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            FOREWORD

          

          WARREN SATTLER

        

      

    

    
      As a young boy, I’d always been interested in aviation, especially with an uncle who trained to fly in World War II. But it wasn’t until one Easter weekend that I took a scenic flight above Rotorua, New Zealand’s adventure playground. Even though I didn’t feel particularly well afterwards, I enjoyed it enough to say to myself, “Let’s give this a go.”

      I learned to fly in a Victor 100. Back then, the Cessna 172 was an aircraft you aspired to fly, and well known for their smooth throaty sound.

      It was never my intention to do a PPL, but I was drawn to flying. I have now chalked up some 35,000 hours GA (General Aviation) flying. I have flown all the Cessna’s — the 150, the 152, in fact, most Cessna models, including the 336, the 337, the 177, the 182, right through to the 404s and 420s. You name it, I’ve flown it. I was also the first person in New Zealand to fly a tail dragger conversion 152.

      After finishing my PPL, I finally flew the 172. Unsurprisingly, my interest in flying continued to develop, and I completed my commercial licence. Then my instrument rating. Onto my multi-engine rating, and finally my instructor rating.

      Just as I completed my training, there was a major upheaval within NAC and Air New Zealand, and they stopped flying the Fokker Friendships. As a result, the hiring of pilots stopped for seven years. So I kept instructing in Cessna’s.

      The 172 is probably the safest airplane I have flown, particularly from a flight training point of view. Saying this in tongue in cheek, ”If I was going to crash in anything, let it be in a 172”. An extraordinarily flexible aircraft, with very good low-speed characteristics, so therefore very “survivable”. By the time you actually need to touchdown, you’re going pretty damn slow. Far better to go in with something like a 172, than some of the other aircraft I can think of…

      The 172 is both easy to fly, but difficult as well, because of coordination in particular, from a training point of view, from slow speed to high speed. The interaction between ailerons and rudder, I think, hones the student pilot to quite a high level, if they master it. Occasionally I fly with someone new and I think, “Oh my god, here we go again” with all this aileron, waggling and adverse yaw. From a training point of view, it’s a forgiving airplane, flexible, with great manoeuvrability.

      It’s been interesting watching the changes that Cessna has made over the stalling characteristics. Some of the earlier Cessna’s would bite nicely on the stall, particularly the 152s. They’d bite superbly, with a solid wing drop stall. The biggest change was to the L or the N, which had a droop leading edge that had a profound effect on the aeroplane. It dropped the stall speed quite considerably, and the manoeuvrability went up.

      I miss the older model Cessnas’ with 40 degrees of flap. Because of several accidents in the United States, they bought it back to 30 degrees. As an old hand, I can say that the 40 degrees gave it a real edge. In any precision short field landing competition, give me a 40 degree flap Cessna.

      Over the years, I’ve seen the engine develop from the 145, 150, 160 horsepower, then conversions to the 180 horsepower, the XP 195 and eventually 210 horsepower. All in the same airframe. How versatile is that!

      The book says you don’t sideslip a Cessna with the flaps down. You can do it, but it does blanket the tailplane and your controls. Not good for students. Particularly in the R and the S models. Doing a sideslip very clearly much prefers going to the left than the right. From time to time I’ve side slipped with full flap, but you need to make sure you’ve got plenty of speed to do so.

      The R and the S models have very few vices. To the extent that if you want to do a decent wind drop stall, you’ve got to work on it to get those. From a training point of view, with two of you in the cockpit, it’s a docile aeroplane. Increasing the gross weight, with a bit of an aft C of G, it will exhibit the characteristics of a typical airplane and it will drop over quite nicely. 

      I’ve flown many Cessnas’, the Cardinal, 206 and twins, 404s etc from New Zealand across a lot of water — Vanuatu (very interesting flying!), and Australia. The smallest airplane I ferried was a 152 to New Caledonia. I’ve had a lot of firsts. I flew the first Cessna 162 in New Zealand, the first person to have a Partnavia rating, which I gave myself. That was fairly interesting. If I walked out any flight line and they said, have a pick of whatever’s there, it would always be a Cessna for me.

      Maintenance, maintenance, maintenance. At the end of the day, aeroplanes are a collection of bits. One of the biggest downfalls of the early Lycoming powerplant was camshaft wear. Since tappets have gone in, they have been magnificent. We have had teardown reports after engines have gone back to the factory. The camshafts are in a state where they could literally go straight back into the aircraft and be used again. We don’t skimp on maintenance and, as a result, we’re regularly getting 4,000 hours out of our engines. Our oil analysis has been a boon, and it’s been very useful on the journey. The role of tappets has put the engines into a completely different league. 

      We were one of the first flying schools in New Zealand to get the 172 diesel engine conversion. We had five converted 172s — a total of 155 horsepower burning 22-23 litres an hour. At 75% power, sea level power can be maintained to 18,000 feet. It is a joy to climb to 10,000 feet. The old 172 really climbs. We watch the other 172s with their normal engine, falling off at 5,000 and 6,000 feet. We hold 800 feet a minute to 10,000 feet, which is quite something. 

      It’s true that the engines are not cheap. I did a comparison over 3,000 hours (before the 2022 Ukraine war) in the 172-S. We were looking at NZ$300,000 in terms of fuel costs. With the diesel conversion, you’re looking at NZ$105,000. Maintenance may be more expensive, as there are specific checks on hours done. But you have a lot of extra money for maintenance with the NZ$200,000 in fuel savings.

      When you look at a Cessna 172, then examine other similar aircraft, you’ll see these designs all originated from the Cessna — the high wing, the form, the structure. So many look like a Cessna. From the Jabiru to the Tecnam, I look at them and I say, well; I wonder where that concept came from. The Cessna 172 is damn hard to beat.

      

      
        
        Warren Sattler

        A-Cat Examiner

      

      

      

      35,000 hours of flight instruction experience and as an A Cat Instructor with General Aviation flight testing privileges. He is committed and dedicated to training pilots, seeing them succeed in their airline careers. Warren was awarded a Life Membership of the Aviation Industry Association in 2010.

    

  


  
    
      
        
          
          

          
            INTRODUCTION

          

          CAPTAIN JOHN MAZUR

        

      

    

    
      My love for aviation started when I was an elementary school student, riding along with my dad in his friend’s airplane. I was hooked. While still in high school, in Mt. Carmel, Pennsylvania I paid for my private pilot’s certificate with my summer job, learning to fly a Cessna 150 A. I flew from a grass strip in the anthracite coal area, a hard coal place. Money was scarce, and the Cessna 150 was affordable with its small engine. Interestingly, I had to hitch-hike to the airport for flying lessons since I wasn’t yet old enough to drive a car.

      The first time I saw a Cessna 172, I thought here's the same airplane, but bigger, meaning I could take more friends. I was excited. I thought this was the perfect airplane.

      I enlisted in the Air National Guard hoping to fly for the military. After Vietnam, our military forces were being reduced and no pilot slots were available. I became an airplane engine mechanic for the EC 121 Constellation. In the military, I learned about Embry-Riddle Aeronautical University and decided to continue my education in Daytona Beach, earning a degree in Aeronautical Studies. It is one of the most renowned aviation universities in the world, with several campuses in the USA, in China and in more than 130 locations all over the world. What is their choice as the most efficient and safest airplane? Due to the high number of hours they fly versus the very low number of incidents or accidents, it would have to considered the safest plane in the world. They’re using the 172 as their primary, instrument and commercial trainer.

      Overall, the 172 is an awesome airplane. Parts are available everywhere, as are experienced mechanics. It's affordable to own and operate compared to some other aircraft. It's just a perfect personal airplane. While at the aviation university, I completed my commercial, instrument and CFI (Certified Flight Instructor) ratings in a 172.

      After graduation, I got my first job establishing a flight school with Beechcraft, setting up their Beech Aero Clubs and Flight Training Centers. I worked with a nearby university to establish a fully accredited Aviation Degree program. Due to making headlines with the university and flight school’s success, I earned a personal interview with Olivia Beech, who offered me the opportunity to do the same with their Aero Club Flight Centers nationwide.

      One of my students owned an old 1963 Cessna 172, and I was instructing him in it. We were in Charleston, West Virginia, a mountainous area, with not a lot of flat landing spots. He said, if I ever wanted to use the airplane, just gas it up you're welcome to it. I’d often find myself night flying over the highest mountains in the eastern United States. Bad weather would force commercial airlines to go around, on missed approaches, while I was flying overhead back to Daytona Beach, to visit friends in the 172. It is such a reliable airplane. One late night flight I was in turbulence over mountains at the highest Minimum Safe Altitude (MSA) in the east, almost at the aircraft’s limits and it handled it very well. It’s a very stable flyer to learn and enjoy cross-country experience flying over the mountains.

      I have great respect for Cessna 172. There’s a reason why it's the most popular airplane in the world. I have been able to fly many great aircraft over my career, from light planes, and corporate jets, to heavy aircraft, and the 172. It is one of the most desirable airplanes anyone can fly and own. In my opinion, there is nothing else that can beat it. My background includes 32,000 plus hours and I appreciate what the 172 offers. That should mean a lot.

      The high wing of the 172 gives all occupants a great view. It’s easy to look around and see where you are. It has the added bonus of when you’re on the ground there’s somewhere to stand outside in the shade when it's sunny, or to protect you from the rain when you’re unloading bags or doing preflight checks. It’s easier to get into than most low wing airplanes and there’s enough room inside to take friends for joy rides, travelling to places too far to drive to. With its large windows, you sit high in the airplane, and have more visibility than almost any other airplane that I have flown. A docile and forgiving aircraft, it’s also great for learning to land with its forgiving spring steel landing gear. A requirement as beginner pilots may tend to hit the runway harder when initially learning proper landing technique.

      It's advanced enough to take friends on a cross-country flight at a decent speed. A Bonanza or a jet can get you to places faster but the enjoyment of flying is just being in the air, seeing what you can see with your own eyes, greatly expanding your personal horizon. I take friends up frequently to enjoy a beautiful sunrise or sunset.

      I became a corporate jet pilot, first flying a Westwind 1124 jet. I have also flown Lears, Falcons and Gulfstreams. Typically, corporate pilots don't fly as much as airline pilots, so I started a banner towing business. Being in a mountainous area with most of the towns in a river valley, my idea was to fly over the American football games at West Virginia University of Morgantown, and Marshall University in Huntington. I would also fly over the river valleys where the houses were lined up along the sides of mountains. Families could look straight out from the houses on the hillside, and I'd be in my 172 towing banners, at their eye level. The 172 is enjoyable and fun to fly, even when towing political banners.

      After being hired by US Airways, I bought my first home in New Hampshire, with my new bride Darlene. We chose to be based nearby in Boston. Within a year, Darlene became a Flight Attendant for the same airline. I started as a B-727 Flight engineer, but within months I become a DC-9 First Officer. My first Captain rating was in the Boeing 737, which I refer to as the 172 of the airline world. Both are the world’s most popular airplanes of the airline and general aviation aircraft categories respectively. Additionally, I have additional type ratings in various large Airbus and Boeing airliners. US Airways has since merged with American Airlines.

      Commercial flying is great, but I missed light airplane flying, so I started an aero club in Nashua, New Hampshire. It was the busiest general aviation airport in the northeast United States, located about a 45 minute drive northwest of Boston. My first advertisement read, “Flight instructor starting private pilot ground school and Aero Club. Enjoy saving costs while learning to fly.” I named it Nashua Flyers, and bought my first 172. People showed up! I didn't charge much, as the goal was to share the joy of flying. Forty years later I'm told that original aircraft still exists in Nashua. I don't know of another airplane that would be able to last that long with so many different people flying. It’s a durable, well-designed airplane that is safe, economical and a gentle trainer.

      I was able to spin a 172, you can't do that in a 182 or any Piper's I know of. Spins are a required maneuver to become a certified flight instructor with the FAA. With the 172 design, it’s great, for that exhilarating maneuver. Since one can't spin in many other airplanes most flight schools almost have to have 172s for their CFI training. When I first learned to fly, spin training was a requirement for even the Private Pilot Certificate.

      I've flown a lot of hours and there are a lot of things that have happened. I've never had an accident or incident breaking rules or violating the law. I believe it's because of learning to fly in a 172 has created great habit patterns. Over the years, I've had several engine failures, and I've had people trying to break into our cockpit. I've had a baby delivered on board, so we landed with one more passenger than we took off with. I have had a lot of other things happen in the airline and corporate flying world as well. Even if I were piloting the space shuttle, I still wouldn't have outgrown what I’ve learned in the 172.

      Although flying a 172 in 45-knot winds is probably not the best idea. I found I could do it safely with my experience and my understanding of the aircraft. But I don’t recommend trying it!

      I have owned six different airplane types and have never lost money on a 172. Buying brand new is expensive. But a used one, if well taken care of, can be as reliable as a brand new aircraft. I've made money on every 172 I've had. I also have had Beechcraft and Piper airplanes. When I was a student at Embry Riddle, I bought an Aeronca Chief. It is similar to a tandem seating Champ, a tailwheel and fabric airplane but the Chief has side-by-side seating. Interestingly, all my 172s have outperformed my bank investments so I have had the added benefit of being able to fly and enjoy these 172 investments.

      If you take care of it while operating the 172, you will have the enjoyment of a beautiful (no matter how old it is), well-running, flying airplane, and you will get the value back when you sell. The better you take care of it, the more desirable and valuable the airplane will be.

      There’s a plaque on the wall at home, “A superior pilot uses his superior judgment to avoid situations requiring the use of his superior skills.” The habit patterns and skills I have learned on the 172, I am able to apply to my multi-engine and jet flying. I've had numerous situations, engine failures, and all sorts of incidents but because of what I learned in the 172, safety has carried right over. Piloting an airplane is the same or very similar in any type airplane you’re flying. If you pull back on the control yoke, the houses get smaller, if you push forward the houses get bigger. Learning to fly in a 172 can safely build greatly intuitive safety skills.

      I have found the positive stability of the airplane is unmatched compared to most aircraft. If you have enough altitude and you did get into a stall or spin, just let go of everything, and the 172 will find its way back to straight and level. Even with no power on the engine, with its positive stability it will turn itself right side up into a glide. There are just so many good things to say about the airplane.

      I have plenty of experience and ratings, and yet I learn every single day. The airline that employs me to teach their captains and pilots, think I know almost everything. However, If I thought that, I would be dangerous. Among the best advice I can offer, is for you to know your limits and abide by them. Never stop learning. Adding additional ratings is a great way to stay proficient. A true professional is always learning and always improving.

      I know you will enjoy flying the 172. Happy Landings!

      

      
        
        Captain John Mazur

      

      

      

      A private pilot whilst still in high school, he then became an airplane engine mechanic with the Air National Guard. He attended Embry-Riddle Aeronautical University, becoming a flight instructor and flight school operator, charter pilot, airplane banner towing pilot, corporate jet pilot, airline pilot, an Airline Instructor and CRM Safety course developer, a participant in NASA’s Pilot Fatigue research. John lives in Spruce Creek Fly-In, a flying community in a home with a hangar attached and a taxiway behind. His wife Darlene is a flight attendant. Their sons, Matthew and Johnny, are both commercially certificated instrument and multi-engine flight instructors. John’s picture hangs in the Air and Space Museum in Washington, DC, as part of America by Air display.  He was also awarded the Wright Brothers Master Pilot Award. He has over 5000+ Cessna 172 hours.
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        "If the engine stops for any reason, you are due to tumble, and that's all there is to it." 

        

        Clyde Cessna

      

      

      In 1911, a Kansas farmer breathed life into a fragile-looking wood and fabric aircraft and became the first person to fly between the Mississippi River and the Rocky Mountains. His name was Clyde Cessna and for over eight decades, his name has been synonymous with the world’s top selling aircraft.

      Inspired by a 1911 flying exhibition in Oklahoma City, U.S.A., Clyde Cessna’s greatest wish was to fly. Fuelled by a passion for flight, his inspiration was the American version of the Bleriot XI, and he created his first monoplane using linen and spruce. Known as the “Silverwing,” it was powered by a 40 hp Elbridge 4 cylinder motor. His first flight attempt ended in a ground loop, costing him US$100 in repairs.

      After twelve more attempted flights, Clyde’s aircraft bounced and then flew, but only for a short time. After crashing into trees whilst attempting to turn the aircraft, he is quoted as saying, “I’m going to fly this thing, then I’m going to set it afire and never have another thing to do with aeroplanes!”.

      It was in Oklahoma, where he tested his early planes on the salt flats. Between 1912 and 1915, he created several monoplane designs, powered by an Anzani 6-cylinder engine, providing between 40 and 60 hp. He also opened a flight school that ran out of his factory.

      Clyde Cessna partnered with Lloyd Stearman and Walter Beech to create the Travel Air Manufacturing Company in 1925. As the company’s president, it soon became one of the leading US aircraft manufacturers because of Clyde’s advanced design ideas. Several years later, he proposed a monoplane design without wing struts. When his (now famous) associates dismissed it, he left and built the cantilevered wing monoplane, the Comet.

      That small aircraft company set out to do what others said could not be done — building a monoplane that used a wing without supporting struts or braces. The Cessna All Purpose aircraft took flight on August 13, 1927. With this, the aviation world and industry changed forever and Clyde Cessna’s cantilever design has been the ongoing standard ever since.

      Several other aircraft designs took flight, including the AW, CW-6 and DC-6 in 1929. That same year Cessna collaborated with his son, Eldon, and together they created the CR-series racing aircraft, which was how the company survived trading through the Great Depression. Their financial respite was short-lived, and the Cessna Aircraft Company eventually declared bankruptcy in 1931.

      In 1934, with the hard work of his nephews, Dwane and Dwight Wallace (who later took over the company) persuaded Clyde to reopen the company. They introduced the efficient four-seat C-34, a high-winged aircraft with a strutless cantilever wing design, featuring Cessna’s first flaps. A racing favourite and considered nearly impossible to beat.

      Clyde retired from the company in 1936, and passed away on November 20, 1954, aged 74. His legacy lives on. Posthumously inducted into the National Aviation Hall of Fame in 1978, and into the International Air & Space Hall of Fame in 1983, the Cessna name will always be linked to the skies.

      Whilst many assume that the story of the 172 starts with Clyde, it was his nephew, Dwane Wallace, who rescued the company from bankruptcy, with the launch of the C-34, kick-starting a new era of all-metal construction and mass production. This era helped create a new market for personal and business light aviation transportation. Cessna became a global leader and build over 100,000 aircraft while Wallace steered the company. There was a constant refinement and new markets forged, including light jets.

      It’s hard to find any modern day pilot who has not logged a few hours in a Cessna 172 (also known as the Skyhawk). Originally, the Cessna 172 was called just that — the Cessna 172. In 1960, the name Skyhawk came about with the release of the 172B. There was an option for a standard package, or a deluxe option package — the Skyhawk — which came with extra equipment and full exterior paint. Over time, the Skyhawk name stuck and is now refers to the entire Cessna 172 fleet. The Skyhawk piston is the most popular single engine aircraft ever built, with a reputation for being the ultimate training aircraft. Boasting a slow landing speed and a lenient stall, these characteristics make it a favourite with most flight training schools.

      The 172 Skyhawk has changed little from its original simple, rugged, and reliable 1956 design, still based on the Cessna 170, but with tricycle landing gear replacing the conventional tailwheel arrangement.

      The Cessna 172 holds the World Record for Flight Endurance to this day. The first 172 to hold it was owned by Jim Heth and Bill Burkhart, who took to the skies over Dallas, Texas in August 1958. Dubbed ‘The Old Scotchman’, they stayed in the air for 50 days.

      

      Then, on December 4, 1958, Robert Timm and John Cook left the ground, landing 64 days, 22 hours and 19 minutes later, on February 4, 1959, at the McCarran Airfield in Las Vegas, Nevada, breaking the record and raising much needed funds for the Damon Runyon Cancer Fund.

      The governments of Austria, Greece, Singapore, Iraq, and Chile have purchased various civilian variants of Cessna 172 Skyhawk for their military, using the aircraft for a number of different roles, including training. In 1964, the U.S. Air Force ordered 855 stock standard Skyhawks, renaming it the T-41 Mescalero. Both academies of the Air Force and Navy used the T-41 to train their pilots, while the U.S. Army utilised it for reconnaissance. Only phased out in 1993.

      In 1987, at the height of the Cold War, a teenaged West German pilot, Mathias Rust, flew a Cessna 172 750km into the Soviet Union to promote world peace. In his French-built (Reims) Cessna, Rust evaded the world’s most formidable air defence system, made up of thousands of anti-aircraft missile launchers, and landed on a bridge on the edge of Moscow’s Red Square. He flew low to evade Russian air defence radar. However, a MiG fighter approached him and mistook him for a Soviet training plane. The Soviet Union’s jet fighters found it too difficult to match the Cessna’s slower speed. Rust stated that he wanted to land the plane in the middle of Red Square in order to make a statement but the landmark was full of people, so he chose a four-lane bridge next to St Basil’s Cathedral, circled around and touched down.

      The Soviets arrested Rust, and found him guilty of hooliganism, disregard of aviation laws, and for breaching the Soviet border. President Gorbachev used the opportunity to rid himself of military officials and in 1988, following the signing of a non-proliferation treaty by Reagan and Gorbachev, Rust was released as a gesture of goodwill after serving 14 months. Rust’s Cessna is now on display in Germany’s Deutches Technikmuseum.

      

      June 12th 2020, saw the 65th anniversary of the Cessna Skyhawk’s first flight. Since the production line restart in 1996, the Cessna 172 has been the top selling Light Single Engine (LSE) aircraft in the category (FAA Part 23, less than 200hp).  In that time, 4 out of every 10 LSE pistons delivered have been Cessna 172s, with over 45,000 aircraft built and delivered to customers around the world.

      It remains an integral part of Textron Aviation’s pilot outreach efforts, with programs like Top Hawk and discovery flights for local community youth organisations.

      With an impressive safety record, especially when compared to the industry average. Statistically, the Cessna 172’s fatal accident rate is 0.56 per 100,000 hours. This is about half of the industry average rate of 1.2-1.4. Former Flying Magazine Editor-in-Chief Richard Collins analysed its safety record, and found the Skyhawk to be the safest single aircraft, with a nearly three times better record than the General Aviation (GA) average, thanks to its generous and well-designed flaps, landing speed, solid construction and its predictable and stable flying platform.

      A story in Vector magazine (a New Zealand Civil Aviation Authority (CAA) publication) about a Cessna seat incident caught my attention. The incident occurred after the pilot pulled back the control column upon takeoff, and the aircraft seat mechanism let go. The pilot couldn’t help pulling back on the control column as the seat slid back. The aircraft lurched up into a stall, luckily they were able to gain control and the aircraft landed safely without further incident. The chair rail locking device had failed.

      I remember hoping that the same thing wouldn’t happen to me, but interestingly I never thought to check my seat structure. Nor did I ask questions, talk to anyone or see what modifications they had completed on the 172 I usually fly. However, what I’ve done since reading that article was, during my preflight checks I always, without fail, gave my seat a good shake to ensure it was steady and the locking mechanism worked.

      

      And once I was in the aircraft and buckled in, I always shook the hell out of the chair to ensure it wouldn’t move on takeoff, etc.

      However, I never closely examined the chair locking system or tried to understand my seat and its structure within the 172. I assumed that the club, the owners and our maintenance engineer would have looked into this.

      After reading a story in the UK’s CHIRP (reporting database), titled “SEAT FAILURE ON TAKEOFF”, I wondered just exactly how many chair legs in the Cessna are locked in place. I assumed that all four were locked in. Next time I was at the hanger, I investigated further and upon closer inspection, I looked for the back legs and discovered that there were none. To my amazement, just one leg on the inside was used to lock the chair in place. In fact, it is a one 5mm diameter steel rod holding my 95kg frame into place. I recently flew a passenger who was 110kg (When the Cessna was designed in the 1960s, the average pilot was around 65-75kgs).

      I was shocked at the one tiny leg keeping us safe. I discussed my surprise with a friend, who suggested that I should design and manufacture a device for this. No need. A quick internet search showed several seat locking devices on the market for the Cessna. I have since purchased a seat locking device for my seat, to ensure that there is one less hole in the “Swiss cheese slice” or safety layer that I need not worry about.

      Since the release of my first book, 81 Lessons from the Sky, I have had various conversations about the Cessna seat. Other pilots who went through similar occurrences were only here by sheer luck to tell their story.

      During my preflight checks in a Cessna 172S (injected) for my BFR (Biennial Flight Review), I examined the seat mechanism — a very different from the 172M. It had four horizontal locking pins on each side as opposed to one on the M. It also had the tensioner (a Cessna modification which is still available at the time of writing) that ensures the seat will catch if the pins fail.

      

      Rather than assume, I always ask someone who has flown the aircraft, in order to understand the differences, what mods are there. I make notes in “Evernote” a digital note taking system and use the callsign to ensure I do not forget what I learned and can always refer to my notes before I next fly.

      The Cessna 172 is a solid classic aircraft with a long and storied history.

      I have enjoyed many hours flying cross-country, flying the family around New Zealand and even streamer cutting with both wings (I love burning avgas and shredding toilet paper).

      It is a well-loved, well used, reliable, and safe aircraft that are easy and enjoyable to fly. Just don’t forget to check your seats!

      

      
        
        Blue skies!

      

        

      
        Fletcher McKenzie

      

      

    

  


  
    
      
        
          
          

          
            HOW TO USE THIS BOOK

          

        

      

    

    
      Each lesson has been replicated in the pilot’s or crew member’s words, without any editing other than minor grammatical corrections. You may notice some errors. We have purposely not amended the original reports.

      A glossary of terms is included at the end of this book for your reference. Please note that this book may contain a mixture of both American English and British English, depending on who is telling the story.

      If you find a term or an acronym in this book which isn’t in the glossary, please email Fletcher:

      
        
        fletch@avgasgroup.com

      

      

      

      Each lesson has space for you to make your own notes if you want to. I recommend doing this to cement the learning.

      Writing a short review of this book on your favourite digital platform, or on your personal blog or Facebook page, will help spread the word about aviation safety. Saving lives is the primary goal of this book.

    

  


  
    
      
        
          
          

          
            AUSTRALIA

          

        

      

    

    
      
        
        Flight Safety Australia:

        Civil Aviation Safety Authority

        (CASA)

      

      

      CASA's flagship aviation safety magazine. Topical, technical, but reader-friendly, articles cover all the key aviation safety issues – safety management systems, maintenance, runway safety, human factors, airspace, training, aviation medicine and more.

      Flight Safety Australia, and its predecessor the Aviation Safety Digest, have provided the Australian aviation community with credible and comprehensive aviation safety information since the early 1950s.

      From its beginnings as a printed monochrome booklet published only a few times a year, Flight Safety Australia has evolved into an interactive and content-rich publication available across multiple digital platforms.

      Flight Safety Australia is produced by a small, dynamic team of writers, designers and contributors based out of the Safety Promotion branch of Australia’s Civil Aviation Safety Authority.
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