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0639T E M A: COM-RTC - Aircraft Systems - Chap. 2
P R E G U N T A: RPTA:COD_PREG:

5168 BFor gyroplanes with constant-speed propellers, the first indication of carburetor icing is usually
OPCION A: A decrease in engine RPM
OPCION B: A decrease in manifold pressure
OPCION C: Engine roughness followed by a decrease in engine RPM

5169 BBefore shutdown, while at idle, the ignition key is momentarily turned OFF. The engine continues to run with
no interruption; this

OPCION A: is normal because the engine is usually stopped by moving the mixture to idle cut-off.
OPCION B: should not normally happen. Indicates a magneto not grounding in OFF position.
OPCION C: is an undesirable practice, but indicates nothing is wrong.

5170 CLeaving the carburetor heat on while taking off
OPCION A: leans the mixture for more power on takeoff.
OPCION B: will decrease the takeoff distance.
OPCION C: will increase the ground roll.

5171 AA way to detect a broken magneto primary grounding lead is to
OPCION A: idle the engine and momentarily turn the ignition off.
OPCION B: add full power, while holding the brakes, and momentarily turn off the ignition.
OPCION C: run on one magneto, lean the mixture, and look for a rise in manifold pressure.

5172 AFouling of spark plugs is more apt to occcur if the aircraft:
OPCION A: Gains altitude with no mixture adjustment
OPCION B: descends from altitude with no mixture adjustment
OPCION C: throttle is advance very abruptly

5173 CThe most probable reason an engine continues to run after the ignition switch has been turned off is:
OPCION A: carbon deposits glowing on the spark plugs
OPCION B: a magneto ground wire is in contact with the engine casing
OPCION C: a broken magneto ground wire

5174 CIf the ground wire between the magneto and the ignition switch becomes disconnected, the engine
OPCION A: will not operate on one magneto.
OPCION B: cannot be started with the switch in the BOTH position.
OPCION C: could accidentally start if the propeller is moved with fuel in the cylinder.

5175 BFor internal cooling, reciprocating aircraft engines are especially dependent on
OPCION A: a properly functioning cowl flap augmenter
OPCION B: the circulation of lubricating oil
OPCION C: The proper freon/compressor output ratio

5176 CThe pilot controls the air/fuel ratio with the
OPCION A: throttle
OPCION B: manifold pressure
OPCION C: mixture control

5185 A5185-1
Detonation may occur at high-power settings when

OPCION A: the fuel mixture ignites instantaneously instead of burning progressively and evenly.
OPCION B: an excessively rich fuel mixture causes an explosive gain in power.
OPCION C: the fuel mixture is ignited too early by hot carbon deposits in the cylinder.

51852 CDetonation can be caused by
OPCION A: A rich mixture
OPCION B: low engine temperatures
OPCION C: using a lower grade of fuel than recommended
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5186 CThe uncontrolled firing of the fuel/air charge in advance of normal spark ignition is known as
OPCION A: instantaneous combustion.
OPCION B: detonation.
OPCION C: pre-ignition.

5187 BFuel/air ratio is the ratio betweeen the:
OPCION A: Volume of fuel and volume of air entering the cylinder
OPCION B: Weight of fuel and weight of air entering the cylinder
OPCION C: Weight of fuel and weight of air entering the carburetor

5189 AWhich statement is true concerning the effect of the application of carburetor heat?
OPCION A: It enriches the fuel/air mixture.
OPCION B: It leans the fuel/air mixture.
OPCION C: It has no effect on the fuel/air mixture.

5190 CDetonation occurs in a reciprocating aircraft engine when:
OPCION A: there is an explosive increase of fuel caused by too rich a fuel/air mixture
OPCION B: the spark plugs receive an electrical jolt caused by a short in the wiring
OPCION C: the unburned fuel/air charge in the cylinders is subjected to instantaneous combustion

5240 BConing is caused by the combined forces of
OPCION A: drag, weight, and translational lift.
OPCION B: lift and centrifugal force.
OPCION C: flapping and centrifugal force.

5241 AThe forward speed of a rotorcraft is restricted primarily by
OPCION A: dissymmetry of lift.
OPCION B: transverse flow effect.
OPCION C: high-frecuency vibrations.

5242 BWhen hovering, a helicopter tends to move in the direction of tail rotor thrust. This statement is
OPCION A: true; the movement is called transverse tendency.
OPCION B: true; the movement is called translating tendency.
OPCION C: false; the movement is opposite the direction of tail rotor thrust, and is called translating tendency.

5243 AThe purpose of lead-lag (drag) hinges in a three-bladed, fully articulated helicopter rotor system is to
compensate for

OPCION A: Coriolis effect.
OPCION B: dissymmetry of lift.
OPCION C: blade flapping tendency.

5244 CWhat happens to the helicopter as it experiences translating tendency?
OPCION A: It tends to dip slightly to the right as the helicopter approaches approximately 15 knots in takeoff.
OPCION B: It gains increased rotor efficiency as air over the rotor system reaches approximately 15 knots.
OPCION C: It moves in the direction of the tail rotor thrust.

5245 CThe unequal lift across the rotor disc that occurs in horizontal flight as a result of the difference in velocity of
the air over the advancing half of the disc area is known as

OPCION A: coning.
OPCION B: disc loading.
OPCION C: dissymmetry of lift.

5246 CThe lift differential that exists between the advancing blade and the retreating blade is known as
OPCION A: Coriolis effect.
OPCION B: translational lift.
OPCION C: dissymmetry of lift.
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5247 CMost helicopters, by design tend to drift to the right when hovering in a no-wind condition. This statement is
OPCION A: false;helicopters have no tendency to drift, but will rotate in that direction.
OPCION B: true; the mast or cyclic pitch system of most helicopters is rigged forward, this with gyroscopic precession will

overcome the tendency.
OPCION C: true; the mast or cyclic pitch system of most helicopters is rigged to the left to overcome this tendency.

5248 AWhen a rotorcraft transitions from straight-and-level flight into a 30° bank while maintaining a constant
altitude, the lift force must

OPCION A: increase and the load factor will increase.
OPCION B: increase and the load factor will decrease.
OPCION C: remain constant and the load factor will decrease.

5249 ACyclic control pressure is applied during flight that results in a maximum increase in main rotor blade pitch
angle at the "three o'clock" position. Which way will the rotor disc tilt?

OPCION A: Aft.
OPCION B: Left.
OPCION C: Right.

5250 BCyclic control pressure is applied during flight that results in a maximum decrease in pitch angle of the rotor
blades at the "12 o'clock" position. Which way will the rotor disc tilt?

OPCION A: Aft.
OPCION B: Left.
OPCION C: Right.

5251 CThe primary purpose of the tail rotor system is to
OPCION A: assist in making coordinated turns.
OPCION B: maintain heading during forward flight.
OPCION C: counteract the torque effect of the main rotor.

5252 CCan the tail rotor produce thrust to the left?
OPCION A: No; the right thrust can only be reduced, causing tail movement to the left.
OPCION B: Yes; primarily so that hovering turns can be accomplished to the right.
OPCION C: Yes; primarily to counteract the drag of the transmission during autorotation.

5253 BThe main rotor blades of a fully-articulated rotor system can
OPCION A: flap and feather collectively.
OPCION B: flap, drag, and feather independently.
OPCION C: feather independently, but cannot flap or drag.

5254 BA reciprocating engine in a helicopter is more likely to stop due to in-flight carburetor icing than will the same
type engine in an airplane. This statement

OPCION A: has no basis in fact. The same type engine will run equally well in either aircraft.
OPCION B: is true. The freewheeling unit will not allow windmilling (flywheel) effect to be exerted on a helicopter engine.
OPCION C: is false. The clutch will immediately release the load from the helicopter engine under engine malfunctioning

conditions.

5255 AWhat is the primary purpose of the clutch?
OPCION A: It allows the engine to be started without driving the main rotor system.
OPCION B: It provides disengagement of the engine from the rotor system for autorotation.
OPCION C: It transmits engine power to the main rotor, tail rotor, generator/alternator, and other accesories.

5256 CWhat is the primary purpose of the freewheeling unit?
OPCION A: It allows the engine to be started without driving the main rotor system.
OPCION B: It provides speed reduction between the engine, main rotor system, and tail rotor system.
OPCION C: It provides disengagement of the engine from the rotor system for autorotation purposes

5257 AThe main rotor blades of a semirigid rotor system can
OPCION A: flap together as a unit.
OPCION B: flap, drag, and feather independently.
OPCION C: feather independently, but cannot flap or drag.
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5258 CRotorcraft climb performance is most adversely affected by
OPCION A: higher than standard temperature and low relative humidity.
OPCION B: lower than standard temperature and high relative humidity.
OPCION C: higher than standard temperature and high relative humidity.

5259 BThe most unfavorable combination of conditions for rotorcraft performance is
OPCION A: low density altitude, low gross weight, and calm wind.
OPCION B: high density altitude, high gross weight, and calm wind.
OPCION C: high density altitude, high gross weight, and strong wind.

5260 AHow does high density altitude affect rotorcraft performance?
OPCION A: Engine and rotor efficiency is reduced.
OPCION B: Engine and rotor efficiency is increased.
OPCION C: It increases rotor drag, which requires more power for normal flight.

5261 BA medium-frecuency vibration that suddenly occurs during flight could be indicative of a defective
OPCION A: main rotor system.
OPCION B: tail rotor system.
OPCION C: transmission system.

5262 CIn most helicopters, medium-frecuency vibrations indicate a defective
OPCION A: engine.
OPCION B: main rotor system.
OPCION C: tail rotor system.

5263 BAbnormal helicopter vibrations in the low-frecuency range are associated with which system or component?
OPCION A: Tail rotor.
OPCION B: Main rotor.
OPCION C: Transmission.

5264 AHelicopter low-frecuency vibrations are always associated with the
OPCION A: main rotor.
OPCION B: tail rotor.
OPCION C: transmission.

5265 AA high-frecuency vibration that suddenly occurs during flight could be an indication of a defective
OPCION A: transmission.
OPCION B: freewheeling unit.
OPCION C: main rotor system.

5266 CGround resonance is more likely to occur with helicopters that are equipped with
OPCION A: rigid rotor systems.
OPCION B: semi-rigid rotor systems.
OPCION C: fully articulated rotor systems.

52661 BGround resonance is less likely to occur with helicopters that are not equipped with
OPCION A: rigid rotor systems
OPCION B: fully articulated rotor systems
OPCION C: semi-rigid rotor systems

5267 CThe proper action to initiate a quick stop is to apply
OPCION A: forward cyclic, while raising the collective and applying right antitorque pedal.
OPCION B: aft cyclic, while raising the collective and applying left antitorque pedal.
OPCION C: aft cyclic, while lowering the collective and applying right antitorque pedal.

5298 BThe best power mixture is that fuel/air ratio at which
OPCION A: cylinder heat temperatures are the coolest.
OPCION B: the most power can be obtained for any given throttle setting.
OPCION C: a given power can be obtained with the highest manifold pressure or throttle setting.
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5299 ADetonation can be caused by
OPCION A: too lean a mixture.
OPCION B: low engine temperatures.
OPCION C: using higher grade fuel than recommended.

5606 CApplying carburetor heat will
OPCION A: not affect the mixture.
OPCION B: lean the fuel/air mixture.
OPCION C: enrich the fuel/air mixture.

5607 BAn abnormally high engine oil temperature indication may be caused by
OPCION A: a defective bearing.
OPCION B: the oil level being too low.
OPCION C: operating with an excessively rich mixture.

5608 CWhat will occur if no leaning is made with the mixture control as the flight altitude increase?
OPCION A: The volume of air entering the carburetor decreases and the amount of fuel decreases.
OPCION B: The density of air entering the carburetor decreases and the amount of fuel increases.
OPCION C: The density of air entering the carburetor decreases and the amount of fuel remains constant.

5609 CUnless adjusted, the fuel/air mixture becomes richer with an increase in altitude because the amount of fuel
OPCION A: decreases while the volume of air decreases.
OPCION B: remains constant while the volume of air decreases.
OPCION C: remains constant while the density of air decreases.

5610 AThe basic purpose of adjusting the fuel/air mixture control at altitude is to
OPCION A: decrease the fuel flow to compensate for decreased air density.
OPCION B: decrease the amount of fuel in the mixture to compensate for increased air density.
OPCION C: increase the amount of fuel in the mixture to compensate for the decrease in pressure and density of the air.

5653 AFrecuent inspections should be made of aircraft exhaust manifold-type heating systems to minimize the
possibility of

OPCION A: exhaust gases leaking into the cockpit
OPCION B: a power loss due to back pressure in the exhaust system
OPCION C: a cold-running engine due to the heat withdrawn by the heater

5671 BDuring the flare portion of a power-off landing, the rotor RPM tends to
OPCION A: remain constant.
OPCION B: increase initially.
OPCION C: decrease initially.

5672 CWhich would produce the slowest rotor RPM?
OPCION A: A vertical descent with power.
OPCION B: A vertical descent without power.
OPCION C: Pushing over after a steep climb.

5673 BIf the RPM is low and the manifold pressure is high, what initial corrective action should be taken?
OPCION A: Increase the throttle.
OPCION B: Lower the collective pitch.
OPCION C: Raise the collective pitch.

5674 CDuring climbing flight, the manifold pressure is low and the RPM is high. What initial corrective action should
be taken?

OPCION A: Increase the throttle.
OPCION B: Decrease the throttle.
OPCION C: Raise the collective pitch.
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5675 CDuring level flight, if the manifold pressure is high and the RPM is low, what initial corrective action should be
made?

OPCION A: Decrease the throttle.
OPCION B: Increase the throttle.
OPCION C: Lower the collective pitch.

5676 BWhen operating a helicopter in conditions favorable for carburetor icing, the carburetor heat should be
OPCION A: adjusted to keep the carburetor air temperature gauge indicating in the green arc at all times.
OPCION B: OFF for takeoffs, adjusted to keep the carburetor air temperature gauge indicating in the green arc at all other

times.
OPCION C: OFF during takeoffs, approaches, and landings; adjusted to keep the carburetor air temperature gauge indicating

in the green arc at all other times.

5686 BAs altitude increases, the Vne of a helicopter will
OPCION A: increase.
OPCION B: decrease.
OPCION C: remain the same.

5695 BThe anti-torque system fails during cruising flight and a powered approach landing is commenced. If the
helicopter yaws to the right just prior to touchdown, what could the pilot do to help swing the nose to the left?

OPCION A: Increase the throttle.
OPCION B: Decrease the throttle.
OPCION C: Increase collective pitch.

5696 CIf anti-torque failure occurred during cruising flight, what could be done to help straighten out a left yaw prior
to touchdown?

OPCION A: A normal running landing should be made.
OPCION B: Make a running landing using partial power and left cyclic.
OPCION C: Apply variable throttle to help swing the nose to the right just prior to touchdown.

5697 BShould a helicopter pilot ever be concerned about ground resonance during takeoff?
OPCION A: No; ground resonance occurs only during an autorrotative touchdown.
OPCION B: Yes; although it is more likely to occur on landing, it can occur during takeoff.
OPCION C: Yes, but only during slope takeoffs.

5698 CAn excessively steep approach angle and abnormally slow closure rate should be avoided during an approach to
a hover, primarily because

OPCION A: the airspeed indicator would be unreliable.
OPCION B: a go-around would be very difficult to accomplish.
OPCION C: settling with power could develop, particularly during the termination.

5699 BDuring a near-vertical power approach into a confined area with the airspeed near zero, what hazardous
condition may develop?

OPCION A: Ground resonance.
OPCION B: Settling with power.
OPCION C: Blade stall vibration.

5700 CWhich  procedure will result in recovery from settling with power?
OPCION A: Increase collective pitch and power.
OPCION B: Maintain constant collective pitch and increase throttle.
OPCION C: Increase forward speed and partially lower colective pitch.

5701 BThe addition of power in a settling with power situation produces an
OPCION A: increase in airspeed.
OPCION B: even greater rate of descent.
OPCION C: increase in cyclic control effectiveness.
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5702 AUnder which situation is accidental settling with power likely to occur?
OPCION A: A steep approach in which the airspeed is permitted to drop to nearly zero.
OPCION B: A shallow approach in which airspeed is permitted to drop below 10 MPH
OPCION C: Hovering in ground effect during calm wind, high density altitude conditions.

5703 CWhich is true with respect to recovering from an accidental settling with power situation?
OPCION A: Antitorque pedals should not be utilized during the recovery.
OPCION B: Recovery can be accomplished by increasing rotor RPM, reducing forward airspeed, and minimizing

maneuvering.
OPCION C: Since the inboard portions of the main rotor blades are stalled, cyclic control effectiveness will be reduced

during the initial portion of the recovery.

5704 AWhen operating at high forward speed, retreating blade stall is more likely to occur under conditions of
OPCION A: low gross weight, high density altitude, and smooth air.
OPCION B: high gross weight, low density altitude, and smooth air.
OPCION C: high gross weight, high density altitude, and turbulent air.

5705 AWhat are the major indications of an incipient retreating blade stall situation, in order of occurrence?
OPCION A: Low-frecuency vibration, pitchup of the nose, and a roll in the direction of the retreating blade
OPCION B: Slow pitchup of the nose, high-frecuency vibration, and a tendency for the helicopter to roll.
OPCION C: Slow pitchup of the nose, tendency for the helicopter to roll, followed by a medium-frecuency vibration.

5706 BHow should a pilot react at the onset of retreating blade stall?
OPCION A: Reduce collective pitch, rotor RPM, and forward airspeed.
OPCION B: Reduce collective pitch, increase rotor RPM, and reduce forward airspeed.
OPCION C: Increase collective pitch, reduce rotor RPM, and reduce forward airspeed.

5707 AThe most power will be required to hover over which surface?
OPCION A: High grass.
OPCION B: Concrete ramp.
OPCION C: Rough/uneven ground.

5708 BWhich flight technique is recommended for use during hot weather?
OPCION A: During takeoff, accelerate quickly into forward flight.
OPCION B: During takeoff, accelerate slowly into forward flight.
OPCION C: Use minimum allowable RPM and maximum allowable manifold pressure during all phases of flight.

5709 BTo taxi on the surface in a safe and efficient manner, helicopter pilots should use the
OPCION A: cyclic pitch to control starting, taxi speed, and stopping.
OPCION B: collective pitch to control starting, taxi speed, and stopping.
OPCION C: antitorque pedals to correct drift during crosswind conditions.

5710 BDuring surface taxiing, the cyclic pitch stick is used to control
OPCION A: heading.
OPCION B: ground track.
OPCION C: forward movement.

5711 CTo taxi on the surface in a safe and efficient manner, one should use the cyclic pitch to
OPCION A: start and stop aircraft movement.
OPCION B: maintain heading during crosswind conditions.
OPCION C: correct for drift during crosswind conditions.

5712 BA pilot is hovering during calm wind conditions. The greatest amount of engine power will be required when
OPCION A: ground effect exists.
OPCION B: making a left-pedal turn.
OPCION C: making a right-pedal turn.
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5713 AWhich statement is true about an autorotative descent?
OPCION A: Generally, only the cyclic control is used to make turns.
OPCION B: The pilot should use the collective pitch control to control the rate of descent.
OPCION C: The rotor RPM will tend to decrease if a right turn is made with a heavily loaded helicopter.

5714 CUsing right pedal to assist a right turn during an autorotative descent will probably result in what actions?
OPCION A: A decrease in rotor RPM, pitch up of the nose, decrease in sink rate, and increase in indicated airspeed.
OPCION B: An increase in rotor RPM, pitch up of the nose, decrease in sink rate, and increase in indicated airspeed.
OPCION C: An increase in rotor RPM, pitch down of the nose, increase in sink rate, and decrease in indicated airspeed.

5715 BUsing left pedal to assist a left turn during an autorotative descent will probably cause the rotor RPM to
OPCION A: increase and the airspeed to decrease.
OPCION B: decrease and the aircraft nose to pitch down.
OPCION C: increase and the aircraft nose to pitch down.

5716 CWhen planning slope operations, only slopes of 5° gradient or less should be considered, primarily because
OPCION A: ground effect is lost on slopes of steeper gradient.
OPCION B: downwash turbulence is more severe on slopes of steeper gradient.
OPCION C: most helicopter are not designed for operations on slopes of steeper gradients.

5717 BWhen making a slope landing, the cyclic pitch control should be used to
OPCION A: lower the downslope skid to the ground.
OPCION B: hold the upslope skid against the slope.
OPCION C: place the rotor disc parallel to the slope.

5718 CTakeoff from a slope is normally accomplished by
OPCION A: making a downslope running takeoff if the surface is smooth.
OPCION B: simultaneously applying collective pitch and downslope cyclic control.
OPCION C: bringing the helicopter to a level attitude before completely leaving the ground.

5719 CWhat is the procedure for a slope landing?
OPCION A: Use maximum RPM and maximum manifold pressure.
OPCION B: If the slope is 10° or less, the landing should be made perpendicular to the slope.
OPCION C: When parallel to the slope, slowly lower the upslope skid to the ground prior to lowering the downslope skid.

5720 AYou are hovering during calm wind conditions and decide to make a right-pedal turn. In most helicopters
equipped with reciprocating engines, the engine RPM will tend to

OPCION A: increase.
OPCION B: decrease.
OPCION C: remain unaffected.

5721 ADuring calm wind conditions, in most helicopters, which of these flight operations would require the most
power?

OPCION A: A left-pedal turn.
OPCION B: A right-pedal turn.
OPCION C: Hovering in ground effect.

5722 BIf complete power failure should occur while cruising at altitude, the pilot should
OPCION A: partially lower the collective pitch, close the throttle, then completely lower the collective pitch.
OPCION B: lower the collective pitch as necessary to maintain proper rotor RPM, and apply right pedal to correct for yaw.
OPCION C: close the throttle, lower the collective pitch to the full-down position, apply left pedal to correct yaw, and

establish a normal power-off glide.

5723 BWhen making an autorotation to touchdown, what action is most appropriate?
OPCION A: A slightly nose-high attitude at touchdown is the proper procedure.
OPCION B: The skids should be in a longitudinally level attitude at touchdown.
OPCION C: Aft cyclic application after touchdown is desirable to help decrease ground run.
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5724 ADuring the entry into a quick sstop, how should the collective pitch control be used? It should be
OPCION A: lowered as necessary to prevent ballooning.
OPCION B: raised as necessary to prevent a rotor overspeed.
OPCION C: raised as necessary to prevent a loss of altitude.

5725 CDuring a normal approach to a hover, the collective pitch control is used primarily to
OPCION A: maintain RPM
OPCION B: control the rate of closure.
OPCION C: control the angle of descent.

5726 BDuring a normal approach to a hover, the cyclic pitch is used primarily to
OPCION A: maintain heading.
OPCION B: control rate of closure.
OPCION C: control angle of descent.

5727 ANormal RPM should be maintained during a running landing primarily to ensure
OPCION A: adequate directional control until the helicopter stops.
OPCION B: that sufficient lift is available should an emergency develop.
OPCION C: longitudinal and lateral control, especially if the helicopter is heavily loaded or high density altitude conditions

exist.

5728 CWhich is true concerning a running takeoff?
OPCION A: If a helicopter cannot be lifted vertically, a running takeoff should be made.
OPCION B: One advantage of a running takeoff is that the additional airspeed can be converted quickly to altitudfe.
OPCION C: A running takeoff may be possible when gross weight or density altitude prevents a sustained hover at normal

hovering altitude.

5729 BWhen conducting a confined area-type operation, the primary purpose of the high reconnaissance is to
determine the

OPCION A: type of approach to be made.
OPCION B: suitability of the area for landing.
OPCION C: height of the obstructions surrounding the area.

5730 CDuring a pinnacle approach under conditions of high wind and turbulence, the pilot should make a
OPCION A: shallow approach, maintaining a constant line of descent with cyclic applications.
OPCION B: normal approach, maintaining a slower-than-normal rate of descent with cyclic applications.
OPCION C: steeper-than-normal approach maintaining the desired angle of descent with collective applications.

5731 BWhat type approach should be made to a pinacle under conditions of relatively high wind and turbulence?
OPCION A: A normal approach.
OPCION B: A steeper-than-normal approach.
OPCION C: A shallower-than-normal approach.

5732 AIf turbulence and downdrafts are expected during a pinnacle approach to a rooftop heliport, plan to make a
OPCION A: steeper-than-normal approach.
OPCION B: normal approach, maintaining a lower-than-normal airspeed.
OPCION C: shallow approach, maintaining a higher-than-normal airspeed.

5733 CIf ground resonance is experienced during rotor spin-up, what action should you take?
OPCION A: Taxi to a smoooth area
OPCION B: Make normal takeoff immediately
OPCION C: Close the throttle and slowly raise the spin-up lever

5734 CThe principal factor limiting the never-exceed speed (Vne) of a gyroplane is
OPCION A: turbulence and altitude.
OPCION B: blade-tip speed, which must remain below the speed of sound.
OPCION C: lack of sufficient cyclic stick control to compensate for dissymmetry of lift or retreating blade stall, depending

on which occurs first.

MBM



MTC 10/10/2007DIRECCION DE PERSONAL AERONAUTICO
OGMS/DINF 14:50DPTO. DE INSTRUCCION

10Pag. :PREGUNTAS Y OPCIONES POR TEMA

5735 BWhy should gyroplane operations within the cross-hatched portion of a Height vs. Velocity chart be avoided?
OPCION A: The rotor RPM may build excessively high if it is necessary to flare at such low altitudes.
OPCION B: Sufficient airspeed may not be available to ensure a safe landing in case of an engine failure.
OPCION C: Turbulence near the surface can dephase the blade dampers causing geometric unbalanced conditions on the

rotor system.

5736 CThe principal reason the shaded area of a Height vs. Velocity chart should be avoided is
OPCION A: rotor RPM may decay before ground contact is made if an engine failure should occur.
OPCION B: rotor RPM may build excessively high if it is necessary to flare at such low altitudes.
OPCION C: insufficient airspeed would be available to ensure a safe landing in case of an engine failure.

5755 CWith respect to vortex circulation, which is true?
OPCION A: Helicopters generate downwash turbulence, not vortex circulation.
OPCION B: The vortex strength is greatest when the generating aircraft is flying fast.
OPCION C: Vortex circulation generated by helicopters in forward flight trail behind in a manner similar to wingtip vortices

generated by airplanes.

5756 BWhich is true with respect to vortex circulation?
OPCION A: Helicopters generate downwash turbulence only, not vortex circulation.
OPCION B: The vortex strength is greatest when the generating aircraft is heavy, clean, and slow.
OPCION C: When vortex circulation sinks into ground effect, it tends to dissipate rapidly and offer little danger.
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