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1. Introduction 

1.1. This pamphlet will focus on post-2011 model year Cessna T206Hs in Civil Air Patrol. The T in 
front of 206 means turbocharged or Turbo. !ƴŘ ŀƭƭ ƻŦ /!tΩǎ /Ŝǎǎƴŀ ¢нлсIǎ ƘŀǾŜ Dмллл ǿƛǘƘ 
GFC700. Accordingly, this pamphlet assumes that the aircraft is an H-model Cessna 206 with a 
turbocharger and G1000 with GFC700. 

1.2. This guide assumes you are familiar with the ²ƛƴƎΩǎ Dмллл /Ŝǎǎƴŀ мун¢ ƎǳƛŘŜΦ aƻǎǘ of 
/!tΩǎ pilots transitioning to the T206H have likely ƅown the 182T aircraft with CAP. There are 
many similarities between the two aircraft. Please review the 182T guide if you have not 
already. 

1.3. This guide will not cover mandatory G1000 topics, Turbo, or 206 ǎǇŜŎƛŬŎǎ that your instructor 
needs to cover. That is for separate teachings, but this guide covers many of the missed items by 
many pilots transitioning. 

 
1.4. With the Form 70-5 process, once you are ǉǳŀƭƛŬŜŘ in the T206H, you will be able to ƅy the 
206H, U206G and TU206G too. !ǎǎǳƳƛƴƎ ȅƻǳ ŀǊŜ ŀƭǊŜŀŘȅ мун ǉǳŀƭƛŬŜŘ ōŜŦƻǊŜ ŀƴŘ ǘƘƛǎ ƛǎ ȅƻǳǊ 
Ŭrst Turbo Form 5, you will then subsequently, ŀƭǎƻ ōŜ ŀōƭŜ ǘƻ ƅȅ ǘƘŜ ¢мун¢Φ Flying these 
aircraft ƘŀǾŜ ǉǳƛǘŜ ŀ ŦŜǿ ŘƛũŜǊŜƴŎŜǎΦ It is paramount you review the individual POH before 
ƅying. While a separate Form 5 is not required, going with an instructor prior is encouraged if 
not already familiar and comfortable. 

1.5. There are many turbo T182Ts, and some are even being ordered brand new. If you are 
comfortable in the 182T and T206H, the T182T is an easy transition but you are required to 
review the individual POH prior as PIC. There are many older normally aspirated U206Gs so 
review those individual POHs thoroughly as it has ǉǳƛǘŜ ŀ ŦŜǿ ǎƛƎƴƛŬŎŀƴǘ ŘƛũŜǊŜƴŎŜǎΦ 

1.6. Some Turbocharged transition material was trying to accommodate older turbo aircraft 
procedures and limitations. Be careful of some of that material for items that may not apply to 
the T206H. 
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2. Generations  

2.1. There are relatively fewer ŘƛũŜǊŜƴǘ versions of the T206H in CAP when compared to the 182T. 
 

2.2. All the CAP T206Hs will have the G1000 with GFC700 autopilot. 

2.3. However, the aircraft delivered between 2011-2017 will be before NXi. This also means 
features such as new Vectors to Final, programmable holding patterns, etc. may or may not be 
installed. These features may be software upgraded but some aircraft may not have received 
the upgrades. 

 

2.4. In 2017, Garmin introduced the G1000 NXi. 
T206Hs from this year and on will have NXI. 

 
 
 
 
 

 
2.5. In 2019, Garmin added the feature called Electronic Stability Protection or ESP. Again, an 
important distinction is that there are G1000 NXi without ESP and G1000 NXi with ESP. ESP and 
NXi are not interchangeable terms. All new G1000 aircraft after 2019 will have ESP. 
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2.6. In 2022, Cessna removed the 
Vacuum system and traditional 
standby instruments. Instead, a 
Garmin GI 275 is installed. All new 
aircraft after 2022 will have this 
feature. There are quite a few 
ŘƛũŜǊŜƴŎŜǎ ōŜǘǿŜŜƴ ŜŀŎƘ generation 
ƻŦ Dмллл ŀƴŘ ǿŜΩƭƭ ŎƻǾŜǊ ǘƘŜƳ ŀǎ 
much as possible. But you must still 
refer to individual POHs and STCs. 
Speaking generally, CAP does not 
ǇǳǊŎƘŀǎŜ ǎƛƎƴƛŬŎŀƴǘ ǳǇƎǊŀŘŜ 
packages on the G1000 aircraft to 
bring them all up to the newest 
features. You should have familiarity 
with all you might encounter. 

 

2.7. Cessna began ƻũŜǊƛƴƎ HD versions of the T206H around 2017. Not all new deliveries from 
2017 came with HD. ¢Ƙƛǎ ƻũŜǊŜŘ ŀƴ ƛƴŎǊŜŀǎŜ ƛƴ ƳŀȄƛƳǳƳ ǘŀƪŜƻũ ǿŜƛƎƘǘΦ 

2.8. The same scenario of NXI with ESP or without ESP still applies. 

 
G1000 

NXI 
 
 
 
 
 
 
 
 

Without ESP With ESP 
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Original Weight STC Weight 

3. Weight and Balance 

3.1. Probably the most consequential aspect to the weight and balance is that the ǘŀƪŜƻũ 
weight and landing weight are not identical for some of the T206Hs. The word άǎƻƳŜέ is vital 
because it is aircraft ǎŜǊƛŀƭ ƴǳƳōŜǊ ǎǇŜŎƛŬŎΦ 

 

 

3.2. In approximately 2017, Cessna ƻũŜǊŜŘ a STC to increase the maximum ǘŀƪŜƻũ weight from 
3600 lbs. to 3789 lbs. It did not change the maximum landing weight of 3600 lbs. CAP did not 
purchase this STC for all existing T206Hs. CAP did not opt for this STC on new T206Hs from the 
factory until around 2020. If you have a 2021 or later year model, it probably has the STC. Only 
some older T206Hs have the STC. You MUST check your individual ŀƛǊŎŀǊΩǎ POH/AFM and STC to 
be certain. 

 
3.3. Besides additional paperwork, the STC changes items such as V speeds. Software updates 
can change the G1000 or GI-275 airspeed bands. A new standby airspeed indicator is optional 
or can keep the current one with notations. 

3.4. The ŘƛũŜǊŜƴǘ ǘŀƪŜƻũ and landing weight present the same scenarios as in the 182T. You must 
Ǉƭŀƴ ǘƘŜ ƅƛƎƘǘ ǘƻ ōǳǊƴ ƻũ ŜƴƻǳƎƘ ŦǳŜƭΦ ¢ƘŜ муф ƭōǎΦ ŘƛũŜǊŜƴŎŜ ǿƛƭƭ ƴƻǘ ōŜ ƘŀǊŘ ǿƛǘƘ ǘƘŜ ǘȅǇƛŎŀƭ 
fuel burn rates of the T206H. It will burn roughly 120 lbs. per hour at cruise plus ǘŀƪŜƻũ and climb 
would have had much higher burn rates. Again, just like the 182T, if you need to land for safety 
of ƅight or an emergency, PIC has discretion. But coordinate with an aircraft maintenance 
ƻŶŎŜǊ ǘƻ ƎŜǘ ŀƴ !ϧt ŦƻǊ ŀƴ ƻǾŜǊǿŜƛƎƘǘ ƭŀƴŘƛƴƎ ŎƘŜŎƪΦ 
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CAP Checklist for Weight Increased 
{¢/ΩŘ ¢нлсI 
GW: Gross Weight Increase 

Original Standby Airspeed 
Note the bottom of the 
white and green arcs. 

STC Standby Airspeed 
Note the higher bottom of 
white and green arcs. 

3.5. ¢ƘŜ {¢/ ŀƭǎƻ ŎƘŀƴƎŜǎ ǘƘŜ ǘŀƪŜƻũ ŘƛǎǘŀƴŎŜǎ ŀǘ ƳŀȄƛƳǳƳ ǘŀƪŜƻũ ǿŜƛƎƘǘ ŀƴŘ ƻǘƘŜǊ 
performance considerations. 

3.6. ¢ƘŜ CƻǊŜƅƛƎƘǘ ²ŜƛƎƘǘ ŀƴŘ .ŀƭŀƴŎŜ ǘƻƻƭ ǎƘƻǳƭŘ ōŜ ŀŎŎǳǊŀǘŜƭȅ ǊŜƅŜŎting the actual 
ƳŀȄƛƳǳƳ ǘŀƪŜƻũ weight. Check your ŀƛǊŎǊŀŦǘΩǎ ǎǇŜŎƛŬŎ POH to be certain if you need to utilize a 
weight over 3600 lbs. Also, the CAP checklist may be utilizing speeds in reference to the lower 
ǘŀƪŜƻũ weight. Again, check if the STC is there and it matches what you know. Let the aircraft 
maintenance ƻŶŎŜǊ ƪƴƻǿ ƛŦ ǘƘŜ Řŀǘŀ ŦǊƻƳ ǘƘŜ thIκ{¢/ Řƻ ƴƻǘ ƳŀǘŎƘ /!tΩǎ ŘŀǘŀōŀǎŜ ŀǎ ǘƘƛǎ 
should be rectified. 
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4. Fuel vs Useful Load 

4.1. The fuel tanks on the 182T and T206H have the same capacity. 
 

4.2. There is no consistent fuel level for the T206H to be kept at. Local policy will dictate like 
other aircraft. But topped ƻũ full is one value that is most common. There is a fuel tab indicator 
that is 32 gal in each that if perfectly at the bottom tab would total 64 gal. That is also common. 

4.3. !ƴƻǘƘŜǊ ƛǎǎǳŜ ƛǎ ǘƘŜǊŜ ŀǊŜ ƴƻ ŎƻƳƳŜǊŎƛŀƭƭȅ ŀǾŀƛƭŀōƭŜΣ ƻũ ǘƘŜ ǎƘŜƭŦΣ ¢нлсI ǎǇŜŎƛŬŎ ŦǳŜƭ ŘƛǇ 
sticks. If trying to use a generic dip stick, it would need to have been calibrated with a 
reference sheet. Your local aircraft may or may not have this option already available. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

4.4. Generally, most T206Hs will be kept with only four seats for everyday use. There are 
options to add a third row for six seats for more people. Or you could even remove the second-
row seats for more cargo. This would not be something an individual CAP pilot would decide to 
do on their own. Permission should be sought, and the seat addition or removal needs to be 
coordinated. The weight and balance will need to be calculated to account for the seat 
removal/installation 

Example of another 
aircraft type. Not 
for actual use. 
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Example only of four 150 
pound persons with full 
fuel and 100 pounds of 
cargo. 

Example only of a Weight 
Increase STC with four 187 
pound persons with full fuel 
and 100 pounds of cargo. 

Example only of three 180 
pound persons with full 
fuel and 100 pounds of 
cargo. 

4.5. With topped ƻũ full fuel, three persons will work with many combinations. With four, it 
may require the overall persons to be below usual average. The STC for increased ǘŀƪŜƻũ 
weight Ŏŀƴ ƳŀƪŜ ŀ ōƛƎ ŘƛũŜǊŜƴŎŜ ƛƴ ǘƘƛǎ ŎŀǎŜΦ 
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4.6. With just two persons onboard and full fuel, the aircraft will tend to be near the forward 
CG limit. ¢ƘŜǊŜΩǎ a chance it may actually be too far forward. There should be a survival kit and 
other miscellaneous gear in the back normally though. Extra cargo in the back may be helpful 
and/or needed to bring the CG aft. Examples only below with full fuel and absolutely zero cargo 
ǘƻ ƛƴŎƭǳŘŜ ƴƻ ǇŜǊǎƻƴŀƭ ƅƛƎƘǘ ōŀƎǎ ƻǊ ǎǳǊǾƛǾŀƭ ƪƛǘΦ 

 

 

  

4.7. Another factor is CAP adds extra equipment compared to a stock T206H. The Rhotheta DF 
and CAP radio add weight. Also, many T206Hs have even extra specialized equipment onboard 
such as FLIR pods, special radios, etc. This will also add weight. 

 

Two 180 pound adults in the front seats 
with 87 gal and zero cargo.  

At the forward limit. 

Two 190 pound adults in the front seats 
with 87 gal and zero cargo.  

Exceeded the forward limit. 
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5. Fuel Planning 

5.1. The pre-ŘŜŬƴŜŘ ǾŀƭǳŜǎ ŦƻǊ ǘƘŜ ŦǳŜƭ ǘƻǘŀƭƛȊŜǊ ƻƴ ǘƘŜ ¢нлсI ŀǊŜ ут ƻǊ сп ƎŀƭƭƻƴǎΦ It functions 
just like the 182T totalizer. 

 
5.2. The climb fuel burn rates per hour are high but you will reach cruise much faster. In cruise, 
ȅƻǳ ǎƘƻǳƭŘ ōŜ ƭŜǎǎ ǘƘŀƴ нл DtI ŦǳŜƭ ƅƻǿ ƛŦ ŦƻƭƭƻǿƛƴƎ ǘƘŜ thI recommendations. Most of the 
POH performance is based on having wheel fairings and CAP does not use those. 

5.3. When comparing a 182T with full fuel tanks to a T206H with full fuel tanks, you will notice 
the T206H has less range and endurance. But the plane can haul more weight and do it faster 
and higher. The plane must burn more fuel to do all this though. 

5.4. If there is terrain that can be ƅown over vs having to travel further going around lower, that 
is a small potential advantage for fuel. 

 
5.5. This is just to give awareness to watch your fuel burn rates. But ¢нлсIΩǎ advantages are 
climbing faster and higher, going faster, and taking more payload. 
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6. Kinds of Operation Equipment List 

6.1. The T206H utilizes a KOEL. 
 

6.2. There are a few extra items now required due to the turbocharger. But the list format and 
how it works remains the same. 

6.3. The CHT Cylinder that is required by KOEL is ŘƛũŜǊŜƴǘ compared to the 182T. 
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Insert pic of door pin 

7. Cargo Door Operation 

7.1. T206H uses a two-piece cargo door on the right side. There is a forward door and aft door. 
For those used to older U206Gs, it operates in much the same way but there are some subtle 
ŘƛũŜǊŜƴŎŜǎΦ 

7.2. There is no key lock mechanism on the cargo door on the T206H. ¢Ƙƛǎ ƛǎ ŀ ōƛƎ ŘƛũŜǊŜƴŎŜ 
from the older U206G. The cargo door is locked for unauthorized external access via a pin 
inserted from the inside. ¢Ƙƛǎ Ǉƛƴ ǎƘƻǳƭŘ ōŜ ǊŜƳƻǾŜŘ ǇǊƛƻǊ ǘƻ ƅƛƎƘǘΦ Do not lose this pin. Re- 
insert the pin after ȅƻǳǊ ƅƛƎƘǘ ǘƻ ƭƻŎƪ ǳǇΦ With no pin inserted, the outside handle can open the 
door freely. 
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7.3. There are multiple safety considerations for the cargo 
door. With the ƅaps down, the forward cargo door is 
blocked from opening more than four inches. This door is 
the most convenient door for the second-row passengers to 
evacuate if it can be opened. There could also be room 
through the front left door depending on how far back the 
pilot seat is poisoned. 

 
 
 

 
7.4. The aft cargo door handle can be reached if the front 
cargo door is partially opened. LŦ ǘƘŜ ƅŀǇǎ ŀǊŜ ŘƻǿƴΣ ǘƘŜ 
procedure is written on the door as a placard. But even with 
the placard, passengers should be thoroughly briefed on this 
procedure. 
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7.5. The cargo doors and handle must be absolutely 
ǾŜǊƛŬŜŘ to be secured prior to ƅight. If the aft cargo 
ŘƻƻǊ ōŜŎƻƳŜǎ ƻǇŜƴ ǿƘƛƭŜ ŀƛǊōƻǊƴŜ ƛǘ ǿƛƭƭ ōŜ ƅǳƴƎ ōŀŎƪ 
with the slipstream. The pin keeping the door from going 
back too far is meant for ground operations with the 
wind. It will likely not hold while airborne. The aft cargo 
door will end up hitting the rear fuselage skin 
repeatedly. This sort of damage can potentially climb 
into the six-ŬƎǳǊŜǎ ŘƻƭƭŀǊ ǿƛǎŜ ǘƻ ŬȄΦ 

 
 
 
 
 
 
 
 

7.6. There is a switch along the door frame of the front cargo door. The ƅaps will not move either 
direction if the switch is not pressed in. The front door when closed, should press in this switch. 
This is meant as a function ƻƴ ǘƘŜ ƎǊƻǳƴŘ ƛƴ ǘƘŀǘ ƛŦ ǘƘŜ ŘƻƻǊ ƛǎ ƻǇŜƴΣ ƛǘ ƪŜŜǇǎ ǘƘŜ ƅŀǇǎ ŦǊƻƳ 
ƳƻǘƻǊƛƴƎ ƛƴǘƻ ǘƘŜ ŘƻƻǊ ǘƘŀǘΩǎ ƛƴ ǘƘŜ ǿŀȅΦ 

 

 
7.7. In ƅight, this switch works the same way. If the door pops open, the ƅaps will not move. 
¢ƘŜǊŜΩǎ ŀ ŎƘŀƴŎŜ ǘƘŜ ŘƻƻǊ Ƴŀȅ ōŜ ǎƭƛƎƘǘƭȅ ƻǳǘ ƻŦ position but not enough to notice it is wide 
open. .ǳǘ ƛŦ ǘƘŜ ǎǿƛǘŎƘ ƛǎ ƴƻǘ ǇǊŜǎǎŜŘ ƛƴ ŦǳƭƭȅΣ ƛǘ ǿƛƭƭ ǇǊŜǾŜƴǘ ƅŀǇ ƳƻǾŜƳŜƴǘΦ 
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7.8. A small number of CAP T206Hs have been ƳƻŘƛŬŜŘ with a front right seat door. 
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8. Prop Heat 

8.1. The propeller blades are equipped with electric heaters. The switch is on the light panel. 
Flight into known icing is still prohibited. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
8.2. The switch is a three-position switch. Middle is the Prop Heat On. You might accidently go 
ƛƴǘƻ ¢Ŝǎǘ ǘƘƛƴƪƛƴƎ ƛǘΩǎ hƴΦ The Test position is spring pressured to prevent staying in Test. 

8.3. The G1000 has two messages that can pop up. The green means the prop heat is on and is 
working. The yellow means something needs attention. There is no extra wording on the 
screen, just the color ŘƛũŜǊŜƴŎŜǎΦ Check the POH if you get the yellow as you may have a 
problem. The yellow could be from simply being in the Test poison. Or it could mean a more 
serious problem. 
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9. Oxygen 

9.1. The oxygen bodle and system are integrated into the T206H airframe. 
 

9.2. The switch to turn on and ƻũ the oxygen is on the ceiling. 
 

 
9.3. wŜŬƭƭƛƴƎ the oxygen bodle is done via a connection panel. 
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Below 18,000 ft, can use the typical 
ƴŀǎŀƭ Ŏŀƴƴǳƭŀǎ ŀƴŘ ƅƻǿ ƳŜǘŜǊǎΦ 
This is similar to the standard 
equipment you use with the 
portable oxygen bodles in the 
182Ts. 

9.4. It is not practical to remove the bott le itself and 
ǿŀƭƪ ƛǘ ǘƻ ŀ ǎƘƻǇ ǘƻ ǊŜŬƭƭ unfortunately. If it must be 
done it can, but it requires removing the rear cabin 
panel. This bodle is also heavier than the typical 
portable bodles. 

 
 
 
 
 
 
 
 
 
 
 

9.5. The chart in the POH has an oxygen duration chart. But it is based on using the standard 
masks and hoses provided by Cessna. Below 18,000 ft, most crews will use personal nasal 
Ŏŀƴƴǳƭŀǎ ƻƴƭȅ ŀƴŘ ǎƛƳǇƭŜǊ ƅƻǿ ƳŜǘŜǊǎ ŀǎ ǘƘŜȅ ŀǊŜ ŦŀǊ ƳƻǊŜ ŎƻƳŦƻǊǘŀōƭŜΦ Above 18,000 ft, the 
nasal cannulas cannot be used. 
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masks without microphones. 

9.6. Cessna provides red and orange color coded line fittings and masks. These should be 
used above 18,000 ft. Only the red line fitting is meant for the integrated microphone mask. 
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10. Cowl Plugs 

10.1. There should be three pieces to the cowl plugs. Make sure to remove all three during your 
ǇǊŜƅƛƎƘǘΦ The oil cooler inlet is the smaller opening. On the chance you only see two pieces, 
make certain the smaller inlet is clear. 
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1675° is the far-right side of the green band 

480 degrees F CHT is the 
far-right side of the green 
band 

 
386 degrees F CHT is two- 
thirds of the green band 

34 GPH is the far right of green band 

 

2500 RPM is where the white and red meet 

2400 RPM is where the green and the white meet 

офέ MP is the upper end of the white band (white meets red) 

олέ MP is the upper end of the green band (green meets white) 

11. Engine Indications 
 



CAP TXWG Cessna 206H Introduction 22 

 

Civil Air Patrol - Texas Wing  

Cessna 206H Introduction 
 

 

Press Press 

12. Tach Time and Vacuum 

12.1. Just like the 182T, the normal Ŭrst page of the G1000 Engine Indicant System (EIS) will not 
have tach time or the vacuum. You must press ENGINE then SYSTEM. Tach time will be 
called ENG HOURS. Vacuum is also on this page. If on newer aircraft with GI 275, there is no 
vacuum system and thus no gauge to display. 
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34 GPH 

13. ¢ŀƪŜƻũ and Climb Power 

13.1. The Turbo Transition ǘǊŀƛƴƛƴƎ ƳŀǘŜǊƛŀƭ ƛǎ ƎƻƛƴƎ ǘƻ ǘŀƭƪ ƘŜŀǾƛƭȅ ŀōƻǳǘ ¢ŀƪŜƻũ ŀƴŘ /ƭƛƳō 
Power. This will go over more common errors or things to reinforce during that training. 

 

13.2. With the automatic wastegate, the 39 in hg. MP should not require a super slow throttle 
movement to avoid over boost. Moving it too slowly means on a rolling ǘŀƪŜƻũ that you could be 
wasting a lot of runway available. The Lycoming hǇŜǊŀǘƻǊΩǎ Manual mentions taking at least 
four seconds from idle to full throttle . The context is not for over boost but gives a good 
baseline. 

 

 
13.3. ¢ƘŜ нрлл wta ǎƘƻǳƭŘ ǊŜǉǳƛǊŜ ƴƻ ŀŎǘǳŀƭ ŎƻƴǘǊƻƭ ŜũƻǊǘΦ If the Prop Control (Blue Knob) is 
full forward, it should develop 2500 RPM once in the governed range. 

 
13.4. The ǘŀƪŜƻũ roll should be started at full rich mixture. Not ground lean for taxi. The 34 GPH 
will be depicted by a small green tick mark on the fuel ƅow indicator. It is the minimum fuel 
ƅow for maximum power. You may see it called maximum power fuel ƅow but that can lead to 
some confusion. Lǘ ƛǎ ǘƘŜ ƳƛƴƛƳǳƳ ŦǳŜƭ ƅƻǿ ŦƻǊ ƳŀȄƛƳǳƳ ǇƻǿŜǊΣ ƴƻǘ ŀ limitation on max fuel 
ƅow. 
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TU206G Fuel Flow and POH/AFM Excerpt 

T206H Fuel Flow and POH/AFM Excerpt 
Note the lack of a red line limit on fuel ƅow. 

13.5. As a side note, the older TU206G does have a maximum fuel ƅow number and much of the 
generic turbocharged training material may be referencing this aircraft. 

 

 

 

 

 
13.6. Depending on your previous ŜȄǇŜǊƛŜƴŎŜΣ ǘƘŜ ŬǊǎǘ ŦŜǿ ǘŀƪŜƻũǎ Ƴŀȅ ƘŀǾŜ ǎƻƳŜ ǎǘŜŜǇ 
learning curves. The airplane will need more right rudder compared to a 182. And setting the 
throttle to avoid over boost is also important. On a rolling ǘŀƪŜƻũΣ keeping directional control 
on the runway and careful throttle input are far more important than Ŭne tuning the fuel ƅow 
to be absolutely perfect. !ǎ ȅƻǳ Ǝŀƛƴ ƳƻǊŜ ŦŀƳƛƭƛŀǊƛǘȅ ǿƛǘƘ ǘƘŜ ǘŀƪŜƻũ ŎƻƴǘǊƻƭ ƛƴǇǳǘǎΣ ȅƻǳ Ŏŀƴ 
focus a little more attention ǘƻ ǘƘŜ ŦǳŜƭ ƅƻǿΦ 
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CAP Checklist 
No mention of Max 
Climb 

13.7. ¢ƘŜǊŜ ƛǎ ŀ ǇŜƴŀƭǘȅ ǘƻ ŘƛǎǘŀƴŎŜ ƛƴ ǇŜǊŦƻǊƳŀƴŎŜ ŦƻǊ ǘŀƪŜƻũ Ǌƻƭƭ ǿƘŜƴ ƳƛȄǘǳǊŜ ƛǎ ǎŜǘ ǘƻƻ ǊƛŎƘΦ 
But on a Short Field ¢ŀƪŜƻũ procedure, fuel ƅow via mixture should be set prior to brake release. 
So, this should create much less of a distraction during the actual ǘŀƪŜƻũ roll. Being 
momentarily static at this high-power setting is normal for engine temperatures but it should be 
as momentary as possible. 

 

 
13.8. There are two options for climb power. The CAP checklist only has room to Ŭt one of them. 

 

 

13.9. There is no limitation on using Maximum Continuous Power for climb. If you have a 
reason to use it, then use it. It will burn more per hour, but you will reach cruising altitude much 
sooner. Watch your engine temperatures, CHTs and TIT on climb. 

13.10. There is no time limit for Maximum Continuous Power on the T206H. If you are used to 
the U206G or TU206G, there is a time limit for Maximum Continuous Power on those older 
aircraft. 

13.11. ¢ƘŜ ƳƛƴƛƳǳƳ ŦǳŜƭ ƅƻǿ ǇƭŀŎŀǊŘ ƛǎ ƴƻǘ ŀǾŀƛƭŀōƭŜ ōȅ ǘƘŜ ȅƻƪŜ ƭƛƪŜ ȅƻǳ ƳƛƎƘǘ ōŜ ǳǎŜŘ ǘƻ ƻƴ 
the 182T. Instead, it is in the POH. As ȅƻǳΩƭƭ notice, it keeps the same power setting up to 
17,000 ft. And this happens to be the same engine setting as on the ǘŀƪŜƻũ to easily reference. The 

T206H is seldom taken above 17,000 ft for CAP, but if you do, check inside the POH. 
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13.12. While the word minimum is used multiple tiƳŜǎΣ ƛǘ ŘƻŜǎ ƴƻǘ ƳŜŀƴ ȅƻǳ ǎƘƻǳƭŘ ƅȅ ǳƭǘǊŀ- 
rich all the time. ¢ƘŜ ǎǘŀǘŜŘ ŦǳŜƭ ƅƻǿǎ ǎƘƻǳƭŘ ǿƻǊƪΦ But many pilots were treating the number 
value as a maximum and being too lean to not hit what they perceived as a limit. 
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13.13. You should monitor TIT and CHT throughout the climb. At certain 
atmospheric conditionsΣ ǘƘŜ ǎǘŀǘŜŘ ƳƛƴƛƳǳƳ ŦǳŜƭ ƅƻǿ ǾŀƭǳŜǎ Ƴŀȅ ƴƻǘ 
adequately keep the TIT and CHT cool. There are a few options to 
consider. One is to richen mixture and get a higher fuel ƅow. Another is to 
lower the nose to increase airspeed and thus ŀƛǊƅƻǿ ƻǾŜǊ the engine 
parts. [ŜǾŜƭƛƴƎ ƻũ ŀƴŘ ǊŜŘǳŎƛƴƎ ǇƻǿŜǊ ƳƻƳŜƴǘŀǊƛƭȅ Ƴŀȅ ƴŜŜŘ ǘƻ ōŜ 
considered. 

13.14. Here is an example of Normal Climb power settings. Note the CHT 
is getting closer to redline and is beyond recommended temperatures. 

 
13.15. Everything is still in the green bands, but something should be 
done in this situation. 5ƻƴΩǘ Ƨǳǎǘ ŀƭƭƻǿ ǘƘƛǎ ǘƻ Ŏƻƴtinue. If you insist and 
intend to climb with Normal Climb power settings, the airspeed needs to 
be faster for better cooling. ¢Ƙƛǎ ǿƛƭƭ ƭƻǿŜǊ ŎƭƛƳō ǊŀǘŜ ǎƻ ǘƘŜǊŜΩǎ ŀ 
ǘǊŀŘŜƻũΦ 

 
 
 
 
 
 
 
 
 

13.16. The example on right shows Maximum Continuous Power. Note the 
CHTs and TIT are in a good range. CǳŜƭ ƅƻǿ ƛǎ ǎƭƛƎƘǘƭȅ ƘƛƎƘ ōǳǘ ƎƛǾŜǎ ƎǊŜŀǘ 
performance and cooling. 
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14. Leaning for Cruise 

14.1. Before going further, the POH recommends one method for leaning which will be explained 
Ŭrst. But given the sensitivity of the engine parts and higher demands and temperatures, other 
ǇƻǎǎƛōƭŜ ǿŀȅǎ ǘƻ ƭŜŀƴ Ƴŀȅ ŜȄƛǎǘ ǘƘŀǘ Ƴŀȅ Ŭǘ ǘƘŜ /!t ǘȅǇŜ ƻŦ ƅȅƛƴƎ better. This will be explained 
later on. 

14.2. If you have mastered leaning the 182T in cruise, in ideal circumstances, the T206H will be 
a simple crossover. ¢ƘŜ ōƛƎƎŜǎǘ ŘƛũŜǊŜƴŎŜ ƛǎ ǘƘŜ [Ŝŀƴ !ǎǎƛǎǘ ƛǎ ƛƴ ǊŜŦŜǊŜƴŎŜ ǘƻ ǘƘŜ ¢L¢Σ ƴƻǘ 9D¢Φ 

 
14.3. The TIT and EGT behave much the same way. The temperature rises as you move mixture 
lean to a peak and then drops down the further lean you go. 

 

 
14.4. We target a temperature at either the Peak TIT or something with a mixture more Rich 
based on Peak TIT. Lean of Peak TIT is not approved per the POH. It is acceptable to be slightly 
Lean of tŜŀƪ ƳƻƳŜƴǘŀǊƛƭȅ ǘƻ ŬƴŘ ǇŜŀƪΣ ōǳǘ ŘƻƴΩǘ ǎǘŀȅ ǘƘŜǊŜΦ 

1 2 

3 

4 

5 

1675 

TIT 
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14.5. The biggest ŘƛũŜǊŜƴŎŜ though with EGT vs TIT is that TIT has an upper limitation. You 
cannot exceed 1675°. At some atmospheric conditions and higher power settings, there is a 
very decent chance to exceed this before you get to a peak. !ǎ ȅƻǳ ƭŜŀƴ ǘƻ ŬƴŘ ǇŜŀƪΣ ȅƻǳ Ƴŀȅ 
notice the temperature is not dropping back down as you get closer to 1675°. LŦ ȅƻǳΩǊŜ ŀǘ мсллϲ 
and still rising, STOP leaning. 

 

14.6. LŦ ȅƻǳ ŬƴŘ ȅƻǳǊǎŜƭŦ ƛƴ ǘƘƛǎ situationΣ ŬǊǎǘ ƳƻǾŜ ǘƻ ǊƛŎƘΦ Then one option is continue 
moving the mixture rich and just use a targeted cooler temperature as target TIT. Lycoming 
recommends no hotter than 100° from TIT limit, in this case 1675-100= 1575°. You may want to 
consider even cooler than this. Or reduce MP and/or RPM to get a lower power setting and 
reattempt the lean assist. Hopefully, peak TIT is way lower than 1675° at the lower power 
setting. Also, to avoid this scenario, you may want to try the leaning scenario of published fuel 
ƅow referenced later in this chapter. 

DO NOT allow this to happen. 
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14.7. The AFM/POH has three stated options for leaning with 
reference to TIT. Recommended lean is 75° Rich of Peak TIT. Best 
Economy is Peak TIT. Best Power is 150° Rich of Peak TIT. You are not 
absolutely required to be at these values but have a reasoning. 

 
14.8. Just like the 182T, the Lean Assist function on the T206H G1000 is looking for any drop in 
the TIT number. If one were to use the proper technique, it would show peak TIT (a steady rise 
then drop). The G1000 displays a minus based on the Ŭrst drop of TIT. The G1000 has no context 
of why the TIT dropped, it just registers the Ŭrst drop. The G1000 has no context if you are lean 
or rich of peak. Lǘ ƻƴƭȅ ǎƘƻǿǎ ŀ 5Ŝƭǘŀ όҟύ ƴǳƳōŜǊ ōŀǎŜŘ ƻƴ ǘƘŀǘ ŬǊǎǘ ŘǊƻǇ ƛƴ ¢L¢Φ You must 
understand the theory behind leaning for TIT and use the Lean Assist as a tool. 

 
14.9. The leaning procedure mentioned 
is only at cruise if power is at or below 
75% power. Generally, if the MP and 
RPM are in the green bands, they should 
be below 75% in the majority of cases. 
But there are exceptions with colder 
days and at higher altitudes in that the 
green bands might be more than 75%. 
From surface to 20,000 ftΣ олέ at ŀƴŘ 
2400 RPM might exceed 75%. But нуέ 
MP or less and 2400 RPM or less should 
be below 75% from surface to 20,000 ft in conditions from 20°C below and 20°C above standard 
temperature. 

14.10. If you really need to go above 
75% power operationally in cruise 
for a short duration (i.e. you must 
reach a critical time on target or 
catching up to a MQ-9 Reaper), you 
should go either mixture full rich or 
ǳǎŜ ǘƘŜ ƳƛƴƛƳǳƳ ŦǳŜƭ ƅƻǿ setting. 
5ƻƴΩǘ ǳǎŜ ǇŜŀƪ ¢L¢Φ The full rich or 
ƳƛƴƛƳǳƳ ŦǳŜƭ ƅƻǿ ǿƛƭƭ ōǳǊƴ ƳǳŎƘ 
more fuel so watch your planning to 
leave adequate reserve fuel. 
Continue to watch TIT and CHTs to 
ensure they stay below 
recommended maximums. 

This is 
inside 
green 
band. 

Excerpt from Lycoming hǇŜǊŀǘƻǊΩǎ Manual. POH/AFM is 
still controlling. But note the desired mixture setting. 
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Power setting is high in 
this picture with good 
TIT and CHT. CǳŜƭ ƅƻǿ 
is relatively higher to 
allow it, higher than the 
checklist cruise number. 

14.11. In a perfect world, you should never see a positive 
ƴǳƳōŜǊ ŦƻǊ ǘƘŜ ҟtŜŀƪΦ However, you must remember the Lean 
Assist is ƻƴƭȅ ƭƻƻƪƛƴƎ ŦƻǊ ǘƘŜ ŬǊǎǘ άŘǊƻǇέ ƛƴ ¢L¢Φ Same principles 
from the 182T apply as far as positive peak numbers. 

 

 
14.12. !ƴƻǘƘŜǊ ƴƻǘŜΣ ȅƻǳ ŘƻƴΩǘ ƘŀǾŜ ǘƻ ǳǎŜ ǘƘŜ !ǎǎƛǎǘ 
function. ¸ƻǳΩǊŜ welcome to just watch the TIT 
numbers and note the highest number shown. Then do 
math to subtract 75° if you wanted 75° rich of peak. 
Example could be 1475° is highest temperature noted 
before it drops, then shoot for 1400° on the rich side as 
you enrichen. 

 
 
 
 

 

 

 

If these situations happen, 
consider redoing the Lean 
Assist. Go back very Rich 
and press Assist to get a 
ōƭŀƴƪ ҟtŜŀƪ ŀƴŘ [Ŝŀƴ ǳƴϐƭ 
peak then go Rich. 
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Set the FFLOW GPH 
per what the POH 
says it should be. 

 
Monitor TIT and 
CHT. If too hot, 
maybe open cowl 
ƅaps or mixture 
richer or less 
power. 
TIT less than 1575° 
CHT less than 400° 

14.13. The POH talks about peak TIT but there are some other techniques potentially available. 
One is you could look at the performance tables and set a Fuel Flow value from the chart. This 
means not having to mess around with peak TIT and putting TIT closer to the red line limit. You 
should stiƭƭ ŎŀǊŜŦǳƭƭȅ ǿŀǘŎƘ /I¢ ŀƴŘ ¢L¢ ǘƻ ƳŀƪŜ ǎǳǊŜ ǘƘŜȅΩǊŜ ǊŜƳŀƛƴƛƴƎ ŎƻƻƭΦ This method may 
ƴƻǘ ōŜ ǘƘŜ Ƴƻǎǘ ŜŶŎƛŜƴǘΣ ōǳǘ ƛǘ ǎƘƻǳƭŘ ōŜ ŎƭƻǎŜ ŜƴƻǳƎƘ ŜȄŎŜǇǘ ƻƴ ŀ ƭƻƴƎŜǊ ƭƻƴƎ ŎǊƻǎǎ-country. 

14.14. There are many pilots who prefer this method as primary and essentially ƴŜǾŜǊ ŬƴŘ ǇŜŀƪ 
TIT for everyday opera]on. Except at the low end of power setting, there is a real chance of 
hitting мстрϲ ¢L¢ ƛƴ ǘǊȅƛƴƎ ǘƻ ŬƴŘ ǇŜŀƪΦ ¢ǊǳŜ !ƛǊǎǇŜŜŘ ŎƻǳƭŘ ōŜ ǎƭƛƎƘǘƭȅ ƻũ ŦǊƻƳ ǘƘŜ ǇǳōƭƛǎƘŜŘ 
table numbers, but this method does reduce the risk of TIT exceedance. While not in the POH, 
ǘƘŜ [ȅŎƻƳƛƴƎ hǇŜǊŀǘƻǊΩǎ aŀƴǳŀƭ ŘƻŜǎ ƳŜƴϐƻƴ ǘƘƛǎ ƻǇϐƻƴ ƻŦ ƭŜŀƴƛƴƎΦ 

14.15. An example of deciding to use 6,000 ft ŀǘ ǎǘŀƴŘŀǊŘ ǘŜƳǇŜǊŀǘǳǊŜ ŀƴŘ ннлл wta ǿƛǘƘ нлέ 
atΦ ¢Ƙŀǘ ǎƘƻǿǎ ŀ ŦǳŜƭ ƅƻǿ ƻŦ ммΦо DtIΦ In this case, set the MP and RPM. Then move Mixture 
to get the 11.3 GPH. Then watch the TIT and CHT to be below recommended 
numbers. No worrying about lean assist or peak. Richen mixture and/or open 
Ŏƻǿƭ ƅŀǇǎ ƛŦ ммΦо DtI ŘƻŜǎ ƴƻǘ ǿƻǊƪΦ 

 
 
 
 

 

 
 
 

 
14.16. The POH red line numbers for TIT and CHT are considered too hot for normal operation 
by the Lycoming Operators Manual. This manual recommends no more than 1575° TIT and 400° 
CHT. There are many third-party sources saying to keep it even cooler than this. As a newer pilot 
to this type, you may want to consider giving yourself some margin and operate cooler. This will 
ƭƛƪŜƭȅ ǊŜǉǳƛǊŜ ŀ ƘƛƎƘŜǊ ŦǳŜƭ ƅƻǿΦ While not regulatory in nature to follow this guidance, the 
airplane being out of service for engine repair has consequences and missed opportunities. 
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15. Engine Settings for Descents 

15.1. When at lower power settings, the engine is usually better served by mixture being more 
lean. ²ƘƛƭŜ ƘƛƎƘŜǊ ŦǳŜƭ ƅƻǿ ǊŀǘŜǎ ŀǊŜ ƎǊŜŀǘ ŦƻǊ ƘƛƎƘ ǇƻǿŜǊ settings, the opposite can be true 
for lower power settings to an extent. Cowl Flaps should be closed for descents. 

15.2. Before we get too deep into 
descents, at some point before landing, 
you need to move mixture to full rich 
and prop control full forward in case of 
a go-around. ¢ƘŜǊŜΩǎ no exactly ŘŜŬƴŜŘ 
point this should be done. 1,000 ft  
AGL tends to be a good target altitude 
to do this or maybe a little lower or 
something higher. But something like 
5,000 ft  AGL would be quite high to go 
mixture full rich. If you must do a go- 
around unexpectedly and mixture was 
left very lean, move it full rich as 
soon as possible. Then Ŭne tune for 

desired 34 gph fuel flow. 
 

 
15.3. As with before, Lycoming recommends taking at least 
4 seconds from full throttle to idle but for longevity of the 
counterweights. Under ideal circumstances though, throttle 
ǎƘƻǳƭŘƴΩǘ need to be rapidly brought back to idle in cruise to 
start a normal descent. But an emergency descent may 
require rapid throttle movement to idle, and the word 
emergency means engine management is not the priority so 
do whatever PIC determines is necessary in that scenario. 

15.4. However, planned practice emergency descents should try to move throttle to idle as 
smoothly as possible. The recommended Lycoming number of 50° F per minute CHT reducing 
can be done all the way to idle but it takes a little time. 

15.5. Under an ideal situation, i.e. long time at cruise and a normal descent without terrain 
or ATC concerns, you should try to reduce power no lower than the green arcs, мрέ MP and 
2000 RPM initially. Mixture should be left at the cruise position and gradually moved rich on 
descent. 

15.6. The Vertical Navigation in the G1000 can be a great tool for planning descents. 
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15.7. The real-world means having less than ideal circumstances during a descent though. If 
practical, a circle or S turn on descent to help lose altitude is a potential option. The Flaps are a 
great tool to increase drag without reducing power all the way suddenly. While you might be only 
ǳǎŜŘ ǘƻ ǘƘŜƳ ǿƛǘƘƛƴ ǘƘŜ ǘǊŀŶŎ pattern environment, they can be helpful from higher al]tudes if 
a steeper descent is needed. 

 

 
15.8. Going to throttle ƛŘƭŜ ŦƻǊ ƅŀǊŜ ŀƴŘ ǘƻǳŎƘŘƻǿƴ ƛǎ ŜȄǇŜŎǘŜŘ ŀƴŘ ƴƻǊƳŀƭΦ But ideally, the 
power setting have been relatively low for a good while before that point. 

15.9. [ȅŎƻƳƛƴƎΩǎ How to Avoid Sudden Cooling of Your Engine article. 

Sudden  cooling  is detrimental  to  the  good  health  of  the  piston  aircraft  engine. 

Lycoming  Service  Instruction  1094D recommends  a  maximum  temperature  change  of 

50ę F per minute to avoid shock cooling of the cylinders.  

 

Operations  that  tend  to  induce  rapid  engine  cooldown  are  often  associated  with  a  fast 

letdown  and  return  to  the  field  after  dropping  parachutists  or a  glider  tow.  There are 

occasions  when  Air Traffic  Control  also calls  for  fast  descents  that  may  lead  to  sudden 

cooling.  

 

The engine  problems  that  may  be  expected  when  pilots  consistently  make  fast 

letdowns with little,  or no power include:  

 

1. Excessively worn  ring grooves  accompanied  by  broken  rings 

2. Cracked  cylinder  heads  
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3. Warped  exhaust  valves  

4. Bent  pushrods  

5. Spark plug  fouling  

 

Generally  speaking,  pilots  hold  the  key  to  dodging  these  problems.  They must  avoid 

fast letdowns with very low power (high -cruise RPM and low manifold pressure), 

along  with  rich  mixtures  that  contribute  to  sudden  cooling.  It is recommended  that 

pilots maintain at least 15ó MP or higher, and set the RPM at the lowest cruise 

position. This should prevent ring flutter and the problems associated with it.  

 

Letdown  speed  should  not  exceed  high  cruise  speed  or approximately  1,000 feet  per 

minute  of  descent.  Keeping  descent  and  airspeed  within  these  limits will help  to 

prevent  the  sudden  cooling  that  may  result in cracked  cylinder  heads,  warped  exhaust 

valves, and bent pushrods.  

 

The mixture  setting  also has an  effect  on  engine  cooling.  To reduce  spark  plug  fouling 

and  keep  the  cylinder  cooling  within  the  recommended  50ę per -minute  limit,  the 

mixture  should  be  left  at  the  lean  setting  used  for  cruise  and  then  richened  gradually 

during  the  descent  from  altitude.  The lean  mixture,  maintaining  some  power  and  using 

a  sensible airspeed  should  achieve  the  most  efficient  engine  temperatures  possible.  

 

The operating  techniques  recommended  in this article  are  worth  consideration  as they 

will be  a  positive  step  toward  saving  dollars  that  might  be  spent  on  maintenance.  

Whatever  the  circumstances,  pilots  must  plan  their  flight  operations  so that  the 

potential  damage  caused  by  sudden  engine  cooling  can  be  avoided.  
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16. CHT Management 

16.1. The biggest factor Lycoming has idented for potential wear on the engine is higher 
sustained CHTs. There are some non-intuitive factors on the T206H to consider with respect to 
the CHT. 

Excerpt from Lycoming Operators Manual 

 

16.2. If CHTs are exceeding 400° F in continuous cruise, you must do something to bring the 
temperature down. Even if you followed the AFM/POH procedure to lean and at an approved 
power settingΣ ǘƘŜǊŜΩǎ ŀƭǿŀȅǎ ŀ ŎƘŀƴŎŜ ǘƘŜ /I¢ ǿƛƭƭ ŜȄŎŜŜŘ пллϲ C ŘǳǊƛƴƎ routine operation. 
The POH mentiƻƴǎ ƻǇŜƴƛƴƎ ǘƘŜ Ŏƻǿƭ ƅŀǇǎ partially and to the extent necessary to provide 
cooler air. 

 
 

 

Like TIT and EGT, CHT will change on a 
parabola with mixture change. Richer 
mixture will cool CHTs but only on one 
side of the arc. You may get a rise in 
CHT before a drop when moving rich. 

AFM/POH 
excerpt 
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16.3. Figuring out the CHT is not intuitive. The front-end EIS screen has a green band. About 
2/3 of the band is 386° F. The other op]on is go to the Engine ς Lean page. 

16.4. hŶŎƛŀƭƭȅΣ ǘƘŜ thI ǎŀȅǎ пулϲ C ŦƻǊ ǘƘŜ /I¢ ƛǎ άƴƻǊƳŀƭέΦ !ƭƳƻǎǘ ŜǾŜǊȅ ŜȄǘŜǊƴŀƭ ǎƻǳǊŎŜ ǘƻ 
include Lycoming will mention that 480° is far too hot for continuous normal. 

 

 

 



CAP TXWG Cessna 206H Introduction 38 

 

Civil Air Patrol - Texas Wing  

Cessna 206H Introduction 
 

 

16.5. If you are getting hot CHTs, a few options to consider in cruise. The thIΩǎ 
recommendation is to open Cowl Flaps partially. If you must fully open cowl ƅaps, you will get a 
5 knot decrease in TAS. Increasing fuel ƅow by moving the mixture rich will help cool CHTs if 
ȅƻǳΩǊŜ Rich of Peak. But this will burn more fuel. Another option is to reduce power by 
reducing MP or RPM or both. But protect the CHTs. 

16.6. LŦ ȅƻǳǊ ŦǳŜƭ ƅƻǿ ƻǊ ¢!{ ŀǊŜ ǎƻ negatively impacted that you must now make an 
unplanned fuel stop, treat that as a cost and hassle of operating the aircraft. LǘΩǎ going to be far 
cheaper and less impactful in downtime in the long run. Cylinder replacements are costly, and 
parts are in short supply. 

16.7. If hot CHTs are persistent in normal ambient temperatures (less than 23° C above standard), 
you will want to get the aircraft inspected by an A&P. aŀȅōŜ ǘƘŜ ōŀƉƛƴƎ ƴŜŜŘǎ ǿƻǊƪΦ Or a 
component needs replacing. 

Nothing will be ƅashing red. But this is not a 
good long term CHT. DO SOMETHING to 
cool. 
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17. Turbocharger Failure 

17.1. Turbocharger failure is meant to be covered by your Turbo transition training. The POH 
has relatively little information on turbocharger failure. 

 
17.2. This POH language works well for the scenario of increasing MP that is diagnosed as an over 
boost. The common question comes up on how to identify ǘƘŜ ŘƛũŜǊŜƴŎŜ ōŜǘǿŜŜƴ ŀ ǇƻǿŜǊ ƭƻǎǎ 
turbocharger failure or a more traditional engine failure or power loss. 

 

 
17.3. If MP is decreasing and ȅƻǳΩǊŜ not sure if ƛǘΩǎ an engine failure or turbocharger failure, look 
at the fuel ƅow meter. Typical engine failures will usually draw little to no fuel right away. But a 
turbocharger failure will generally continue to draw a good amount of fuel for a while. In this 
scenario, bringing the mixture lean to an extent can hopefully restore some power. 
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1350°F 

18. Shutdown 

18.1. During your Turbo transition training, you will likely hear about making sure to not 
shutdown the engine too quickly. The primary logic for this is to let the turbocharger cool to 
prevent the oil from coking. 

18.2. The POH for the T206H makes no mention of at all of a minimum time or some Ŭxed 
number value to reference before shutdown. 

18.3. The Lycoming hǇŜǊŀǘƻǊΩǎ Manual for the TIO-540 says to wait until a decided drop in CHT 
is noted. This is the cylinder head temperature, not the TIT. For context, this advice is also in 
the non-turbocharged procedures as well for general cylinder health, not the turbocharger. 

18.4. This means there is no published procedure for the T206H for shutting down. It is 
ultimately up to you as pilot in command. Use the knowledge passed on from the turbo 
training as appropriate. 

18.5. To help you decide if you should wait to shut down, you may want to think 
about what conditions might warrant waiting. 

18.6. LŦ ƻƴ ŀ ƭƻƴƎ ƅƛƎƘǘ ǿƛǘƘ ŀ ƭƻƴƎ ŘŜǎŎŜƴǘ ŀƴŘ ŀ ǘȅǇƛŎŀƭ ŀǇǇǊƻŀŎƘ ǘƻ ƭŀƴŘƛƴƎΣ 
the turbocharger has had time to cool down relatively already. A normal 
taxi- ƛƴ ǿƛƭƭ ǇǊƻōŀōƭȅ ǎǳŶŎŜ ŀǎ ŜƴƻǳƎƘ ǘƛƳŜ ǘƻ ŀƭƭƻǿ ŀŘŜǉǳŀǘŜ ŎƻƻƭƛƴƎΦ In 
this example, the TIT is already at the far-left end of the scale in this descent 
ǇǊƻŬƭŜΦ 

 

 

 
18.7. The left end of the green bar for TIT is 1350°F. There is no published 
scale for the black area. 

 
18.8. But if ȅƻǳΩǊŜ arriving at a very busy airport and ATC asked you to do 
maximum forward speed for as long as practical, this may have required way more than the 
usual power setting for longer. If you had to do go-around with a lot of power, that is 
another consideration. 

18.9. Another scenario might be if you end up doing an extended run-ǳǇ ŀƴŘ ŘŜŎƛŘŜ ǘƻ ƴƻǘ ƅȅΣ 
you may want to consider waiting a few minutes after the higher power setting if the taxi 
time back to parking was short. 

18.10. Some airports may require ǎƛƎƴƛŬŎŀƴǘ power to taxi uphill so that is another 
considerationΦ LŦ ǎƛƎƴƛŬŎŀƴǘ ǇƻǿŜǊ ǿŀǎ ŀŘŘŜŘ ŦƻǊ ŀƴƻǘƘŜǊ ǊŜŀǎƻƴΣ ǘƘŀǘ ǎƘƻǳƭŘ ōŜ ŎƻƴǎƛŘŜǊŜŘ 
too. 
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18.11. Some third parties recommend looking at the TIT. And then shutting down upon being 
below a certain number. Again, there is no Lycoming or Cessna number or procedure. However, 
usual descents have the TIT well lower than the green band and usually full-scale deflection left. 
If somehow, ȅƻǳΩǊŜ in the green band, as in above 1350°F TIT, maybe ask why and really strongly 
consider a waiting period. Being in the black but close to the green band and not close to full 
ǎŎŀƭŜ ŘŜƅŜŎtion left might also warrant that same question and considerations. 
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19. Cowl Flaps Misc. 

19.1. Just like the 182T, there are some phases of routiƴŜ ƅƛƎƘǘ ǘƘŀǘ ƘŀǾŜ ƴƻ ƎǳƛŘŀƴŎŜ ƻƴ ǘƘŜ 
Cowl Flaps in the AFM/POH. Ultimately it is your discretion as PIC.  But this will give you 
some tips and thoughts for consideration. 

 
19.2. 5ǳǊƛƴƎ ƳŀƴŜǳǾŜǊǎ ǎǳŎƘ ŀǎ ǎƭƻǿ ƅƛƎƘǘΣ ƛŦ Ŏƻǿƭ ƅŀǇǎ ŀǊŜ ŎƭƻǎŜŘΣ ȅƻǳ will easily exceed 400° 
CHT. Strong recommendation is to keep them open. 

19.3. ¢ƻǳŎƘ ŀƴŘ Ǝƻǎ ŘƻƴΩǘ ƘŀǾŜ ŀ ǇǳōƭƛǎƘŜŘ ǇǊƻŎŜŘǳǊŜΦ If the runway is long and wide enough, 
you could close them on downwind and then after landing touch down, open them while on the 
runway before power addition. This is the ideal method for engine management but will add a 
distraction during a critical ǇƘŀǎŜ ƻŦ ƅƛƎƘǘΦ If the runway is long and wide enough, maybe an 
acceptable option. LŦ ȅƻǳ ŘƻƴΩǘ ǿŀƴǘ ǘƻ Řƻ ǘƘƛǎ ŦƻǊ ǿƘŀǘŜǾŜǊ ǊŜŀǎƻƴΣ ƻƴŜ ƻǇtion is to open them 
after becoming airborne again on the upwind/departure leg. Another option is to open them 
ƻƴ ǎƘƻǊǘ ŬƴŀƭΦ Just leaving them open entirely is a less than ideal option. A balance needs to be 
struck balancing practical aircraft control safety with engine management. PIC discretion is 
needed. 

 
19.4. Planned low approach or go around is another area to use discretion on. From the 
context of developing good habits, keeping them closed and then going through the motion of 
opening them after the go-around is a positive habit. If you encounter an unplanned go around, 
ƛǘΩǎ a good habit to develop. 

19.5. Simulated engine failures from up high to low with extended throttle 
at idle should probably be kept closed. Remember to reopen when adding 
power. 
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20. Rotation and Approach Speeds 

20.1. In 2009, Cessna released a service bulletin to replace the static port buttons. If the 
bulletin was complied with, the airspeed readings were considered much more accurate. 
Aircraft serial numbers T20608883 and on were delivered from the factory with this in 
compliance already. Based on research, it is believed that the oldest T206H in CAP is T20609001 
and on. You will ƭƛƪŜƭȅ ǎŜŜ ǘǿƻ ǎŜǘǎ ƻŦ ǎǇŜŜŘǎ ŦƻǊ ǘŀƪŜƻũ ŀƴŘ ƻǘƘŜǊ ǎǇŜŜŘ ŀƴŘ ŀƭtitude 
references. The CAP T206Hs should all be in the batch with newest serial numbers. 

 

 
20.2. If the POH home study only copy has one set of speeds for Short Field ¢ŀƪŜƻũΣ it may be an 
old version. The kept up to date serial number ǎǇŜŎƛŬŎ POH/AFM in the aircraft is the controlled 
ǊŜŦŜǊŜƴŎŜ ǘƻ ƅȅ ƻƴΦ While this is not ideal for studying the airplane at home ahead of ]me, you 
Ƴǳǎǘ ŎƻƳǇƭȅ ǿƛǘƘ ǘƘŜ ƻŶŎƛŀƭ ŘƻŎǳƳŜƴǘΦ ¢ƘŜ ǎŀƳŜ ƛǎǎǳŜ ŀǇǇƭƛŜǎ ŦƻǊ ǘƘŜ ƎǊƻǎǎ ǿŜƛƎƘǘ ƛƴŎǊŜŀǎŜ 
STC. 

20.3. The speed the POH recommends for rotation on normal ǘŀƪŜƻũ is 55 KIAS. Weight 
increase STC is 56 KIAS. Unlike the 182T, there is no speed range. This speed is no matter the 
ǿŜƛƎƘǘ ƻǊ ƅŀǇ ǎŜtti ng. .ǳǘ ƅŀǇǎ Ŏŀƴ ōŜ ¦tΣ млϲΣ ƻǊ нлϲ ŦƻǊ ǘŀƪŜƻũΦ 

 
20.4. The G1000 has an άwέ symbol on the speed tape which is for rotation. It is defaulted to 55 
KIAS. 

20.5. Most other aircraft, the normal 
ǘŀƪŜƻũ Ǌƻǘŀtiƻƴ ƛǎ ŦŀǎǘŜǊ ǘƘŀƴ ǎƘƻǊǘ ŬŜƭŘΦ 
But at 3600 pounds, the Short Field 
¢ŀƪŜƻũ ƭƛft-ƻũ ǎǇŜŜŘ ƛǎ рт YL!{Φ The 
speed does get lower with weight to 50 
KIAS for 3000 pounds. Weight increase 
STC aircraft at 3789 pounds have 
rotation at 58 KIAS. 
































