ground speed
and ground track, the
| estimated time en route

and a course deviation

and a wide variety of other functions.
The Navigator also incorporates

Jeppesen's NavData card—a complete

database of worldwide aviation information,

Lycoming in its various 180 hp yversions

is rated for 2000 hours. :

Like most Cessnas and the majority (_’f
other airplanes, Cardinals suffer their
share of maintenance problems in other
areas, though none are truly severe. In
addition to the standard seat rail Airwor-
thiness Directive, Cardinals some;txmes
experience abnormal corrosion in tl’}e
rear spar center section inside the cabin
where water collects. A steady diet of
hard landings tends to buckle the area
between the doorpost and firewall. Fuel
gauges often are unreliable and the wet
wings seem uncommonly susceptible to
condensation problems.

Quite often, circumstances conspire to
cause the early demise of a good air-
plane. That'’s exactly what happened in
the case of the Cardinal. The combina-
tion of what may have been an over-
eager introduction by Cessna and some
easily correctable, but well-publicized
deficiencies combined with competition
from the world’s most successful air-
plane contributed to the Cardinal’s death
by natural causes after only a 10-year run
ending in 1978.

It'’s a shame. The Cardinal deserved
better. P&P.

So now, no matter what your Wingsp
or thrust, you can fly with mililnry

precision—with the Navigator. Call
, or

an

write and we'll show you how

TrimbleNavigatio,

The Leader in GPS Techny
o ogy

For information cal ¢ -
Division at (408) 7;8‘32)/\\/@“0”
In Canada cal| (416) 677 4-7

e ¥ in

Circle No, 53 on R“\ier ger“
Servige Ca
r\l

edge. And today that edge is GPS. Because on the numbers.

the Global Positioning System is the most
accurate navigation system ever developed.
It gives them instantan-
eous positioning informa-
tion, anywhere in the
world, in any weather.

seneglaton | indicator (CDI). It can including airports, intersections, VORS,
automatically sequence g NDBs, MEAs and much more.
through flight plans

| with up to twenty legs,

But the Navigator is more than just a
GPS receiver. It’s a complete navigation
computer, giving you instant access to
a wealth of flight information, It can
calculate a bearing to any point on the
planet, and then simultaneously display
the destination name, its bearing and

And while you may never need to make
a carrier landing at night, itll change
the way you fly every day.
With typical accuracy
measured in just meters,
you can actually select

yi;vDﬂ‘a A subscription service that

B rmble42 2

keeps you current with

show you the nearest airport, plan monthly updates is available

vertical descents, calculate winds aloft direct from Jeppesen.

A Ve Wnegin, Waniaa G416 1@ 3 ra0emany of the Je0pEsen COrDOraUon.
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