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The Transportation Safety Board of Canada (TSB) investigated this occurrence for the
purpose of advancing transportation safety. It is not the function of the Board to assign fault
or determine civil or criminal liability.

Aviation Investigation Report A1710007

Collision with trees and power lines after rejected
landing

Victoria Flying Club

Cessna 172, C-GZXB

Duncan Aerodrome, British Columbia

19 January 2017

Summary

On 19 January 2017, a Cessna 172 aircraft (registration C-GZXB, serial number 17258141)
operated by the Victoria Flying Club departed from Victoria International Airport,

British Columbia, for a day visual flight rules training flight with an instructor and a student
pilot on board. About 1%2 hours into the flight, the aircraft made an approach to Runway 31
at Duncan Aerodrome, British Columbia, to conduct a short-field landing. At 1311 Pacific
Standard Time, the aircraft touched down approximately one-third of the way down the
runway and after an attempt to brake, a takeoff was attempted. The aircraft struck trees and
then power lines off the north end of Runway 31 and came torest upside down under the
power lines, about 500 feet from the departure end of the runway. The instructor was
seriously injured, and the student sustained minor injuries. The aircraft was substantially
damaged, and the emergency locator transmitter activated. There was no fire.

Le présent rapport est également disponible en francais.
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Factual information
History of the flight

At 11431 on 19 January 2017, a Cessna 172 aircraft (registration C-GZXB,

serial number 17258141) operated by the Victoria Flying Club departed from Victoria
International Airport (CYY]), British Columbia, for a day visual flight rules (VFR) training
flight with an instructor and a student on board. The instructor was the pilot-in-command
and was seated in the right seat. The student was the pilot flying and was seated in the left
seat. The purpose of the flight was for the student to practise various flight exercises before a
commercial flight test scheduled for the following day.

After departing CYY], the aircraft flew about 21 nautical miles (nm) northwest and the crew
conducted various flight exercises for about 1 hour. The aircraft then flew to

Duncan Aerodrome (CAM3), British Columbia, so that the crew could conduct additional
exercises, including a precautionary approach? to a short-field landing with a full stop.

During the initial overflight inspection of the aerodrome, the instructor and student noted
that the windsocks indicated that the wind was light and variable (less than 5 knots), but that
it generally favoured an approach to Runway 13. However, due tolow cloud north of the
aerodrome, they elected to accept the slight tailwind and land on Runway 31. The aircraft
flew 1 left-hand circuit to conduct a runway overflight inspection before flying a second left-
hand circuit to conduct the short-field landing (Figure 1). On the final approach leg of the
second circuit, when the aircraft was established on final approach at about 700 feet above
sea level (ASL) —400 feet above the aerodrome elevation —and about 3000 feet from the
runway threshold, the instructor and student observed that the aircraft wasabove the
normal approach path. They briefly discussed the issue and decided to continue the
approach with idle power, full flaps, and some slipping.3

Radar data showed that the aircraft’s ground speed was about 70 knots* on final approach.
The Cessna 172 pilot’s operating handbook (POH) recommends an airspeed of 61 knots on

1 Alltimes are Pacific Standard Time (Coordinated Universal Time minus 8 hours).

2 “Theprocedure to be followed in preparation for a landing atan aerodrome where the surface
condition is unknown, an unfamiliar aerodrome or landing area, or an unprepared surface.”
(Source: Transport Canada, TP 975, Flight Instructor Guide — Aeroplane [revised September 2004],
Exercise21,p.117)

3 “Slippingis a manoeuvre in which the aircraftis placed in a banked attitude butits tendency to
turn is either reduced or prevented by the use of rudder. Slipping is used for two purposes. One
purposeis toincreaserate of descent withoutincreasing airspeed. [...] Another purpose of a slip is
to counteract the effect of drift when landingin a cross-wind.” (Source: Transport Canada,

TP 1102, Flight Training Manual, 4th edition [2004], p.86.)

4 Becauseradar calculatesan aircraft’s speed over the ground and does not factor in wind speed,
theaircraft’s trueairspeed in the air mass through whichitwas travelling on final approachis not
known.
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approach for short-field landings in smooth air conditions, and states that “slightly higher
approach speeds should be used in turbulent air conditions.”> The descent angle to the
runway threshold was about 7 °, placing the aircraft significantly above the commonly used
3° flight path with which the student pilot was familiar. However, steeper approaches are
often used for short-field landings. The investigation later determined that a rate of descent
of about 1000 feet per minute had been required.

Figure 1. Radar track of C-GZXB's flight path at CAM3, as seen from the northeast (Source: Google Earth,
with TSB annotations)

The aircraft touched down about one-third of the way down the runway, at which point the
instructor took over control of the aircraft from the student pilot, retracted the flaps, and
pulled the control column to the full nose-up position. However, the aircraft bounced and
became airborne several times before the tires remained in contact with the runway, and it
was therefore not possible to apply full braking until the aircraft’'s weight was fully
transferred to the landing gear. Subsequently, after full braking had been applied, the
instructor determined that the aircraft could not be brought to a stop before the end of the
runway. The instructor then rejected thelanding and attempted to take off, releasing the
aircraft’s brakes, applying full throttle, and reselecting the flaps to 20 °.

5  Cessna Aircraft Company, Pilot’s Operating Handbook and FAA Approved Airplane Flight Manual —
Cessna Model 1725, Revision 5 (29 August2014), Section 4: NormalProcedures, p.4-47.



Aviation Investigation Report A17P0007 | 3

The aircraft left the departure end of the runway and continued across a 10-foot-wide gravel
strip situated between the end of the runway pavement and the precipice of an embankment.
Its main-gear tires produced tracks in the gravel. After crossing the gravel strip, the aircraft
became airborne and immediately descended about 10 to 15 feet, then flew horizontally for
about 400 feet while attempting to climb. In the process, the aircraft struck multiple small
treetops and then a large treetop. It flew another 150 feet, descending slightly, until it struck
and severed thefirst of a set of 6 high-tension power lines. The aircraft came torestinverted
under the power lines on wet, brush-covered ground, about 550 feet down the embankment
about 60 feet below the runway end. The flaps were found extended to about 20 °.

Both pilots were wearing lap belts and shoulder harnesses. The student pilot sustained
minor injuries, and was able to exit the aircraft and call 911 for assistance. The instructor
received life-threatening injuries and remained suspended upside down in the wreckage for
approximately 172 hours before the power lines could be deactivated and first responders
could safely access the aircraft. The instructor was transported by air ambulance to the
hospital. The 406 MHz emergency locator transmitter had activated automatically.

Aerodrome information

CAMB is a registered aerodrome® operated by the Duncan Flying Club. Aerodromesare
governed by Canadian Aviation Regulations (CARs) Subpart 301 and are not required to meet
the (usually more stringent) requirements of certified airports under CARs Subpart 302.7
Consequently, CAM3 doesnot have overrun areas at either end of the runway, nor is it
required by regulation. CAMS3 has a single asphalt runway (Runway 13/31). The runway is
30 feet wide and 1494 feet long; the aerodrome elevation is 300 feet ASL (Appendix A). The
runway is situated atop a hill, with terrain dropping away steeply on all sides, including at
both ends of the runway. Windsocks are situated at both ends of the runway.

The edition of the Canada Flight Supplement (CFS) 8 that was current at the time of the accident
provided a caution section for CAM3 that stated:

Ravines at both ends; gravel pit & 4' windrow W side rwy. Downdrafts,
crosswinds & wind shear may be encountered. Trees on apch to Rwy 31.
Strongly recommended that only pilots familiar with aprt & terrain should
use this aprt dur hrs of darkness.?

¢ Anyarea of land, water (including the frozen surface thereof) or other supporting surface used,
designed, prepared, equipped or setapart for use, either in whole or in part, for thearrival,
departure, movement or servicing of aircraft. This includes any buildings, installationsand
equipmentsituated thereon or associated therewith. (Source: Transport Canada, Advisory
Circular100-001, Glossary for Pilots and Air Traffic Services Personnel [05 June 2016]).

7 Anaerodrome for which an airport certificateis in force (Source: ibid.).

8 NAVCANADA, Canada Flight Supplement (CFS) (effective 05 January 2015 to 02 March 2017),
p. B248.

9 Ibid.
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The trees on the approach to Runway 31 are located approximately 350 feet from the runway
threshold.

It is Victoria Flying Club policy that students are not allowed to land at CAM3 without an
instructor present.

Instructor

Records indicate that the instructor was certified and qualified for the flight in accordance
with existing regulations, and had approximately 3763 hours of accumulated flying time.
The majority of those hours had been on Cessna 172-model aircraft, and included
approximately 300 hours on the occurrence aircraft. The instructor had been employed as a
flight instructor at the Victoria Flying Club since 2010, and had landed at CAM3 numerous
times during that period. At the time of the occurrence, the instructor was the Victoria Flying
Club’s assistant chief flight instructor, held a Class II Flight Instructor Rating, and had
provided flight training to the student while the student earned seaplane, night, and VFR
over-the-top!0 ratings.

The instructor had been off duty during the weekend prior to the accident, and had then
worked on each of the 3 days before the occurrence flight, accumulating 4.3 hours of flying
time during those days.

Student

Records indicate that the student was certified and qualified for the flight in accordance with
existing regulations, and was working toward earning a commercial pilot licence at the time
of the occurrence. He had accumulated a total of about 225 hours of flying time, all of which
had been on Cessna 172-model aircraft (including approximately 17 hours on the occurrence
aircraft), and approximately 177 hours of which had been with the Victoria Flying Club.
Most of the student’s dual-instruction flight time at the Victoria Flying Club had been with
the occurrence instructor. The student had performed 5 landings at CAM3, 4 of which had
been with the occurrence instructor and 1 of which had been with another instructor at the
club. The majority of the student’s takeoffs and landings had been conducted at CYY], where
the Victoria Flying Club is based.

Weather information

At 1200, approximately 17 minutes after the aircraft took off from Runway 09 at CYY]J and
about an hour prior to the accident, the wind at CYY] was from 140° true (T) at 3 knots.

10 A VER over-the-top rating allows pilots to operate VER while over cloud.
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At 1300, about 11 minutes before the accident, the wind was from 070°T at 3 knots, with
varying direction from 010°T to 110°T. The weather conditions at that time also included:

e visibility 30 statute miles;
e temperature 8 °C and dew point7 °C;
e barometric pressure 29.43 inches of mercury; and

e few clouds at 900 feet, few clouds at 4500 feet, scattered cloud at 7000 feet, broken
cloud at 12 000 feet, and broken cloud at 25 000 feet.

There is no official weather-recording station at CAM3. During the occurrence aircraft’s mid-
field crossing, the student noted that the windsocks indicated that the wind was light (i.e.,
less than 5 knots) and variable, but that it generally favoured Runway 13. This is consistent
with the reported speed and direction of the wind at CYY]J, located 13 nm away from CAMS3.
However, because of low cloud north of the aerodrome, the decision was made to accept the
light tailwind and land on Runway 31. The runway was reported to have been damp, but did
not have standing water.

Aircraft information

C-GZXB was a 1999 Cessna 172S equipped with a 180-horsepower, fuel-injected

Lycoming I0-360 engine. Its maximum take-off weight was 2550 pounds. The Flight
Dispatch Authority form signed by the instructor prior to the flight indicated that the C-
GZXB’s weight at takeoff was 2155 pounds and that its center of gravity would remain inside
of the allowable envelope throughout the flight. Based on the aircraft’s take-off weight, TSB
calculations indicate that C-GZXB would have weighed about 2060 pounds at the time of the
accident.

Records indicate that the aircraft was certified, equipped, and maintained in accordance with
existing regulations and approved procedures. Nothing was found to indicate that an
airframe failure or system malfunction had occurred before or during the flight. It was
determined that the aircraft had been complete, intact, and functioning normally before it
struck the trees and power lines.

The “Performance” section of the Cessna 172S POH (Appendix B) indicates that, given the
temperature and pressure-altitude conditions at the time of the occurrence, and with an
aircraft weight of 2550 pounds,!! the required distance for a short-field landing over a 50-foot
obstacle is 1320 feet (including a 565-foot landing roll),12 leaving 174 feet of runway at
CAMS3. The POH figures are based on zero wind; a paved, level, and dry runway; and a
speed of 61 knots at 50 feet above ground level (AGL). The POH states that, “for operation
with tail winds up to 10 knots, [pilots should] increase landing distances by 10% for each

1 The maximum take-off weightis 2550 pounds; the pilot’s operating handbook does not provide
information for short-field landing performance when the aircraft weighsless than 2550 pounds.

12 Cessna Aircraft Company, Pilot’s Operating Handbookand FAA Approved Airplane Flight Manual —
Cessna Model 1725, Revision 5 - 19 July 2004, Section 5 — Performance, page 5-23/5-24.
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2 knots.”13 Given that the conditions at the time of the occurrence included a light tailwind
component of less than 5 knots, the distance required for a short-field landing by C-GZXB
would have been more than 1320 feet. Neither the student pilot nor the instructor performed
short-field performance calculations on the day of the accident.

The POH provides the following procedures for short-field and balked landings:

SHORT FIELD LANDING

Airspeed - 65 - 75 KIAS [knots indicated airspeed] (flaps UP)
Wing Flaps - FULL DOWN (30°)

Airspeed - 61 KIAS (until flare)

Power - REDUCE to idle after clearing obstacle.

Touchdown - MAIN WHEELS FIRST

Brakes - APPLY HEAVILY

Wing Flaps - RETRACT

BALKED LANDING

NS amr L=

1. Throttle - FULL OPEN

2. Wing Flaps - RETRACT TO 20°

3. Climb Speed - 60 KIAS

4. Wing Flaps - 10° (until obstacles are cleared), RETRACT (after reaching a

safe altitude and 65 KIAS)14

The POH also indicates that a short-field takeoff under the same conditions by an aircraft
weighing 2200 pounds would require 1130 feet (including a 655-foot ground roll) to clear a
50-foot obstacle.?> The POH states that for takeoffs “with tailwinds up to 10 knots, [pilots
should] increase distances by 10% for each 2 knots.” 16

13 Ibid.
14 Ibid., Section 4 —Normal Procedures, pages4-17.

15 Ibid., Section 5 — Performance, page 5-16.
16 Ibid.
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Analysis

The aircraft was functioning normally before it struck the trees and power lines. Therefore,
the analysis will focus on operational factors, including pilot decision making.

Flight operations at Duncan Aerodrome

Because landing at Duncan Aerodrome (CAMB3), British Columbia, poses significantly more
risk than landing at most airports, the Victoria Flying Club does not permit its students to
land there without an instructor. The runway at CAM3 is short, particularly in comparison
with those at Victoria International Airport (CYY]), where the student pilot had landed most
often during training. CAM3is also unusual in that there are ravines at both ends of the
runway rather than overrun areas. The Canada Flight Supplement (CFS) cautions pilots that
downdrafts, crosswinds, and wind shear may be encountered at CAM3, and warns of trees
on the approach to Runway 31. The instructor was familiar with the aerodrome, and the
student had landed there 5 times, always with an instructor. Despite these known risks, the
short-field landing exercise was carried out with a light and variable tailwind on a short
runway with no overrun area, even though no pre-flight short-field landing performance
calculations had been made.

The aircraft was high on final approach, and the approach was steeper than commonly used
and faster than was prescribed. With idle power and the flaps fully extended, a slip was
subsequently necessary for the aircraft to descend steeply enough to land on the runway. As
aresult, the aircraft crossed the runway threshold above the intended touchdown speed and
remained airborne in ground effect for at least one-third of the runway length before
touching down.

The landing attempt was continued even after the aircraft touched down well beyond the
intended touchdown point.

Pilot decision making

The instructor took over control of the aircraft from the student. Initially judging that the
aircraft could be brought to a stop, the instructor elected to continue the landing. However,
after several seconds, during which the aircraft continued to slow, the instructor decided to
abort the landing.

It could not be determined exactly how far down the runway the aircraft was when the
instructor made the decision to reject the landing, or how fast it was travelling at that point.
Given that its tires were still in contact with the ground when it left the runway and that it
dropped immediately into the ravine before flying horizontally, it is likely that the aircraft
left the runway at only slightly above stall speed. The attempt to stop the aircraft was made
at a point where insufficient runway remained to bring it to a stop, and then the takeoff was
attempted with insufficient airspeed and with insufficient remaining runway. The aircraft
left the runway below a safe flying speed and, once out of ground effect, sank below runway
elevation, resulting in its collision with several trees and power lines.
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Findings
Findingsas to causes and contributing factors

1. The short-field landing exercise was carried out with a light and variable tailwind on
a short runway with no overrun area, even though no pre-flight short-field landing
performance calculations had been made.

2. The aircraft was high on final approach, and the approach was steeper than
commonly used and faster than was prescribed.

3. The aircraft crossed the runway threshold above the intended touchdown speed and
remained airborne in ground effect for at least one-third of the runway length before
touching down.

4. The landing attempt was continued even after the aircraft touched down well beyond
the intended touchdown point.

5. The attempt to stop the aircraft was made at a point where insufficient runway
remained to bring it to a stop.

6. The takeoff was attempted with insufficient airspeed and insufficient remaining
runway.
7. The aircraft left the runway below a safe flying speed and, once out of ground effect,

sank below runway elevation, resulting in its collision with several trees and power
lines.
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Safety action

The Board is not aware of any safety action taken following this occurrence.

This report concludes the Transportation Safety Board of Canada’s investigation into this occurrence.
The Board authorized the release of this report on 06 February 2018. It was officially released on
13 February 2018.

Visit the Transportation Safety Board of Canada’s website (www.tsb.gc.ca) for information about the
TSB and its products and services. You will also find the Watchlist, which identifies the key safety
issues that need to be addressed to make Canada’s transportation system even safer. In each case, the
TSB has found that actions taken to date are inadequate, and that industry and requlators need to take
additional concrete measures to eliminate the risks.
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Appendices
Appendix A - Canada Flight Supplement entry for Duncan Airport
(CAM3)
DUNCAN B¢ |
REF N4B 45 17 W123 42 36 Adj S5W
16°E (2016)..UTC-8(7) Elev 300" .
VTA AS004 - '
OPR Duncan Flying Club 250-746-8536
Reg :
PF C-2,34,58
CUsT AQE/CAN
FLTPLN NOTAM FILE CYCD
FIC | Kamloops BES-WXBRIEF (Toll free .
within Canada) or 886-541-4101 (Toll
" | free within Canada & USA)
SERVICES
5145
" RWY DATA Rwy 13(135)/31(315) 1494x30 ASPH Rwy 3 l..ll'J 0. 5% Thid M 13 dispf 70"
' R{:H Opr No win maint. :
LIGHTING ' 13 "TE LC'], M-(TE LOY} -
COMM
ATF | tfc 1228 2NM 3300 ASL
PRO | Rgthand circuits Rwy 13 (CAR 602.96). | _
NOISE | Nolsa Abatemeant Procadures: dep Rw'm climb rery hdg, then d!n'uh hdg 291° when
- | safe, til clear of subdivislon. Avoid noise sensitive area to the E. -
CAUTION Ravines at both ends; gravel pit & 4' windrow W side rwy. Duwndraﬁs crosswinds &

wind shear may be encountered. Treés on apch to Rwy 31. Strongly recommended

that only pilots familiar with aprt & lcl terrain should use this aprt dur hrs of darkness.

Source: NAV CANADA, Canada Flight Supplement (CFS), effective 05 January 2015 to 02 March 2017.
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Appendix B - Cessna 172S Pilot’s Operating Handbook, short-field

landing information
CESSNA SECTION 4
MODEL 1725 NORMAL PROCEDURES
INTRODUCTION

Section 4 provides checklist and amplified procedures for the
conduct of normal operation. Normal procedures associated with
optional systems can be found in the Supplements, Section 9. |

AIRSPEEDS

AIRSPEEDS FOR NORMAL OPERATION

Unless otherwise noted, the following speeds are based on a
maximum weight of 2550 pounds and may be used for any lesser
weight.

Takeoff:

NomalClimbOut ............ ... ccviiurnnn 75-85 KIAS

Short Field Takeoff, Flaps 10°, Speed at 50 Feet .... 56 KIAS
Enroute Climb, Flaps Up:

Mormal, Sealevel ........................ T75-85KIAS

MNormal, 10,000 Feet ................ .. ..., 70-80 KIAS

Best Rate-of-Climb, SeaLevel .................. 74 KIAS

Best Rate-of-Climb, 10,000 Feet ................ 72 KIAS

Best Angle-of-Climb, Sealevel ................. 62 KIAS

Best Angle-of-Climb, 10,000 Feet ............... 67 KIAS
Landing Approach:

Normal Approach, FlapsUp ................. 65-75 KIAS

Mormal Approach, Flaps 30° ....... ... ....... 60-70 KIAS

Short Field Approach, Flaps 30°  ................ 61 KIAS
Balked Landing:

Maximum Power, Flaps 20°  ................... 60 KIAS
Maximum Recommended Turbulent Air Penetration Speed:

2550Lbs ... e 105 KIAS

2200Lbs ... 98 KIAS

1900Lbs ... .. i e 90 KIAS
Maximum Demonstrated Crosswind Velocity:

TakeofforLanding ..............ccivuvunns 15 KNOTS

May 30/00 4-5
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CESSNA SECTION 4
MODEL 1728 NORMAL PROCEDURES

LANDING
NORMAL LANDING

Airspeed -- 65-75 KIAS (f UP).

Wing Flaps -- AS DESIRED (0°-10° below 110 KIAS, 10°-30°
below 85 KIAS).

Airspeed -- 60-70 KIAS (flaps DOWN).

Touchdown - MAIN WHEELS FIRST.

Landing Roll -- LOWER NOSE WHEEL GENTLY.

Braking -- MINIMUM REQUIRED.

monewL Mo

SHORT FIELD LANDING

Airspeed -- 65-75 KIAS (flaps UP).

Wing Flaps -- FULL DOWN (30°).

Airspeed -- 61 KIAS (until flare).

Power -- REDUCE to idle after clearing obstacle.
Touchdown -- MAIN WHEELS FIRST.

Brakes -- APPLY HEAVILY.

Wing Flaps -- RETRACT.

BALKED LANDING

1. Throttle -- FULL OPEN.
2. Wing Flaps -- RETRACT TO 20°.
3. Climb Speed -- 60 KIAS.
4. Wing Flaps -- 10° (until obstacles are cleared).
E%RQCT (after reaching a safe altitude and 65
I1AS).

AFTER LANDING
1. Wing Flaps -- UP.
SECURING AIRPLANE

Parking Brake -- SET.

Electrical Equipment, Autopilot (if installed) -- OFF.

Avionics Master Switch -- OFF.

Mixture -- IDLE CUTOFF (pulled full out).

Ignition Switch -- OFF.

Master Switch -- OFF.

Control Lock -- INSTALL.

Fuel Selector Valve -- LEFT or RIGHT to prevent cros
feeding.

NooaLh -

@NOAOD =

Revision 4 -’H?I
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SECTION 4 CESSNA
NORMAL PROCEDURES MODEL 1725

NOTE

If disorientation precludes a visual determination of the
direction of rotation, the symbolic airplane in the turn
coordinator may be referred to for this information.

Variations in basic airplane rigging or in weight and balance due
to installed equipment or right seat occupancy can cause
differences in behavior, particularly in extended spins. These
differences are normal and will result in varations in the spin
characteristics and in the spiraling tendencies for spins of more than
2 turns. However, the recovery technique should always be used
and will result in the most expeditious recovery from any spin.

Intentional spins with flaps extended are prohibited, since the
high speeds which may occur during recovery are potentially
damaging to the flap/wing structure.

LANDING
NORMAL LANDING

Normal landing approaches can be made with power on or power
off with any flap setting desired. Surface winds and air turbulence
are usually the primary factors in determining the most comfortable
approach speeds. Steep slips should be avoided with flap settings
greater than 20° due to a slight tendency for the elevator to oscillate
under certain combinations of airspeed, sideslip angle, and center
of gravity loadings.

Actual touchdown should be made with power off and on the
main wheels first to reduce the landing speed and subsequent need
for braking in the landing roll. The nose wheel is lowered to the
runway gently after the speed has diminished to avoid unnecessary
nose gear loads. This procedure is especially important in rough or
soft field landings.

|4,32 Revision 4
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CESSNA SECTION 4
MODEL 1725 NORMAL PROCEDURES
SHORT FIELD LANDING

For a short field landing In smooth air conditions, make an
approach at 61 KIAS with 30° 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 the approach
speed 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 apply heavy braking as
required. For maximum brake effectiveness, retract the flaps, hold
the control wheel full back, and apply maximum brake pressure
without sliding the tires.

CROSSWIND LANDING

When landing in a strong crosswind, use the minimum flap
setting required for the field length. If flap settings greater than 20°
are used in sideslips with full rudder deflection, some elevator
oscillation may be felt at normal approach speeds. However, this
does not affect control of the airplanse. 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 aliowable crosswind velocity is dependent upon
pilot capability as well as airplane limitations. Operation in direct
crosswinds of 15 knots has been demonstrated.

BALKED LANDING

In a balked landing (go-around) climb, reduce the flap setting to
20° immediately after full power is applied. If obstacles must be
cleared during the go-around climb, reduce the wing flap setting to
10° and maintain a safe airspeed until the obstacles are cleared.
Above 3000 feet, lean the mixture to obtain maximum RPM. After
clearing any obstacles, the flaps may be retracted as the airplane
accelerates to the normal flaps up climb speed.

Revision 4 4-33 I
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CESSNA SECTION 5
MODEL 1725 PERFORMANCE

SHORT FIELD LANDING DISTANCE

AT 2550 POUNDS

CONDITIONS:
Fi ape
;&'ﬂ?r mm
Fannc, Meal, thy ramngy
LZiaro Wind
Spead at 50 F1: 61 KIAS

0*C 10°C 20°C 30°C 40°C

Grnd |Total | Grnd |Total | Grnd [Total | Grnd |Total | Grnd [Total
Press | Roll To | Roll [FtTo | Roll jFtTo | Roll |FtTo | Roll [FtTo

Alt Ft r Ft aar Ft lear Ft [Clear Ft |Clear

Ft 50 Ft 50 Ft SOFt S0 Ft

. In . Obst bst Obst [Obst
ee

S. L. 545 [1290] s65 |1320] 585 |1350| 605 |1380| 625 |1415
1000 565 |1320) sa5 |1350) 605 |1385] 625 |1420) 650 1450
2000 | sas [1355] 10 |1385] 630 [1420) 650 |1455] 670 [1490
3000 610 [1385| 630 |1425] 655 |1460| 675 |1495| 695 |1530
4000 B30 |1425| 655 [1460| 675 |1495] 700 [1535] 725 |1570
5000 655 (1480 ea0 |1500] 7os |1535) 725 |1575] 750 1615
G000 680 |1500) 7os |1540] 730 |1580) 755 |1620)] 7ao 1660
7000 | 705 |1545] 730 |1585] 760 |1625) 785 |1665] 810 (1705

735 |1585] vea |1630| va0 |[1670) 815 |[1715] &840 1755

1. Short field technique as specified in Sechon 4,

2. Decrease distances 10% for each 9 knols headwind. For oparation
with tail winds up fo 10 knots, increasa distances by 103 for each 2
knots,

3. For gperation on dry, grass rumway, increase distances by 45% of
the “ground rol® figure.

4, It landing with flaps up, increase the approach spaed by 9 KIAS and
allow for 35% longer distances.

Figure 5-11. Short Field Landing Distance

IHevisiun 4 5-23/5-24

Source: Cessna Aircraft Company, Pilot’s Operating Handbook and FAA Approved Airplane Flight
Manual—Cessna Model 1725 Serial Numbers 17258001 and On, Revision 5 — 19 July 2004
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