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come up: A pilot who learned to fly in
a 150 could be counted on to buy a
172 or a 182 when decision time rolled
around. Would this type of a purchaser
also respond favorably to a radical
design deparlure?

This was serious business. Early sales
figures for 1967 Skyhawks indicated
that they would not be moving-as fast
as they had the year before. The com-
petition was worrisome. Piper’s Chero-
kee 150s and 160s were selling well;
they were a few knots faster than the
Skyhawks and had base prices $1,000
ta $2,000 less than the Skyhawk’s
$12,750. Beech's Musketeer had a
base price identical to the Skyhawlk's
but a larger, more comfortable cabin
and its sales were holding their own,

Qut of this corporate quandary was
born the Cessna 177, better known as
the Cardinal. The idea—for the first
two production years, anyway—was to
produce both the Skyhawk and the
Cardinal and see which way buyers
leaned. It was an expensive decision.
The Cardinal and its retractable-gear
derivative, the Cardinal RG, have more
refined features than the rest of Cess-
na‘s singles. Some features were adapl-
ed from Cessna’s top-of-the-line sin-
gle, the 210 Centurion, which had
been in production since 1959.

Far example, the Cardinal has canti-
levered (strutless) wings, just like the
210. Extra-heavy wing spars make this
possible. Instead of the Skyhawk’s
simple, piano-hinged ailerons, the Car-
dinal’s move on a sel of bearings, also
borrowed from the 210. Likewise, the
fuel vents are located at the wing's
trailing edge, eliminating the chance of
any icing problems in that area.

There were other innovations that
made the Cardinal stand out. The wing
is a NACA 6400-series laminar-flow
airfoil, with fAush riveting halfway
down its chord. The wide-span, “para-
lift” flaps have a variable chord, nar-
rower at the outboard portions and
thicker at the wing roots. The flaps also
have a semi-Fowler action, meaning
that they extend aft slightly wlhen low-
ered, giving more lift at slower air-
speeds: The Cardinal’'s main landing
gear is one conically tapered piece with
machined, tubular structures and with
molded rubber bushings at the out-
board attach points. Cessna called the
new gear arrangement “cushion-ride”
because of the gear's ability to flex in
all directions and dampen side loads.

The gear was much more complex than
the rigid, spring-steel Land-O-Matic
gear used on the Skyhawks.

The Cardinals: were also the first
Cessna airplanes to use a stabilator in-
stead of a conventional elevator. This,
and the modified Frise aileron design;
gives the Cardinal rather quick control
responses. Only very light control
pressures are needed to effect a change
in the airplane’s attitude.

These engineering efforts were a nice
touch, but Cessna was selling more

has its leading edge sel back to a point
just above the pilot's head. From the
front seats, the wings give the impres-
sion of being extensions of Lhe pilot’s
shoulders. Visibility is-very good for a
high-wing design.

A pair of huge, four-foot wide doors
open a full 90 degrees to allow an un-
encumbered entry te the cabin, The
absence of struts makes climbing in
and out easier, toe. The cabin itself is
unusally large for any single, let alone a
Cessna. The front seals are vertically
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than a package of new technology. The
car/airplane analogy was seized upon
by, Cessna’s: marketing staff. The early
brochures featured a Day-Glow print
job and showed an amorous young
couple lounging around the Cardinal, a
Corvette Sting Ray in the background.
Speaking of prospeclive owners, the
brochures said that “they’re a new fy-
ing generation, . .Cardinal people, and
the Cardinal has flown right out of the
future to meet them more than half-
way." Other passages proclaimed the
“fastback revolubon” and called the
Cardinal “the airplane of the seven-
ties.” The message was youth, energy,
speed. and style.

The styling was designed to impress
pilots and passengers alike. A Cardinal
sits low to the ground (23 inches), Its
large windshield slants back at a rakish
45-degree angle to meet a wing that

adjustable and even recline. Front- and
rear-seat occupants have plenty of leg-
room, and the width of the cabin (3
feet by 8 inches) means thal no one
will have that packed-in feeling, Head-
room is a bit diminished, though, be-
cause of the size of the wing spars,
On the whole, the Cardinal's interior
is vastly preferable to that of the Sky-
hawk’s; on a scale from one to 10, I
give the Cardinal’s a nine, and the Sky-
hawk’s a two. And what is that at the
front of the door? A crank-operated
vent window, just like the ones auto-
mobiles used to have. | tell you; they
thought of everything in the creature-
comtorts of this airplane. Why, if you
bought a Cardinal ($1,500 extra) in-
stead of the standard 177, you even
had rear-seal armrests and ashtrays, a
carpeted baggage area, scuff panels,
seat-back map pockets; a clock, outside

ADPA PILOT = 35




=
cotdirited

air temperature gauge, a set of vacuum-
driven gyro instruments, speed fairings
and white sidewall tires. It was an air-
plane calculated to take some of the
disbelief out of the stares of your rela-
tives as you taxied up for your Christ-
mas visit. Most pilots agree that the
177 series is the best-looking and most
comfortable of all the singles that
Cessna ever produced.

But you have to take the bad with
the good, and the 177/Cardinal and
Cardinal RG, as with any airplane,
have their drawbacks. We can look at
the changes Cessna made over the
years to see how some of their short-
comings were dealt with.

The first 177s and Cardinals came
with 150-hp Lycoming O-320-E en-
gines and fixed-pitch propellers.
Though the handbook claimed a 670-
fpm climb rate on a standard day—
consistent with the performance of any
150-hp single-engine airplane—the
1968 Cardinal acquired a reputation as
a slow airplane that was reluctant to
climb as well as promised. Perhaps
owners and pilots were disappointed
that such an aerodynamically clean air-

plane would not climb or cruise faster,
But because of the model’s 150-hp and
a gross weight of 2,350 pounds, you
can expect only so much.

The controversy surrounding the
1968 Cardinal’s allegedly poor per-
formance was fueled by an investiga-
tion that followed a crash in 1972, A
Cardinal with four people aboard took
off from a field with a density altitude
of 5,000 feet and shortly thereafter
crashed. The pilot’s survivors hired a
test pilot to take another look at the
Cardinal’s book figures, Using test
methods no more scientific, definitive
or reliable than those used by Cessna,
this investigation concluded that the
150-hp Cardinal’s sea-level, standard-
day rate of climb was really 560 fpm.

The Skyhawks of the day, even
though they had only 145 hp, could
outperform the Cardinal because of
their lower empty weights, higher use-
ful loads and lighter fuel loads. They
were as fast and cost about $1,500 less.

Comparing the Cardinal to the Sky-
hawk brings to mind some complaints
registered by fixed-base operators and
Cessna dealers who were unfamiliar

with this new airplane’s handling qual-
ities. For an airplane that was meant to
replace the Skyhawk, it had some very
different characteristics, Takeoffs and
landings were the biggest concerns.

Picture the scene; Along came a pro-
spective customer or a pilot wanting a
check-out in this sharp-locking new
airplane. He might have been familiar
with the Skyhawk’s behavior near the
ground, but the slippery Cardinal with
its fancy new stabilator had some sur-
prises in store for him. The sensitivity
of the controls often meant that the
neophyte Cardinal pilot would leap
suddenly into the air on takeoff. Using
10 degrees of flaps for takeoff (the flap
switch has preselect positions and a
flap position indicator to aid in setting
flaps) can make for an easier transition
to flight; the flight manual recommends
this technique.

On final, the tendency was to come
in hot, the pilot unaware that it can be
easy for a Cardinal to pick up airspeed,
if neglected, and difficult to bleed off
that extra speed without consuming a
lot of runway. The lightness of the sta-
bilator forces often meant that the pilot
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would overcontrol, sending the Cardi-
nal porpoising down the runway. Un-
der certain high-angle-of-attack situa-
tions, the stabilator of the 1968 177/
Cardinal could stall before the wings.
This guarantees a sudden pitchdown.
In April of 1968 a fat service letter,
SE68-14, arrived at Cessna dealers. The
service letter detailed Operation “Car-
dinal Rule”—a series of 23 inspection,
installation and modification instruc-
tions to be carried out immediately on
all 177s and Cardinals. Among the 23

was a modification requiring slots just
behind the leading edges of the stabila-
tor. The air flowing through the slots
and over the top of the stabilator delays
the onset of a stabilator stall.

The 1969 model year brought with
it the 177A and Cardinal and a pre-
dictable increase in horsepower. The
150-hp engine was replaced with a
180-hp Lycoming O-360-A. This pro-
vides a better published rate of climb
(760 fpm), a 150-pound increase in
gross weight and a four-knot increase
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in cruise speed. Loading still has to be
managed carefully with these models
because with full fuel, the unequipped
177 can carry only 841 pounds and
the Cardinal 766. As with the 1968
models or, for that matter, any other
single or light twin, partial fueling is
necessary more often that not when
four passengers plus baggage are on
board. A series of holes in the fuel tank
filler necks indicates when 21.5 gallons
are in each tank; filling to these marks
gives you an additional 36 pounds in
useful load.

There was another change made to
the stabilator, too, besides the slots.
The control linkage was changed. The
ratio between control-wheel move-
ment and stabilator travel was reduced,
presumably to reduce the tendency to
overcontrol in the flare. In the same
vein, a beefed-up tiedown ring (now
called a combination tiedown ring and
tail skid) was installed, along with an
upswept, reinforced tailcone. Those in
the know say that one quick way to tell
a 1968 from a 1969 is to look carefully
at the tail. If the slots have that feld-
installed, Bond-o look, if the tiedown
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ring shows scrape marks and if the tail-
cone is wrinkled, it is o 1968.

The bad reputation established by
the underpowered 1968 Cardinal
plagued each of the succeeding models,
In spite of the consistent pattern of
yearly improvements. After an initial
burst of success, sales never revived.
The drop in sales was so profound
{1,158 in 1968, 255 in 1969) that one
wonders why Cessna built them for 10
vears. Meanwhile, sales of the Sky-
hawk resumed their normal vigor, out-
selling the Cardinal by up to 10 o one.

The 177B came next, in the 1970
model year. This time, a constant-
speed propeller and cowl flaps were
added, along with a more docile,
NACA 2400-series airfoil, which low-
eied stall speed by three knots. Per-
formance went up; sales went down,
this time to 160 airplanes.

We might just as well end the histo-
ry of the fixed-gear Cardinals with the
1778, because no more new model
designations were made. There were
some minor changes. In 1971, Cessna
put extra padding in the panel and
doat posts, offered inertial-reel shoul-
der harnesses as an option and rear-
ranged the landing light i a newly de-
signed nose cap. In 1972, 177s and
Cardinals came with padded yokes, a
bonded-metal cowling and polyure-
thane gear bushings, instead of the old
rubber ones. [n 1973, optional 60-gal-
lon leng-range fuel tanks were offered.
In 1975, the “Buy n’ Fly” program was
instituted, a sure sign that Cessna was
desperate to sell Cardinals. If you
bought a 177/Cardinal, Cessna would
foat the bill for your private pilot li-
cense. If you bought a Cardinal Il with
Nav-Pac (an ARC 300 Nav/Com,
transponder and automatic direction
finder), Cessna would pay for your in-
strumenl rating, too. That same year,
the door hinges were strengthened, and
cruise speed went up a few knots
thanks to some changes in the engine's
cooling baffles and cow! openings. The
reason for the beelier door hinges is
simple: The doers are so heavy and
large, they can overstress their mounts.
They also act as very efficient sails in
windy conditions. More than one pilot
has parked the Cardinal with its tail to
the wind, then opened the deor, only
to have it yanked from his grip and
thrown forward against the cowling.

The really big change to the 177 se-
ries was announced by Cessna in De-

cember 1970, and the news hardly was
unexpected. Production of the Cardinal
RG had begun.

With a 200-hp, fuel-injected Ly-
coming [0-360-A engine, the RG
could cruise an easy 20 knots faster
than the fixed-gear Cardinal and carry
more. The question was whether those
20 knots were worth a $7,000 higher
price tag and the maintenance costs
that come with retractable gear. The
Cardinal RG seemed to be treading on
the Cessma 182 Skylane’s territory.
The Cardinal RG is capable of eruising
10 knats fasler than a Skylane and can
burn 40 percent less fuel doing it. The
only advantages the Skylanes have are
higher useful 'load, maintenance-free
fixed gear and a slightly lower price:
For most Cessna purchasers, this was
enough to keep them [rom buying a
Cardinal RG. The same mismarketing
that caused the fixed-gear Cardinal to
lose to.the Skyhawk was being revisit-
ed on the Cardinal RG.

Against the retractable-gear compe-
tition, the Cardinal RG holds up very
well, OFf all the 200-hp retractables in
the marketplace;, only the Mooeneys are
faster, Owners report that a Cardinal
RG will leave both the Piper Arrow
and the Beechcraft Sierra far behind
when Rown at the same power setting.

The most significant changes in the
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Cardinal RG’s genealogy came in 1972
with a larger propeller diameter, a dif-
ferent propeller airfoil and some drag
elimination. The fixed cabin step was
done away with, and the use of more
bonded imetal in the cowling brought
increases in rate of climb, range and
endurance and added a few more knots
to the Cardinal’s cruise speeds.

In 1973, optional 60-gallon fuel
tanks were offered. This same year the
fuel-selector design was changed. Prior
to this, the fuel was drawn from both
tanks simultaneously—there was no
provision forusing either the left or the
right tank only. It was either Both or
OIff. This results in uneven fuel burns,
creating trim and fueling problems.
The newer fuel selectors have four po-
sitions: Left, Both, Right and Off. The
fixed-gear Cardinals retained their fire-
wall fuel shutoff valves, located Jusl
below the trim wheel.

In 1976, both the fixed- and retract-
able-gear Cardinals had their panels re-
designed, allowing more space for avi-
onics, The glareshield was extended
across the enlire length of the panel;
before; it dipped down to the right of
the panel’s center.

In 1978, the end finally camé for
both the Cardinal and the Cardinal RG.
That year, only 69 and 96 models, re-
spectively, were built. The fixed-gear
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The Cardinal’s cabin is wide and surrounded by glass. Beginning in 1976, the
Slareshield extended the length of the panel, permitting more space for avionics,

1778 came out with a special-edition
version of the Cardinal to mark the oc-
casion—the Cardinal Classic, Cessna
charged a whopping $50,000 for this
beauty, which came with dual ARC
300 Nav/Coms and a glideslope re-
ceiver, transponder, ADF, autopilot,
large leather seats with armrests, a sim-
ulated-wood-grain panel and a person-
alized, engraved nameplate as standard
equipment. All Cardinals ¢amie with a
28-volt electrical system that year and
an avionics master switch. For the RG,
a more powerful hydraulic power pack
was installed. This lowered its retrac-
tion time from 13 to six seconds.
Although the Cardinals were a loss
for Cessna, they could be your gain if
you are in the used-dirplane market.
Fixed-gear Cardinals can be bought for
prices in the $9,000 to $29,000 range,
depending on condition and equip-
ment: It is the kind of airplane that in-
spires pride in most owners, s0 many
are still in very good condition and can
bring a better price than you might ex-
pect. The 1968s are the ones most of-
ten advertised, and in spite of their al-
leged shortcomings, many feel that this

airplane is destined to become a classic.
A recent issue of Trade-A-Plane listed
eight for sale, with asking prices from
$10,900 to $19,950.

The 1968 Cardinal photographed
for this article belongs to David Dodds
of Frederick, Maryland, Dodds, a lab
specialist with the AOPA Air Safety
Foundation’s Flight and Technology
Laboratory, bought his Cardinal at a
bargain price; then set to work correct-
ing the damage the airplane had suf-
fered from sitting outside—unused—
for five years, Four weeks later, he had
a very mice airplane.

One plus for used Cardinals is that
there were not many airworthiness di-
rectives issued against them. Service
difficulty reports abound, for sure (es-
pecially for the RGs), and dealer servic-
ing and parts availability are major
problems; but there are no recurrent
ADs in effect on any of the 177 series.

When shopping for a Cardinal, there
are some specific trouble areas to inves-
tigate. One AD (79-10-14) issued in
1979 required thal vented fuel caps
and associated hardware be installed to
replace the original caps. The old caps




had a tendency to admit water past
their seals, so many of the older Cardi-
nals accumulated water in the fuel sys-
tem. One owner reported that water
had contaminated his entire fuel sys-
tem. The damage caused by the water
required a new fuel pump, gascolator
and servo unit. This AD should have
been complied with by now, but on a
neglected airplane, watch for potential
water problems.

Leaky door seals and windshields are
alse a frequent complaint of Cardinal
owners. IF the doors are not sealed
properly, or do not fit well, the front-
seat occupanls can expect a shower
when fying in main. The doors can
come out of rig easily due to flying in
turbulence or stresses on the hinges.

Overhauled or remanufactured 180-
hp Lycoming O-360-A1F6 engines
used in‘some fixed-gear Cardinals were
the subject of AD 75-8-9. Before these
engines have accumulated 400 hours’
service, their oil pumps must be re-
placed. Again, this should have been
taken care of, but you never can tell
unless you investigate the logbooks.

It also would be a good idea to put
the fixed-gear Cardinal you intend Lo
buy up on jacks to see if the gear legs
are firmly set i their saddles: Bounced
landings and side loads can loosen the
.gear, making them flex more than they
ought to and cause internal damage.

Upkeep on a fixed-gear Cardinal is
relatively low. An annual should cost
an average of $500, and the low num-
ber of service difficulty reports filed
against the straight 177s (compared to
the Cardinal RG) testifies to the sim-
plicity of Lheir construction.

The Cardinal RG is another matter,
Here, you should concern yourself
with the landing gear's service history,
since the gears’ electrically actuated
hydraulic power pack; its downlocks,
solenoids, gear-warning horn  and
switches were all the subject of numer-
ous owner complaints and Cessna sery-
ice: bulletins. Four different landing-
gear systems were installed in the RG
in the eight years it was in production,

Tales of landing gear that failed to
extend or retract are rife, The nose gear
seems especially prone to malfunction.
False indications and faulty warning
horns were also a common problem.

For a system designed to be simple,
the Cardinal’s gear problems seem infi-
nitely complex. A varisty ol fixes were
tried through the dealer network (with

a succession of service bulletins). Some
worked, some did not. The quality
control at Cessna apparently condoned
little uniformity in construction, so
there is little uniformity in the effect of
modifications.

So when looking at a used Cardinal
RG,; you will ask for the gear system’s
service records, right? This is also a
good time to ask if the airplane has
ever made a gear-up landing.

Beauty, then, brings with it a price.
In the fxed-gear Cardinals, it can be
performance and loading problems. [n
the RG, it is maintenance as well as
loading, with a hump-shaped baggage
compartment thrown in for good mea-
sure (the main-gear wheel wells are

underneath),

But they are stable airplanes that be-
have well in turbulence and [FR condi-
tions. They are economical, too. For the
eight to 10 gph that a Cardinal will
burn, you get anywhere from 120 to
140 knots true airspeed, excluding the
150-hp models. And their range and
endurance profiles are excellent with
partial payloads and full fuel,

It is sad to see any airplane go out of
production, but with the Cardinals,
their fate seems particularly ironic. Just
as it had corrected most of the Cardi-
nals’ deficiencies, Cessna stopped mak-
ing them. The fixed-gear Cardinal was
replaced by the Hawk XI’, which has a
host of maintenance problems, burns
more fuel and looks as plain as a Sky-
hawk. The Cardinal RG was replaced
by the 182 Skylane RG, which can car-
ry more and fly faster, bul only because
of its 235-hp engine. It is interesting to
nole’that the gear system used on the
182 RG is the same one used in Lhe
late-model Cardinal RGs. This system
has far fewer reported difficulties.

For a used-airplane shopper, the
Cardinals can make a lot of sense. They
offer the looks and speed you will not
find in any other used Cessna single
with 200 horsepower or less, and, once
purchased, they will hold their value
fairly well, despite their reputation.
Just make sure the guy you buy it from
thinks it is'a lemon. That way, you will
pay less and everyone will be happy.
The swner got rid of his Cardinal, and
you got a good deal. After flying it for
a while, you might even enjoy that,
too. And, like so many others, you will
wonder what all the fuss was about
and why Cessna turned its back on the
enly stylish'single it has ever made. O
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[rice new
Current markel value

Muidel 177
1968

$12,995 1o $14.500
492,000 Lo $14,000

Meodel 177A

1969

$15.775 to $16,995
$10,000 to $15,000

Model 1778
1970 - 1972

$16,795 10/$19,300
512,000 1o $20,000

Model 1778
1973 - 1978
$19,300 1o §32,600
$14,000 to $28,000

Model 177RG

1971 - 1978
424,795 to $43,950
417,000 to $29.000

Critise speed/Range”
{Range w/opt fuel)
Fuel consumption
W75% power

5,000 £ 114 kt/BHE nm
(N/A)
49 8 pph/8.3 pph
7,500 ft 115 kt/665 nm
(N/A]
49.8 pph/8.3 gph

@ 55% power
5,000 ft 96 Jet /730 nm
(N/A)
37.8 pph/6.3 gph
7,500 fi 97 ki/740 nm
(N/A)
37.2 pph/6:2 gph
10,000 £t 98 Li/750 nm
(NZA)
36.6 pph/6.1 gph
Service ceiling 12,700 i
Landing over 50-£L obst 1,575 1
Landing distance {ground call) 4000
Vx (Best angle of climb) 62 KIAS
Vy (Best rate of climb) 76 KIAS
Va (Design mancuvering) 9B KIAS
Vie (Max flap extended) 91 KIAS
Ve (Max gear extended) N/A
Vo (Max structural eniising) 126:KIAS
Vne (Never exceed) 161 KIAS
Vst (Stall clean) 56 KIAS
Vo {Stall in landing conliguration) 16 KIAS

All specifieations qre ditsed on manufaciurer’s caleulations, Al pegforiasicd
dtherwive notid. NEA, nof applivably.
* Rugrge specificafions for 177 modelyture caleulated-with no reserve. Ronge specifivahons for 17 7RG muidel inglude & 4 5-minude ssoroe

115 kt#550 nim
(N/A)

60.6 pphi/10.1 gph
118 kL5600 nm
(N7 A)

58.8 pph/9.8 gph

100 kt/650 nm
(N/A)

a4 4 pph/7.4 gph
101 kt/655 nm
(N/A)

44.4 pph/7.4 gph
103 k/670 nii

121 kt/540 nm
(NZA)

60.6 pph/10.1 gph
123 kt/600 nm
{N/A)

60.6 pph/10.1 gph

102 kt/680 nm
(N/#)

44 4 pph/74 gph
104 kt/680 nm
(NFA)

45 pph/7.5 gph
102 ki1/690 nm

(N/A) (N/A)
43.8 pph/7.3 gph 43.8 pph/7 .3 gph
15,800 f 14,600 (1
1,220 ft 1,220 1
4350t 600 {1

Limiting and Recommended Alrspeeds
78 &6 KIAS 67 KIAS
=4 77 KIAS 80 KIAS
/18 102 KIAS 102 KIAS
/a5 91 KIAS 91 KIAS
N/A MN/A
14l 130 KIAS 134 KIAS
/86 161 KIAS 161 KIAS
b5 57 KIAS 55 IIAS
54 49 KIAS 46 KIAS

122 kt/558 nm
(725 nm)

60,6 pph/10.1 gph
124 kt/005 nm
(740 nnt)

60.6 pph/ 101 gph

103 k680 am
(830 nm)

4.4 pph/7.4 gph
104 ki/680 am
{835 nm)

44.4 pph/7.4 pph
102 kt/690 nm

Specific

Pawerplani Lycoming Lycoming |y caming Lycoming Lycaming
Q-320-E2D 0-360-A2F 0-360-AlF6 0-360-A1F60 10-360-A1B6D
150 hp @ 2700 rpm 180 hp @ 2,700 rpm 180 hp & 2,700 rpm 180 hp' @ 2700 tpim 200 hp @ 2,700 rpm
Recommended TBO 2,000 ht Z,000 hr 2,000 hr 2,000 hr 1.400 Iy to 1,800 he
Propeller MeCauley, MeCauley, MeCauley, MeCauley, McCauley;
fxed pitch, fixed pitch, cunstant speed, constanl speed, consLant speed,
2 blade, 76 n. 2 blade, 76 in 2 blade; 76 in 2 blade, 76 in 2 blade, 78 i
Wingspan 35H75i0n A5t 7.5 in Bitein 3506 in 35t 6in
Length 26 B 11.51n 26ft11.5i0n 26 i 11.5n 271 3 in 27 fi 3 n
HMeight 9 ft1in 90 1in 9t lin Bt 7 in 8t 7in
Wiy area 172.8.5q ft 172.4 4 ft 173.6 59 1 173.6 s¢ (L 1739 s [t
Wing loading 136 Ibifig It 14.5 Ibifsg Nt 144 tbfsq Rt 144 thisg 1 161 Ibfsy It
Power loading 157 Iblhp 13.9 l/hp 13,9 1b/hp 13.9 lb/hp 14 Ib/hp
Seats 4 4 4 i 4
Cabin kength 10 FL 1.5 in 10 f 1.5 in 10h15in 180 1.5in 117251
(10 1111500~ 19750on (11 (1 8.5in-1975on
wilopl hatrack) wiapt hatrack)
Cabin width 36t Bin BB in 3 8in 3f8in 368 in
Cabin height 3ftbin Aiéin 3ftein 3f6in F i 9in
Empty weight 1415 b 1,440 Ib 1,475 1b 14951k 1,765 Ib
Useful load 935 b 1,060 |b 1,025 Ib 1,005 Ik 1.035 Ib
Payload w/ull Fuel 647 Ib 772 b 721 b 711 b 675 Ib
w/oph tanks N/A N/A N/A 45 Ib N/A
Grisgs welgght 2,350 |b 2,500 b 2,500 b 2,500 1 2,800 b
Fuel capacity (usable) 288 1b/48 pal 288/1b748 gal 294 |b/49 pal 294 1b/49 gal 360 1b/60 gl
w/opt tanks N/A N/A N/A 360 1b/60 gal N A
Qil capachy B B aq1 2yt 9 gt
Baggage capacity 120 b 120 Ik 1200 1 120 1b 1201

Performance
Takeoff distance (ground rall) 845 ft 845 Ht 75001 750 it 890 fi
Takeoll over-30 ft obst 1135 & 1,575, ft 1400 0t 1,400 N 1,585 1t
Rate of climb, sea level 670 fpm 760 fpm 840 fpm B840 fpm 925 [pm
Max level speed 125k |4 130 kt 133 kt 135 ki 156 ki

144 kt/715 nm
(NAA)

64.2 pph/10.7 gph
146 kt/740 nm
[NFA)

624 pph/10.4 gph

127 ke/ B30 nm
{NFA)

49.8 pph/B.3 gpl
132 ki/ 840 nm
{NSA)

49.2 pph/8.2 gph
133 ki/850 nm

(B840 nm) (NSA)
43.8 pph/7.3 gph 48 pph/Bgph
14,600 fi 17,100/t
1,220 fr 1,350 1t
600 it 730 0t

67 KIAS 67 KIAS
60 KIAS 82 KIAS
102 KIAS 113 KIAS
91 KIAS 95 KIAS
NZA 125 KIAS

134 KIAS 142 KIAS
161 KIAS 174 KIAS
56 KIAS 5% KIAS
46 KIAS 50 KIAS:

fvires ari based wn standard day, standard atnasphire, af sen Tevedand gross weight wnloss

al 4 5-percent pour.
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