SECTION 7 CESSNA
ATRPLANE & SYSTEMS DESCRIPTIONS MODEL 172N

tubes. The proportion of atomized fuel to air may be controlled. within
limits, by the mixture control on the instrument panel.

For easy starting in cold weather, the engine is equipped with a
manual primer. The primer is actually a small pump which draws fuel
from the fuel strainer when the plunger is pulled out, and injects itinto the
cylinder intake ports when the plunger is pushed back in. The plunger
knob is equipped with a lock and, after being pushed fullin, must be rotated
either left or right until the knob cannot be pulled out.

COOLING SYSTEM

Ram air for engine cooling enters through two intake openings inthe
front of the engine cowling. The cooling airisdirected around the cylinders
and other areas of the engine by baffling, and isthen exhausted throughan
opening at the bottom aft edge of the cowling. No manual cooling system
control is provided.

A winterization kit is available for the airplane. Details of this kit are
presented in Section 9, Supplements.

PROPELLER

The airplane is equipped with a two-bladed, fixed-pitch, one-piece
forged aluminum alloy propeller which is anodized to retard corrosion.
The propeller is 75 inches in diameter.

FUEL SYSTEM

The airplane may be equipped with either a standard fuel system or
long range system (see figure 7-6). Both systems consist of two vented fuel
tanks (one in each wing), a four-position selector valve, fuel strainer.
manual primer, and carburetor. Referto figure 7-5 for fuel quantity datafor
both systems.

Fuel flows by gravity from the two wing tanks to a four-position
selector valve, labeled BOTH, RIGHT, LEFT, and OFF. With the selector
valve in either the BOTH, LEFT, or RIGHT position, fuel flows through a
strainer to the carburetor. From the carburetor, mixed fuel and air flowsto
the cylindersthrough intake manifold tubes. The manual primerdraws its
fuel from the fuel strainer and injects it into the cylinder intake ports.

Fuel system venting is essential to system operation. Blockage of the
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FUEL QUANTITY DATA (U. S. GALLONS)

TOTAL TOTAL TOTAL
TANKS USABLE FUEL UNUSABLE FUEL
ALL FLIGHT FUEL VOLUME
CONDITIONS
STANDARD
(21.5 Gal. Each}) 40 3 43
LONG RANGE o \ o
(27 Gal. Each)

Figure 7-5. Fuel Quantity Data

system will result in decreasing fuel flow and eventual engine stoppage.
Venting is accomplished by an interconnecting line from the right fuel
tank to the left tank. The left fuel tank is vented overboard through a vent
line, equipped with a check valve, which protrudes from the bottom
surface of the left wing nearthe wing strut. The right fuel tank filler cap is
also vented.

Fuel quantity is measured by two float-typefuel quantity transmitters
(one in each tank) and indicated by two electrically-operated fuel quantity
indicators on the left side of the instrument panel. An empty tank is
indicated by a red line and the letter E. When an indicator shows an empty
tank, approximately 1.5 gallons remain in a standard tank, and 2 gallons
remain in a long range tank as unusuable fuel. The indicators cannot be
relied upon for accurate readings during skids, slips, orunusual attitudes.

The fuel selector valve should be in the BOTH position for takeoff,
climb, landing, and maneuvers that involve prolonged slips or skids.
Operation from either LEFT or RIGHT tank is reservedfor cruising flight.

NOTE

When the fuel selector valve handle is in the BOTH
position in cruising flight, unequal fuel flow from each
tank may occur if the wings are not maintained exactly
level. Resulting wing heaviness can be alleviated gradual-
ly by turning the selector valve handle to the tank in the
“heavy" wing.

NOTE

Itisnot practical to measure the time required to consume
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Figure 7.6. Fuel System (Standard and Long Range)
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all of the fuel in one tank, and, after switchi
opposite tank, expect an equal duration fromc:‘l::Ee:‘:mlit:
ing fuel. The airspace in both fuel tanks is interconnected
by a vent line and, therefore, some sloshing of fuel between
tanks can be expected when the tanks are nearly full and
the wings are not level.

The fgel system is equipped with drain valves to provide a means for
the examination of fuel in the system for contamination and grade. The
system should be examined before the first flight of every day and after
ea.ch refueling, by using the sampler cup provided to drain fuel from the
wing tank sumps, and by utilizing the fuel strainer drain under an access
panel on theright side oftheengine cowling. The fuel tanks should be filled
after each flight to prevent condensation.

BRAKE SYSTEM

The airplane has a single-disc, hydraulically-actuated brake on each
main landing gear wheel. Each brake is connected, by a hydraulicline,toa
master cylinder attached to each of the pilot's rudder pedals. The brakes
are operated by applying pressure to the top of either the left (pilot's) or
right (copilot's) set of rudder pedals, which are interconnected. When the
airplane is parked, both main wheel brakes may be set by utilizing the
parking brake which is operated by a handle under the left side of the
instrument panel. To apply the parking brake, set the brakes with the
rudder pedals, pull the handle aft, and rotate it 80° down.

For maximum brake life, keep the brake system properl;_r maintained,
and minimize brake usage during taxi operations and landings.

Some of the symptoms of impending brake failure are: gra.d}ml
decrease in braking action after brake application, noisy or dragging
brakes. soft or spongy pedals, and excessive travel and Wf#al_{ braking
action. If any of these symptoms appear, the brake system is in peed of
immediate attention. If, during taxi or landing roll. braking action de-
creases. let up on the pedals and then re-apply Lhe_brakes with heavy
pressure. If the brakes become spongy or pedal travel increases, pumaiu;%
the pedals should build braking pressure. If one brake becomes :('je or
fails, use the other brake sparingly while using opposite rudder,

required, to offset the good brake.

ELECTRICAL SYSTEM

. . : . 5
The airplane 1s equipped with a
system (sezpfig'ure 7.7). The system 18 powered by an

g-volt, direct-current electrical
engine-driven. 60-
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d a 24-volt battery (a heavy duty battery is ‘a.vnilable).
located on the left forward side of the firewall. Power is supplied to most

general electrical and all avionics circuits through the primary bus bar
and the avionics bus bar, which are interconnected by an avionics power
the master switch is turned on. and

switch. The primary bus is on anytime
is not affected by starter or external power usage. Both bus bars are on
anytime the master and avionics power switches are turned on.

CAUTION

Prior to turning the master switch on or off, starting the
engine or applying an external power source, theavionics
power switch, labeled AVIONICS POWER, should be
turned off to prevent any harmful transient voltage from
damaging the avionics equipment,

amp alternator an

= MASTER SWITCH

The master switch is a split-rocker type switch labeled MASTER, and
is ON in the up position and off in the down position. The ri ght half of the
switch, labeled BAT, controls all electrical power to the airplane. The left

half, labeled ALT, controls the alternator.

Normally, both sides of the master switch should be used simultane-
ously; however, the BAT side of the switch could be turned on separately to
check equipment while on the ground. To check or use avionics equipment
or radios while on the ground, the avionics power switch must also be

— turned on. The ALT side of the switch, when placed in the off position,
removes the alternator from the electrical system. With this switch in the
off position, the entire electrical load is placed on the battery. Continued
operation with the alternator switch in the off position will reduce battery
power low enough to open the battery contactor, remove power from the
alternator field, and prevent alternator restart.

AVIONICS POWER SWITCH

Electrical power from the airplane primary bus to the avionics bus

(see figure 7-7) is controlled by a toggle switch/circuit breaker labeled
AVIONICS POWER. The switch is located on the left side of the switch and

control panel and is ON in theup position and off in the down position. With

- the: switch in the off position, no electrical power will be applied to the
avionics equipment, regardless of the position of the master switch or the
individual equipment switches. The avionics power switch also functions
as acircuitbreaker. If anelectrical malfunction should occur and cause the
circuit breaker to open, electrical power to the avionics equipment will be
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interrupted and the switch will automatically move to the off position. If
this occurs, allow the circuit breaker to cool approxlmately two minutes
before placing the switch in the ON position again. If the circuit breaker
opens again, do not reset it. The avionics power.smtch should be plgced in
the off position prior to turning the master switch ON or off. _start}mg the
engine, or applyingan external power source, and may be utilized in place
of the individual avionics equipment switches.

AMMETER

The ammeter, located on the lower left side of the instrument panel.
indicates the flow of current, in amperes, from the alternator to the battery
or from the battery to the airplane electrical system. When the engine is
operating and the master switch is turned on, the ammeter indicates the
charging rate applied to the battery. In the event the alternator is not
functioning or the electrical load exceeds the output of the alternator. the
ammeter indicates the battery discharge rate.

ALTERNATOR CONTROL UNIT AND LOW-VOLTAGE WARNING
LIGHT

The airplane is equipped with a combination alternator regulator
high-low voltage control unit mounted on the engine side of the firewall
and a red warning light, labeled LOW VOLTAGE, on the left side of the
instrument panel below the ammeter.

In the event an over-voltage condition occurs. the alternator control
unit automatically removes alternator field current which shuts down the
alternator. The battery will then supply system current as shown by a
discharge rate on the ammeter. Under these conditions, depending on
electrical system load, the low-voltage warning light willilluminate when
system voltage drops below normal. The alternator control unit may be
reset by turning the master switch off and back on again. If the warning
light does not illuminate, normal alternator charging has resumed:

however. if the light does illuminate again, a mallunction has occurred.
and the flight should be terminated as soon as practicable.

NOTE

Ilumination of the low-voltage light and ammeter dis-
charge indications may occur during low RPM conditions
with an electrical load on the system, such asduring a low
RPM taxi. Under these conditions, the light will go out at
higher RPM. The master switch need not be recycled since
an over-voltage condition has not occurred to de-activate
the alternator system.
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The warning light may be tested by turning on the landing .lights a_nd
momentarily turning off the ALT portion of the master switch while

Jeaving the BAT portion turned on.

CIRCUIT BREAKERS AND FUSES
ted by ''push-to-

al circuitsin the airplane are protec
itch and control

reset’” circuit breakers mounted on the left side of the swi | ‘
panel. In addition to the individual circuit breakers, a toggle switch/cir-

cuit breaker, labeled AVIONICS POWER, on the left switch and control
panel also protects the avionics systems. The cigar lighter is protected by
a manually-reset type circuit breaker on the back of the lighter, and a fuse
behind the instrument panel. The control wheel map light (if installed) is
protected by the NAV LT circuit breaker and a fuse behind the instrument
panel. Electrical circuits which are not protected by circuit breakers are
the battery contactor closing (external power) circuit, clock circuit. and
flight hour recorder circuit. These circuits are protected by fuses mounted

adjacent to the battery.
GROUND SERVICE PLUG RECEPTACLE

A ground service plug receptacle may be installed to permit the use of
an gxternal power source for cold weather starting and during lengthy
maintenance work on the electrical and electronic equipment. Details of
the ground service plug receptacle are presented in Section 9, Supple-

ments.

Most of the electric

LIGHTING SYSTEMS
EXTERIOR LIGHTING

he g;::;:d\;ingo:?i n]avllgat_mn ll.ghts_a.re located on the wing tips and top of
landing/ta.;ci ligh%searaen:él;iglal,llﬁ:ta::sdlofateld in tlclle cowl nose cap. Dual
2K A ! € ; also located in the cowl nos

OA:c;létl;o;}atlhl;gvl;t:Fg 115 fwazlable and includes a flashing beacon n(;ofnftag:l.
Hght vecessed 3 b;cs.] fin, a strobe light on each wing tip, and a courtesy
e el De':a.il e lower surfaqe of each wing slightly outboard of the
SLIpplement's e s of the strgbe light system are presented in Section 9

by locateél o thcourtesy lights are operated by the DOME LIGHTé
the lights on. The e overhead console; push the switch to the right to turn
asilitten locaf:ed o t;zr?;;nlngf; exterior lights are operated by rocker
the ON position. switch and control panel: push the rocker up to

Th i
e flashing beacon should not be used when flying through clouds or

1 July 1978
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overcast; the flashinglight reflected from water droplets or particlesinthe

atmosphere, particularly at night, can produce vertigo and loss oforienta-
tion.

INTERIOR LIGHTING

Instrument panel and switch and control panel li_gl.ltin gis prov.ided_ by
flood lighting, integral lighting, and post lighting (if mstall_ed). L1gptmg
intensity is controlled by a dual light dimming rheostat equipped with an
outer knob labeled PANEL LT, and an inner knob labeled RADIO LT,
located below the throttle. A slide-type switch (if installed) onthe overhead
console, labeled PANEL LIGHTS, is used to select flood lighting in the
FLOOD position, post lighting in the POST position, or a combination of
post and flood lighting in the BOTH position.

Instrument panel and switch and control panel flood lighting consists
of a single red flood light in the torward edge of the overhead console. To
use flood lighting, move the slide switch in the overhead console, labeled
PANEL LIGHTS, to the FLOOD position and rotate the outer knob on the

light dimming rheostat, labeled PANEL LT, clockwise to the desired light
intensity.

Postlights (if installed) are mounted at the edge of eech instrument and
provide direct lighting. To use post lighting, move the slide switch in the
overhead console, labeled PANEL LIGHTS, to the POST position and
rotate the outer knob on the light dimming rheostat, labeled PANEL LT,
clockwise to obtain the desired light intensity. When the PANELLIGHTS

switch is placed in the BOTH position, the flood lights and post lights will
operate simultaneously.

The engine instrument cluster (if post lights are installed), radio
equipment, and magnetic compass have integral lighting and operate
independently of post or flood lighting. The intensity of this lighting is
controlled by the inner knob on the light dimming rheostat labeled RADIO
LT: rotate the knob clockwise to obtain the desired light intensity. How-
ever, for daylight operation, the compass and engine instrument lights
may be turned off while still maintaining maximum light intensity for the
digital reedouts in the radio equipment. This is accomplished by rotating
the RADIO LT knob full counterclockwise. Check thatthe flood lights/post

lights are turned off for daylight operation by rotatingthe PANEL LT knob
full counterclockwise.

A cabin dome light, in the aft part of the overhead c i
: onsole, is operated
by a switch near the light. To turnthelight on, movethe switch to thl; right i

A control wheel map light is available and ism
con : - ounted on the bott
the pilot’s control wheel. The light illuminates the lower portio?n gfn:l?:

7-28
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hen checking maps and other

cabin just forwa ; ‘
flight data during night operations. To operate the lxgpt. first turn on _the
NAV LT switch; then adjust the map light's intensity with the knurled disk
type rheostat control located at the bottom of the control wheel.

A doorpost map light islocated on the left forward doorpost. It contains
be positioned to illuminate any area

both red and white bulbs and may :
e light is controlled by a switch. below the light.

desired by the pilot. Th

which is labeled RED, OFF, and WHITE. Placing the switch in the top
position will provide a red light. In the bottom position, standard white
lighting is provided. In the center position, the map light is turned off. Red
light intensity is controlled by the outer knob on the light dimming

rheostat labeled PANEL LT.

rd of the pilot and is helpful w

of a light failure is a burned out bulb:

The most probable cause
minate when

however, in the event any of the lighting systems fail to illu
turned on, check the appropriate circuit breaker. If the circuit breaker has

opened (white button popped out), and there is no obvious indication of a
short circuit (smoke or odor), turn off the light switch of the affected lights.
reset the breaker, and turn the switch on again. If the breaker opens again.

do not reset it.

CABIN HEATING, VENTILATING AND
DEFROSTING SYSTEM

The temperature and volume of airflow into the cabin can beregulated
by manipulation of the push-pull CABIN HT and CABIN AIR control

knobs (see figure 7-B).

For cabin ventilation, pull the CABIN AIR knob out. To raise the air
;gr:::erau;;e. pull the CAB.IN HT knob out approximately 1/4to 1/2 inch
or k:::)aou:;ngunt -of cal_nn heat. Ac}ditiona.l heat is available by pulling

i arther; maximum heat is available with the CABIN HT knob
p out and the CABIN AIR knob pushed full in. When no heat is desired
in the cabin, the CABIN HT knob is pushed full in.

Front cabin heat and ventilating air i 1

¢ | ) g air is supplied by outlet holes s
zzz?ss;ec;:b:;;n::infgld just tl‘orward of the pilot's and copilot’s feetpa‘:;g

_ r 1s supplied by two ducts from the manifolci
g:;t:lr':{:l:gegl d;;}*n ea.gh side of the cabin to an outlet at the front doorp(;sct}r;f
i n.lanli?glzh!;‘ald c:(efrost air is also supplied by a duct leading from

_ . 'wo knobs control slidin i le

and permit regulation of defroster airflow. SHEE e ES et erontics

Separate adjustable ventilators supply additional air; one near each

1 July 1978
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upper corner of the windshield supplies air for the pilot and copilot, and
two ventilatorsare available for therear cabin area tosupply airto therear
seat passengers. The airplane may also be equipped with an air condition-
ing system. For operating instructions and details concerning this system,
refer to Section 8, Supplements.

PITOT-STATIC SYSTEM AND INSTRUMENTS

The pitot-static system supplies ram air pressure to the airspeed
indicator and static pressure to the airspeed indicator, rate -of-climb
indicator and altimeter. The system is composed of either an unheated or
heated pitot tube mounted on the lower surface of the left wing, an external
static port on the lower left side of the forward fuselage, and the associated
plumbing necessary to connect the instruments to the sources.

The heated pitot system (if installed) consists of a heating element in
the pitot tube, a rocker switch labeled PITOT HT, a 5-amp circuit breaker,
and associated wiring. The switch and circuit breaker are located on the
left side of the switch and control panel. When the pitot heat switch is
turned on, the element in the pitot tube is heated electrically to maintain
proper operation in possible icing conditions. Pitot heat should be used
only as required.

A static pressure alternate sourcevalvemay be installed on the switch
and control panel below the throttle, and can be used if the external static
source is malfunctioning. This valve supplies static pressure from inside
the cabin instead of the external static port.

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

Pressures within the cabin will vary with open hgaterivents and
windows. Refer to Section 5 for the effect of varying cabin pressures on

airspeed readings.

' AIRSPEED INDICATOR

The airspeed indicator is calibrated in knots and rx}iles per hour.
Limitation and range markings (in KIAS) include the white arc (41 to 85
knots), green arc (47 to 128 knots), yellow arc (128 to 160 knots). and a red

line (160 knots).

" i . iy s : : le
speed indicatoris installed, it is equipped with a rc_na,tz_:.b
il SOTE on with the airspeed indicator dial in a

s ring which works in conjuncti h
/0' magnar gimilar to the operation of a flight computer. To operate the
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indi i ring until pressure altitude is aligned with
Lr:x?s::m:irh::n:::r;hien degrecs Fl!}’xrenheit. Pressure altitude st_lould
aot be confused with indicated altitude. To ob_tun pressure altitude,
momentarily set the barometric scale on the altimeter to 29.92 and read
pressure altitude on the altimeter. Be sure to return the a.ltun.eterbaromet-
ric scale to the original barometric setting after pressure altitude hasbeen
obtained. Having set the ring to correct for altitude and _tempera.ture. read
the true airspeed shown on the rotatable ring by the indicator pointer. For
best accuracy, the indicated airspeed should be corrected to calibrated

airspeed by referring to the Airspeed Calibration chart in Section 5.

Knowing the calibrated airspeed, read true airspeed on the ring opposite
the calibrated airspeed.

RATE-OF-CLIMB INDICATOR

The rate-of-climb indicator depicts airplane rate of climb or descent in
feet per minute. The pointer is actuated by atmospheric pressure changes
resulting from changes of altitude as supplied by the static source.

ALTIMETER

Airplane altitude is depicted by a barometric type altimeter. A knob

near the lower left portion of the indicator provides adjustment of the
instrument’s barometric scale to the current altimeter setting.

VACUUM SYSTEM AND INSTRUMENTS

An engine-driven vacuum system (see figure 7-9) provides the suction
necessary to operate the attitude indicator and directional indicator. The
system consists of a vacuum pump mounted on the engine, a vacuum relief
valve and vacuum system air filter on the aft side of the firewall below the

instrument panel, and instruments (including a suction gage) on the left
side of the instrument panel.

ATTITUDE INDICATOR

~The attitude indicator gives a visual indication of flight attitude. Bank
attitude is presented by a pointer at the top of the indicator relative to the
bank scale which has index marks at 10°, 20°, 30°, 80°, and 90° either side of
the center mark. Pitch and roll attiludes are presented by a miniature
airplane in relation to the horizon bar. A knob at the bottom of the
instrument is provided for in-flight adjustment of the miniature airplan

to the horizon bar for a more accurate flight attitude indication, pane
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DIRECTIONAL INDICATOR

A directional indicatordisplaysairplaneheadingonacompasscardin
relation to a fixed simulated airplane image and index. The indicator will
precess slightly over a period of time. Therefore, the compass card should
be set in accordance with the magnetic compass just prior to takeoff, and
occasionally re-adjusted on extended flights. A knob on thelowerleft edge

of the instrument is used to adjust the compass card to correct for
precession.

SUCTION GAGE

The suction gage, located on the left side of the instrument panel. is
calibrated in inches of mercury and indicates suction available for
operation of the attitude and directional indicators. The desired suction
range is 4.5 to 5.4 inches of mercury. A suction reading below this range

may indicate a systemn malfunction or improper adjustment, and in this
case, the indicators should not be considered reliable.

STALL WARNING SYSTEM

The airplane is equipped with a pneumatic-type stall warning system
consisting of an inlet in the leading edge of the left wing, an air-operated
horn nearthe upperleft corner of the windshield, and associated plumbing.
Astheairplaneapproaches astall,thelow pressure on the upper surface of
the wings moves forward around the leading edge of the wings. This low
pressure creates a differential pressure in the stall warning system which

draws air through the warning horn, resulting in an audible warning at5to
10 knots above stall in all flight conditions.

The stall warning system should be checked during the preflight
inspection by placing a clean handkerchief over the vent opening and

applying suction. A sound from the warning horn will confirm that the
system is operative.

AVIONICS SUPPORT EQUIPMENT

The airplane may, at the owner’s discretion, be equipped with various
types Ol: a.vitl:n‘n:;s suppo;t equipment such as an audio control panel,
microphone-headsets, and static dischargers. The followi
discuss these items. ¢ "= SERSSARIRRN
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AUDIO CONTROL PANEL

Operation of radio equipment is covered in Section 9 of this handbook.
When one or more radios are installed, a transmitter/audio switching
system is provided (see figure 7-10). The operation of this switching
system is described in the following paragraphs.

TRANSMITTER SELECTOR SWITCH

A rotary type transmitter selector switch, labeled XMTR SEL, is
provided to connect the microphone to the transmitter the pilot desiresto
use. To select a transmitter, rotate the switch tothe number corresponding
to that transmitter. The numbers 1, 2 and 3 above the switch correspond to
the top. second and third transceivers in the avionics stack.

The audio amplifier in the NAV/COMradio isrequired for speaker and
transmitter operation. The amplifier is automatically selected, along with
the transmitter, by the transmitter selector switch. As an example, if the
number 1 transmitter is selected, the audio amplifier in the associated
NAV/COM receiver isalso selected, and functions as the amplifier for ALL
speaker audio. In the event the audio amplifierin use fails, asevidenced by
loss of all speaker audio and transmitting capability of the selected
transmitter, select another transmitter. This should re-establish speaker
audio and transmitter operation. Since headset audio is not affected by
audio amplifier operation, the pilot should be aware that, while utilizing a
headset, the only indication of audio amplifier failure is loss of the selected
transmitter. This can be verified by switching to the speaker function.

AUTOMATIC AUDIO SELECTOR SWITCH

A toggle switch, labeled AUTO, can be used to automatically match the
appropriate NAV/COM receiver audio to the transmitter being selected.
To utilize this automatic feature, leave all NAV/COM receiver switchesin
the OFF (center) position, and place the AUTO selector switch in either the
SPEAKER or PHONE position, as desired. Once the AUTO selector switch
is positioned, the pilot may then select any transmitter and its associated
NAV/COM receiver audio simultaneously with the transmitter selector
switch. If automatic audio selection is not desired, the AUTO selector
switch should be placed in the OFF (center) position.

NOTE
Cessna radios are equipped with sidetone capability (mon-

itoring of the operator's own voice transmission). Sidetone
will be heard on either the airplane speaker or a headset as
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AUTOMATIC AUDIO SELECTION

L ?
SPEAKER
T mw Jr<:o»\ ADF
3 1 2
1;“.'71] \ moue———l
TRANSMITTER L - =
SELECTOR

= 7 .
AUTOMATIC AUDIO AUDIO SELECTOR
SELECTOR SWITCH SWITCH (TYPICAL)

As luszrated, the number | transmutier is slected. the AUTO selector switch is in

e SFEAKER poution, and the NAV/COM 1, 2 and 3 and ADF 1 and 2 zudio

selector switches are in the OFF position. With the switches set as shown, the pilot

il trarsmit on the number 1 transrmtter and hear the number 1 NAV/COM re-
ceiyer through the arplane speaker.

INDIVIDUAL AUDIO SELECTION

3

SPEAKER
123 | up.v;com ADF ‘
@ AUTO 2 3 2
Q— — o— 00— 8— O OFF
_/5"?5{' _/Zl PHONE ———]

TRANSMITTER S y _)J
SELECTOR
SWITCH

ZT\l.."l’t:)l’m‘l’lc AUDIO\ AUDIO SELECTOR
SELECTOR SWITCH SWITCH (TYPICAL)

As illustrated, the number 1 transmutter s selected, the AUTO selector switch is
in the OFF position, the number 1 NAV/COM receiver is in the PHONE position
and the number 1 ADF & in the SPEAKER position. With the switches set as
shown, the pilot will transmit on the number 1 transmitter and hear the number
1 NAV/COM recerver on a headset, while the passengers are listening 1o the ADF
zud 0 trrough the airplane spesker. 1f another audio selector switch is placad in
either the PHONE or SPEAKER position, it will be heard simultaneously with
eitner the number 1 NAV/COM or number 1 ADF respectively

Figure 7-10. Audio Control Panel
7-36
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selected with the AUTO selector switch. Sidetone may be
g]iminsmdhyplacingthcAtri'Oselecto:muﬁintbe OFY

ition, and utilizing the individual radic selecior
cwitches. Adjustment of speakser sidetone vui_m:ae is
accomplished by adjusting the sidstone potentiometst
located inside the andio control panel During a.d jusms=at
beawaretha:iftbesidetanelevelissettcpl%zghxfm
cause audio feedback (sgueal) when transmittins. qhead-
phane sidetone level adjustment t0 accgmmoda:e the use
of the different type headsetsis accomplished by adjusting
potentiometers in the NAV/COM radios.

AUDIO SELECTOR SWITCHES

The audio selector switches. labeled NAV/COM 1.2 and 3and ADF 1
and 2. allow the pilot to imifielly pre-tune all NAV/COM and ADF
receivers, and then individually select and listen to any recsiver of
combination of receivers. To listen to & specific receiver, first check that
the AUTO selectar switch is in the OFF (center) position. then place the
audio selector switch corresponding to that receiver in eitherthe SPEAK-
ER (up) or PHONE (down) position. To turn off the audio of the selected
receiver, place that switch in the OFF (center) position If desired. the audio
selector switches can be positioned to permit the pilot to listen o one
receiver on a headset while the passengerslistentoanother receiveronthe

airplane speaker.

The ADF 1 and 2 switches may be used anytime ADF audioisdesired If
the pilot wants only ADF audio, for station identification orother reasons.
the AUTO selector switch (if in use) and all other audio selector switches
should be in the OFF position. If simultaneous ADF and NAV/COM audio
is acceptable to the pilot, no change in the existing switch posiuons 1s
required. Place the ADF 1 or 2 switch in either the SPEAKER or FHONE
position and adjust radio volume as desired.

NOTE

If the NAV/COM audio selector switch corresponding to
the selected transmitter is in the PHONE position with the
AUTO selector switch in the SPEAKER position. all audio
selector switches placed in the PHONE position will
automatically be connected to both the airplane speaker
and any headsets in use.

MICROPHONE-HEADSET INSTALLATIONS

Three types of microphone-headset installations are offered The
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rovided with avionics equipment includgs a hand-held
?nt:;do;rgo:\is;ﬁ sﬁap arate headset. Thg keying switch for t.hxs microphone
is on the microphone. TwWo optional mxcrgphqne-headset installations are
also available; these feature a single-unit microphone-he a.dget combma-
tion which permits the pilot to conduct radio communicatlox}s without
interrupting other control operations to handle a pand-held microphone.
One microphone-baadset combination is offered thhou_t a padded headset
and the other version has a padded headset. The mlcmphone-peadset
combinations utilize a remote keying switch located on the left grip of the
pilot's control wheel. The microphone and headset jacks are located near
the lower left corner of the instrument panel. Audio to all three headsets1s
controlled by the individual audio selector switches and adjusted for
volume level by using the selected receiver volume controls.

NOTE

When transmitting, the pilot should key the microphone,

place the microphone as close as possible to the lips and
speak directly into it.

STATIC DISCHARGERS

If frequent TFR flights are planned, installation of wick-type static
dischargers is recommended to improve radio communications during
flight through dust or various forms of precipitation (rain, snow or ice
crystals). Under these conditions, the build-up and discharge of static
electricity from the trailing edges of the wings, rudder, elevator, propeller
tips and radio antennas can result in loss of usable radio signals on all
communications and navigation radio equipment. Usually the ADF isfirst
to be affected and VHF communication equipment is the lasttobe affected.

Installation of static dischargers reduces interference from precipita-
tion static. but it is possible to encounter severe precipitation static
conditions which might cause the loss of radio signals, even with static
d}schargers installed. Whenever possible, avoid known severe precipita-
tion areas to prevent loss of dependable radio signals. If avoidance is

impractical, minimize airspeed and anticipate temporary loss of radio
signals while in these areas.
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